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WASHINGTON, D. C. 


RAILROAD ACTION WANTED 

We can understand how the Interstate Commerce 
Commission, under the law, might reduce freight rates” 
on this or that commodity, or even pretty generally, on 
he theory that reductions would result in more tonnage 
and thus more revenue for the railroads—though we do 
not believe and we have understood that the Commis- 
sion did not believe that a general reduction would have 
that result; we can understand how the Commission, 
desiring to help business by reducing rates, might even 
evade the issue of the effect of high rates on tonnage and 
reduce the rates without saying anything about result- 
ing revenue, leaving it, perhaps, to be understood that it 
believed the effect would be to improve the business of 
the carriers; but we do not understand how, under the 
law, the Commission can, in reducing rates, justify itself 
in the use of language like the following in its announce- 
ment of its action in granting authority to the carriers 
to reduce western live stock rates: “It is the hope of 
the Commission that the reduced rates will prove of 
material benefit to the western live stock raisers, who 
have been heavily affected by the rapid decline in live 
stock prices since July, 1920. The amount of reduction 
in the annual revenue which will result is not definitely 
known, but has been estimated to be upwards of $10,- 
000,000.” 

Here is a case in which there was no showing that 
a reduction in rates would result in increased tonnage 
or revenue. On the contrary, the Commission estimates 
at $10,000,000 a year the amount of the revenue reduc- 
tion. There was a showing that the present rates were 
reasonable. And yet the Commission, to help the live 
stock industry, reduces the rates. Where does it get 
its mandate to exercise this watchfulness over the wel- 
fare of the live stock business? And if it is to be the 
guardian of that business, why not of other business? 

We are not attempting to say that the reduction in 
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live stock rates was not justified, but we are saying that 
the Commission has shown it to be justified. It has, 
in our opinion, gone entirely outside its jurisdiction. It 
may be urged that the provision of the law requiring 
the Commission to make rates so that the carriers as 
a whole may earn five and a half or six per cent is a 
bar to proper action by the Commission in view of 
the economic situation. It may also be urged that the 
Commission or someone else should have power to see 
to it that railroad rates are so made that the carriers 
shall bear their proper part in the work of price read- 
justment that is going on. But the fact remains that 
the law does require the Commission to assure the 
carriers, as nearly as may be, the return mentioned, and 
that the Commission is not charged with the function of 
bringing about a return to business normalcy. 


To be sure the Commission did not actually order 
the reduction in western live stock rates. Perhaps the . 
very considerations we have been setting out deterred 
it from doing so. But it did recommend the reduction. 
The carriers took its recommendations—as usual— 
much the same as an order and acted accordingly and 
with promptness. The Commission then approved their 
action. Its purpose and feeling are plain. 


We realize that, by thus insisting on the limita- 
tions that should bind the Commission, we are, in a way, 
playing into the hands of those who would have the 
making of rates subject to administration policy and 
make the Commission an agent of the President and his 
cabinet. Surely, it may be argued, there should be power 
somewhere to see to it that, in the present circumstances, 
when business is readjusting itself, the carriers should 
be compelled to play their part and carry their share 
of the burden, instead of being assured by law of a net 
income of five and a half per cent. But insisting that 
the law be observed does not mean that it might not 
or should not be changed. It might, for instance, be 
well to endow the Commission with the power it has 
not now, but which it is, nevertheless, apparently 
attempting to exercise. But we think a better way to 
meet this situation—which is temporary—is for the car- 
riers themselves to take hold of the matter in an ag- 
gressive way, to show some appreciation of conditions, 
and to display some initiative. 

As things are now, there appears to be no policy 
on the part of the carriers except to keep what they 
have, to quote the law as their reason when they fail 
or refuse to make rate reductions demanded by hard- 
pressed business, and to “pass the buck” to the Commis- 
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The foregoing are actual operating and NOT paper schedules, with 
an on time record at interchange points and terminals for August, 
1921, of 90 per cent Southbound, indicating a dependability of service 
indispensable in the handling of Intercoastal and Export shipments 
to clear from Gulf ports on specified sailing dates. No special advices 
or arrangements necessary, as these services are given on all through 
shipments regardless of the commodity. 
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San Diego & Arizona Railway 


THE SAN DIEGO SHORT LINE 
Offers a New Direct Route Between San Diego and Eastern Cities 


This new line in connection with Southern Pacific and its Eastern connections forms the 
shortest transcontinental line to any California port. GIVE IT A TRIAL. 


From CHICAGO: Through package cars in connection with Rock Island, El Paso & Southwestern, Southern 
Pacific, care S. D. & A., El Centro. 

From NEW ORLEANS, KANSAS CITY, ST. LOUIS: Excellent service, without delay, to San Diego. 

From NEW YORK: Sou. Pac. S. S. Line (Morgan Line), care S. D. & A., El Centro. 

From other points: Direct line to Southern Pacific, care S. D. & A., El Centro. 


For information as to rates, routes, service, etc., ask any railway agent, or address: 
« PONTIUS, General Manager 


B- DORSEY, Anincant Trae Maneger agent SAN DIEGO & ARIZONA RAILWAY, San Diego, Calif. 
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Daily Fast Through Freight Schedules e 
BETWEEN ‘. 
POINTS in the EAST, NORTH, and WEST, 
th 
AND 
South, Southwest, Mexico, California Terminals . 
and Gulf Ports 
in connection with I. C. R. R., L. & N. R. R., M. & O. KR. KR. N.C. & 1S 
St. L. R. R., via Jackson, Tenn. ; Frisco lines via New Albany; A. & V.. in 
Vv. S. & P. Rys. via Newton, Miss., and Shreveport, La.; diverging 
rail and steamship lines via Mobile and New Orleans. p' 
SOUTHBOUND a 
LEAVE: TRAIN TIME MILES il 
Jackson, Tenn. 71 4:30 p. m. 0 
New Albany, Miss. 71 12:30 p. m. 83 t! 
ARRIVE: 
Meridian 71-29 8:25 p. m. next day 261 0 
Mobile 721 4:10 a. m. 2nd day 409 
New Orleans (N. O. & N. E.) 53 5:40 a. m. 2nd day 443 T 
Shreveport (A. & V.-V.S. & P.) 55 5:30 p. m. 2nd day 528 t 
LEAVE: NORTHBOUND ' 
Shreveport (A. & V.-V.S. & P.) 52 8:00 p. m. 
New Orleans (N. O. & N. E.) 52 9:40 p. m. 1 
Mobile 72 10:00 p. m. 
Meridian 30-72 *7:35 a. m. g 
ARRIVE: 
New Albany 72 *12:30 a. m. 2nd day ; 
Jackson, Tenn. 72 *8:00 a. m. 2nd day 
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sion at every opportunity. Technically, the carriers are 
within their rights and if they wish to continue to be 
servants, charged, so far as their responsibility is con- 
cerned, merely with the routine of operation, they are 
taking the right course. But to us it would seem that 
there is an opportunity here for the railroads to rise 
out of the mire that has so long engulfed them and, even 
at the loss of some present revenue, to which they may 
be absolutely entitled, achieve a place in public esteem 
that they ought to covet and that would mean more than 
afew present dollars to them. 

It is a fact that business is in a parlous state. It 
is a fact also that the carriers, though they are not earn- 
ing what they should earn to entitle them to be called 
prosperous, nor what the law intends they shall earn, 
are, nevertheless, earning something, the figures show- 
ing constant improvement; and it is also a fact that, if 
the law is obsérved, they are assured of a continuance 
of present earnings, or better, through adjustment of 
rates by the Commission. It does not seem exactly fair 
that they should rest under such protection while other 
business struggles for its life. Why would it not be 
wise policy for the carriers publicly to avow that view 
and voluntarily move to reduce rates where they are 
so high as to work hardship, even though they may be 
reasonable in a transportation sense, and even though, 
to reduce them, means a loss of revenue for the carriers? 
The carriers could do this of their own volition where, 
in Our Opinion, it would be improper for the Commission 
to order them to do so. They would have little trouble 
in accomplishing the reductions, for the Commission, in 
what appears to be its present frame of mind, would 
doubtless co-operate. The result would be, we believe, 
a temporary check in the rising fortunes of the carriers; 
a preservation of the Commission and present methods 
of regulating rates, instead of a possible change to a 
method that would place the making of rates directly 
under the head of the political party in power; an ap- 
preciable help in the restoration of business to sound 
condition; and an appreciation of the carriers by the 
public that they have never had before and that they 
very much need. 

We have taken the position in the controversy of the 
last few months that a general reduction in freight rates 
would not cause business to move in appreciably greater 
volume and that the carriers were entitled to what lit- 
tle revenue they were earning, it being proper and need- 
ful that we keep our transportation machine going that 
commerce might continue. We have not changed our 
Position. But the revenues of the carriers are improv- 
ing. They have improved from the deficit of last 
January and February to over four per cent for July. 
That is not enough, but it is perhaps sufficient to justify 
a little broader view of things. We think it would 
justify the policy on the part of the carriers that we 
are now suggesting. We believe that if that policy 
would not be economically wise it would at least be 
Politically expedient, for we believe that, unless some- 

thing like it is adopted, the carriers, as well as others, 
will have cause for regret. Public sentiment which was, 
during the war and for a time afterwards, sympathetic 
towards the railroads, is now, right or wrong, setting 
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against them. It is likely to take form in legislation 
if nothing is done to satisfy it. A forward move such 
as we suggest would, we believe, avail much. 

Aside from this broad economic effect that we have 
pointed out, we should like to see the carriers adopt 
some such policy if only to prove that they have not 
lost all their initiative and are still capable of thinking 
in terms of wisdom. We find a strange lethargy on their 
part—a disposition to let things take their course and a 
lack of appreciation of causes and results. It would be 
expected, for instance, that the carriers who complain 
much of their high cost of operation, the chief item 
in which is labor, would advocate the abolition of the 
U. S. Labor Board, which undoubtedly is responsible for 
keeping the price of railroad labor at a figure far higher 
than the wage of similar labor in other industries. Yet 
we find among railroad officials a wide sentiment— 
more or less covertly expressed—in favor of retaining 
the board, the fear being that without it there would be 
strikes or other labor trouble. In other words, these 
executives prefer to operate under false economic condi- 
tions and pass the cost on to the public, than to stand 
on their own feet and battle, without government pro- 
tection, for a return to normal conditions. 


We find also a considerable sentiment among rail- 
road officials for the retention of the rate-making sec- 
tion of the transportation act, under which the Commis- 
sion is instructed to make rates so that the carriers, as a 
whole, shall have a net return of five and a half or six per 
cent on their valuation. We believe this sentiment may 
be influenced by the directors or stockholders, who see 
only the immediate dollar, but it is there, nevertheless, 
and it does not reflect credit on the railroads among 
those who believe this section is interfering with a 
proper adjustment of rates in accordance with present 
business conditions, 

In other words, we should like to see an attempt 
by the railroad executives to bring about a revival in- 
stead of waiting for a miracle or sitting idly by and 
blaming their condition on others. They have been 
entitled to sympathy, but perhaps they have had too 
much of it. We read a story not long ago of a young 
American soldier who came home wounded after a bril- 
liant record in France. He was the village hero and 
everybody sympathized with him for the loss of his 
arm. They sympathized with him so much that he tried 
to live on it. He pitied himself and did not try to sup- . 
port himself. He became the village loafer. Then his 
sweetheart showed him what a mistake he had made 
and he reformed. Perhaps the railroads need such a 
jolt. They lost an arm in the war, but that is no reason 
why they should not work with the other one and with 
their head. The world loves a worker and hates a 
loafer—even a loafer that has had real hard luck. 


MISSISSIPPI CENTRAL ABANDONMENT 


The Mississippi Central Railroad Company has been author- 
ized by the Commission to abandon, on or after January 20, 1922, 
its branch line of railroad extending in a southerly direction from 
Hattiesburg, Miss., a distance of 11.74 miles, and 1.89 miles of 
railroad in Hattiesburg leased from the Gulf, Mobile & Northern, 
and to acquire control, by lease, of the Hattiesburg branch of 
the Gulf, Mobile & Northern. 















































































































































































































































FREIGHT RATE INVESTIGATION 


The Trafic World Washington Bureau 


No action has been taken by the Commission on the sug- 
gestion made in July by the Southern Traffic League “that it 
would be in the public interest for the Commission to institute, 
of its own motion, a comprehensive investigation into the relation 
between freight rates and trade depression with a view to the 
effective application of such conclusions as may be reached.” 
(See Traffic World, July 16, p. 104.) 

Acknowledgment of the receipt of the League’s letter to 
former Chairman Clark was made by Director Hardie, of the 
bureau of traffic, who said: “The matter in issue is being inves- 
tigated and considered by the Commission and you will be ad- 
vised in the premises.as soon as possible.” 

Officials of the Commission said no action had been taken 
by the Commission looking to favorable or unfavorable action 
on the matter. The belief was expressed that there probably 
would be nothing done until October, when all the members of 
the Commission will be in Washington. 

The officers and members of the board of governors of the 
Southern Traffic League, in their representations to the Com- 
mission in support of their suggestion for a formal investiga- 
tion, said it appeared that the President, several members of 
the Cabinet and a number of prominent senators and congress- 
men, and others, were of the opinion that a downward revision 
of rates would greatly stimulate business while, on the other 
hand, it appeared that members of the Commission, railroad 
executives, some senators and congressmen, and others, held 
the view that such a downward revision of rates would spell 
ruin for the carriers, would not stimulate business, and prob- 
ably would so decrease the purchasing power of the carriers as, 
in effect, to curtail still further the general volume of trade 
activity. The issue thus raised, they said, was that, with rail- 
road revenues inadequate, freight rates were on a high pinnacle, 
and the question was whether comprehensive reductions in such 
rates would increase railroad earnings by a stimulation of busi- 
ness. They said that while the Commission had conducted a 
vast correspondence on the subject, it had proceeded informally 
with the result that no definite and binding determinations have 
been developed. 


“It would seem as though the whole controversy resolves 
itself into questions of fact readily susceptible of accurate 
proof and determination,” the officers and governors of the 
League said. “If it appear in a given instance that no permis- 
sible reduction in freight rates could appreciably affect the cur- 
rent prices being paid by consumers, that would end the dis- 
cussion so far as that instance is concerned. If, on the other 
hand, it were to appear from competent evidence that material 
reductions in rates in given instances would undoubtedly stimu- 
late movements which do not now exist and which would not 
displace other movements that do exist, surely the determina- 


tion of those facts would lead to prompt activity in the way of 
downward revisions. 


“But the determination of these questions of fact can hardly 
be accomplished in an altogether decisive and satisfactory man- 
ner by correspondence or even conferences. Those remedies 
merely provoke adverse contentions because of a lack of defi- 
niteness in the conclusions of fact, and lead to disagreements 


of general nature rather than specific determination of correct 
nature. 


“Hence, after mature deliberation and study, and without 
any consequential differences of opinion, the members of the 
Southern Traffic League have directed the officers and Board 
of Governors thereof to lay before the Commission the serious 
suggestion that it would be in the public interest for the Com- 
mission to institute, of its own motion, a comprehensive inves- 
tigation into the relation between freight rates and trade de- 
pression with a view to the effective application of such con- 
clusions as may be reached. 


“The belief prevails that such an investigation would sus- 
pend and largely put at rest the controversy that is now wag- 
ing. During the necessary period of investigation it is quite 
possible that changes in conditions may arise that would have 
an important bearing on the conclusions reached. Such an in- 
vestigation would afford a convenient and orderly method of 
threshing out the issues of fact and might, conceivably, promote 
a more healthy accord between carriers and shippers at this 
critical time. It would remove the suggestion of partiality and 
sectionalism which, unfortunately, has arisen; it would diminish 
the volume of political discussion of the question; it would sup- 
press extreme contention and resolve the controversy into a 
more orderly and quasi-judicial determination of mere questions 
of fact. 

“The institution of such an investigation might well be di- 
vided in territorial scope and be conducted simultaneously in 
different parts of the country. At first it might seem as though 
such an investigation would open the floodgates of general de 
mand for reduced freight rates; but mature reflection will lead 
to the conviction that it will have the opposite effect and will 
effectively quiet those whose contentions cannot stand the test 
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of judicial scrutiny but at the same time would provide an 
impartial forum before which facts could be laid by those who 
sincerely believe they can demonstrate to the carriers, as wel] 
as to the Commission, that some concessions in freight rates 
are needed to stimulate the business of both carriers and ship. 
pers. 

“If it be said that such representations might be made to 
the carriers direct, the answer is that the carriers are viewing 
the issue broadly instead of critically, as indicated by the policy 
of the southeastern lines. Furthermore, the carriers undoubt. 
edly have felt unwilling to assume the responsibility of deciding 
for themselves what important reductions should and should 
not be made, involving a necessary discrimination which would 
provoke serious complaint unless this Commission itself took 
an important part in the determinations. 

“As to the functions of the Southern Traffic League in such 
an investigation, it would suffice to say that this organization 
would dedicate its facilities to the uses of the Commission and 
would endeavor in all proper ways to aid in developing the 
facts. It would take pains to propogate the idea that there 
would be no need for the attendance of those who cannot suc- 
cessfully demonstrate in what way and to what extent the 
volume of their business is curtailed by the rates having to be 
paid; and we would likewise seek to facilitate the conduct of 
the investigation by advising interested shippers of the nature 
of the data which should be prepared by them if they have a 
serious claim of detriment to their business by reason of such 
rates. 

“The foregoing are the fruits of the painstaking study and 
thorough discussion of the problem by the members of the 
Southern Traffic League. We believe that such an investigation 
would do much good and could not do any harm. To conduct 
such an investigation would seem to be in contemplation of law, 
under the circumstances, and would remove the growing dissat- 
isfaction that is being caused by the impression that whereas 
the Administration wishes downward revisions of rates to be 
speedily accomplished yet the Commission does not and is bas- 
ing its convictions more on general representations than on an 
inquisitive investigation of the facts. 

“In conclusion it may be said, in order to remove any mis- 
understanding of the League’s position, that we do not sub- 
scribe to the view that sweeping reductions, horizontal in char- 
acter, are proper or that they would accomplish as much good 
as harm; but the traffic representatives of southern shippers 
are being pressed by their employers in individual instances and 
feel called upon to obtain a comprehensive study of the ques- 
tion; and they do not find a method of procedure available to 
them at this time adequate for the purpose.” 

The officers of the League are as follows: J. T. Ryan, 
President and Secretary, Southern Furniture Mfrs. Ass’n; T. 
M. Henderson, Vice-President and Commissioner, Nashville 
Traffic Bureau; J. W. White, Vice-President and Traffic Man- 
ager, International Agricultural Corporation; M. M. Caskie, Sec- 
retary and Manager, Transportation Bureau, Chamber of Com- 
merce, Montgomery, Ala. 


POSTAL MOTOR SERVICE 
The Trafic World Washington Bureau 


Postmaster-General Hays announced, September 15, the ap- 
pointment of Ralph H. Matthiessen, president of the Motor Haul- 
age Company of New York City, as a special assistant of the 
Postmaster-General to reorganize the motor transportation. Mr. 
Matthiessen will organize a Bureau of Motor Vehicle Transporta- 
tion in the department of the Fourth Assistant Postmaster- 
General. There are now 271 cities in which government-owned 
motor vehicles are operated, maintaining over 3,600 motor ve 
hicles. Its operating expenses annually amount to about $15, 
000,000. There are nearly 5,000 supervisory officials, clerks, 
chauffeurs, mechanics, etc., employed in this class of service. 
There are used for these trucks about 25,000 tires each year. 

The motor vehicle service extends only to mail service 
within cities, such as collection and delivery of mail and trans: 
portation of mail from one point to another within cities. Rural 
carriers and contractors on star routes in rural territory opel- 
ate their own motor vehicles. 


The Post Office Department began operating its own ma- 
chines on a small scale with the establishment of the parcel 
post. Its great expansion has been made possible through the 
large number of motor trucks received from the War Depart: 
ment. 


The growth of this motor service occurred under abnormal 
conditions, such as produced by the war, and the tremendous 
growth of parcel post.. Each large city built it up as a sep 
arate unit with a minimum of uniformity. Some few cities have 
splendid organizations and efficient service; many have been 
inferior and wasteful, due to lack of more uniform supervision. 

Postmaster-General Hays believes that the motor truck 
service of the Post Office Department should be a big mail 
transportation aid, just as is the Railway Mail Service, and as 
efficiently managed. 
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Current Topics 
in Washington 





The Tax Program.—No congenitally. conservative man, it is 
pelieved, was surprised when the Senate finance committee gave 
indications of disagreeing with the House in the matter of the 
elimination of taxes, especially the transportation tax. That 
is comparatively easy to collect. No railroad is under any 
temptation to relieve a shipper of the payment. Retail dealers 
are always under a temptation to reneg on the collection of the 
luxury or nuisance taxes. Many millions, it is believed, are 
filched from the government by retailers who sell soft drinks, 
chewing gum, and toilet preparations, especially in cases in 
which the nickels of the children are concerned. The retailer 
who charges only a nickel for a drink and then forgets to put a 
penny into a separate container for the benefit of the govern- 
ment, will attract the trade of the youngsters. No railroad agent 
is interested enough in the business of the company to run the 
risk of prosecution either of himself or of the company for fail- 
ure to collect the tax. A railroad agent knows that usually a 
shipper selects a route on account of the delivery he can obtain 
by that route and that the remission of the tax would not con- 
strain the shipper to change the routing. Therefore, retention 
of half or all the tax on freight bills would not be at all sur- 
prising. What the House did in the way of proposing elimination 
of taxes may be taken as an advertisement of the intention or 
desire of the party in power respecting the taxpayer and not 
necessarily indicating what the party knows it can do. The 
House leaders, many of whom were in office before the war and, 
therefore, familiar with the difficulties of governmental financing, 
know well that the debt of this country is large enough to make 
it stagger for years to come. They know that the cost of the 
first serious dipping into European politics constitutes a burden, 
the weight of which can be lightened only by a permanent in- 
crease in the price of things as measured by the dollar. Were 
prices to go back permanently to the ante-bellum basis, the 
debt would be a crushing burden. The only way out will be a 
permanent appreciation of the prices of all kinds of property, so 
the debts can be paid with the kind of dollars that were in 
circulation when the debt was contracted. The dollar was low 
in price when the debt was contracted. Long continuance of 
the low level of farm prices would be more ruinous than the 
war. Its first effect would be to force farm lands out of the 
hands of the present owners and a great decrease, it is believed, 
in production. Its second effect would be to create an era of 
food prices as high as, if not higher than, during actual fight- 
ing. A moderate reduction in all prices, including coal and 
railroad rates, it is believed, would enable the country to adjust 
the burden to its shoulders in such way that it could be carried 
with comparative ease to extinction—unless the country were 
again forced into war to make good the changes wrought in the 
map of Europe. Seventy-five years, or perliaps a little less, 
should see the debt wiped out. It would take just about seventy 
years to pay out, at the rate of a million dollars a day. From 
the time the barbarians accomplished the permanent overturning 
of the Roman empire to this day, western Europe has not had 
peace for as long a period as seventy years. In fact, the longest 
peace period was from 1871 to 1914. No man who knows any- 
thing about history expects the settlement made by the treaty 
of Versailles to be any more permanent than any of its dozens 
of predecessors, including or excluding those prior to the treaty 
of Verdun in 843. 





Sand and Gravel Loading Figures.—Sand and gravel men do 
hot like the kind of tonnage figures prepared for the traffic 
executives. They do not question the accuracy of the figures. 
Their objection to them is that publication without explanation 
misleads. The point they make is that they cover the movement 
of sand and gravel when only the gondolas not fit for loading 
coal were available for shipment of the materials in which they 
are interested. Therefore, they disagree with the conclusion 
of the traffic executives that, because there has been an increase 
M sand and gravel loading this year, there is no need now of 
stimulation of the sand and gravel business. They have per- 
sistently claimed that sand and gravel would not move on ex- 
isting rates and point to the small increase in the loading -this 
year as compared with last, as evidence that stimulation by 
lower rates is needed. In other words, there is no dispute about 
the figures, but there is not even the slightest semblance of 
agreement as to the inference to be drawn from them. Much 
the same complaint is brought against the conclusions drawn 
by traffic executives from other loading figures. The restrictions 
Dlaced, by means of service orders giving preferred treatment 
to shippers of coal, it is claimed, cut down the loading of many 
other kinds of traffic, so that it is a sign of good memory and 
respect for perspective to recall that many of the comparisons 
are of little value because service orders placed handicaps on 
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all kinds of traffic that could be hauled in open-top cars or that 


depended indirectly upon materials that could only be carried in 
open-top cars. 





Competition from Government.—There is a kind of compe- 
tition between government-owned and privately-owned facilities 
of transportation in Maryland that has not been brought to 
public notice to any extent. The Pennsylvania controls the rail- 
road transportation to the eastern shore of both Maryland and 
Virginia. That company, on business between Baltimore and 
the eastern shore counties of Maryland and Virginia, comes into 
competition with a ferry route owned by the state of Maryland. 
As part of its highway system, Maryland subsidizes a ferry be- 
tween Annapolis and Claiborne, a distance of seventeen or eight- 
een miles, ten or eleven of which are on Chesapeake Bay and 
the rest in the Severn River and Easton Bay, an arm of Chesa- 
peake Bay. The Pennsylvania, by its subsidiary, the B. C. & A., 
operates a rail-and-water route from Baltimore via Claiborne 
to Ocean City, about 100 miles southeast of Annapolis, and 
across the bay. The rail-and-water line, of course, is bound by 
the tariffs. The merchants of Baltimore, desiring to do business 
with the people on the eastern shore, can ship on the joint rail- 
and-water rates or they can use Maryland’s highways for their 
trucks and the ferry, which is treated as part of the state high- 
way system. Just at present the state highway system seems 
to have the edge in the race. Baltimore merchants load their 
trucks with merchandise for the eastern shore counties, send 
them to Annapolis over one of the best public highways in the 
country, load them on the state highway ferry, and then, over 
another fine highway, send them to eastern shore destinations. 
The ferry boat generally carries three or four trucks loaded 
with merchandise or household goods on each of its two daily 
trips. The state ferry boat pays no attention to the lading on 
the trucks. It makes a flat rate, including war tax, on a wheel- 
base basis. It costs only $3.50 or $4 for ferrying over a truck- 
load of stuff. A seven-passenger automobile costs $3.63, which 
amount covers the fare of the driver and the war tax. A “fliv- 
ver” pays $2.50, plus war tax, regardless of its lading. Usually 
the ferry boat on each trip carries ten or a dozen, but on week- 
end days the lading is forty or forty-two machines. Frequently 
during the excursion season automobiles had to be left behind 
because there was no room on the day they arrived. During 
the height of the season two boats were operated. In competi- 
tion with that state highway system, the Pennsylvania rail-and- 
water route could not obtain any of the passenger or truck busi- 
ness. It could carry only the passengers depending wholly on 
the boat and the railroad trains. 





Cleveland Terminal Problem.—What Maryland did to estab- 
lish that ferry service suggests what may be done in the event 
there should: be permanent disagreement between the Commis- 
sion and the authorities of Cleveland as to the wisdom of allow- 
ing the New York Central to establish the proposed union 
passenger terminal in Cleveland. Maryland established a wharf 
at Claiborne although conservation of capital would have sug- 
gested the utilization of the B. C. & A. dock, which does not 
look as if it were overburdened with business. The two docks, 
side by side, are not in use a good part of the time, even in 
summer, when business is briskest. In the event the Commis- 
sion forbids the construction of the terminal in Cleveland by 
the refusal to issue a certificate of public convenience, Cleveland 
might -build it. Can the United States forbid the state of Ohio 
or the city of Cleveland, as its agent, to construct the terminal, 
or the New York Cental, Nickel Plate and other railroads to 
become tenants of the city? That is a question, it is believed, 
that will have to be answered not many years hence, if that 
section of the act is not repealed within a short time. The city 
of Cleveland, probably, could not build a railroad out into the 
country, because it would not have the power to condemn land 
for highway purposes. But within its own limits it has the 
power of eminent domain and would not have to incorporate a 
railroad company to obtain the necessary land, by means of 
condemnation. In the event that Ohio should desire to build 
a railroad within its borders, would it have to obtain a cer- 
tificate from the federal government? That is another question 
that may have to be answered. Local pride, it is believed, will 
persuade communities that are backing enterprises as to which 
the Commission has said “thumbs down,” to embark in the 
business of building railroads, using the state government as 
an agency. The conflict between state and national wills on 
the subject is already marked in nearly every case in which 
the issuance of a certificate of convenience and necessity is 
involved. Every state opposes the abandonment of a railroad 
and advocates the construction of every proposed railroad. That, 
it is believed, shows how the land lies. 





Regulation by States——What the states have already been 
deprived of by the prohibition and universal suffrage amend- 
ments to the Constitution has destroyed the bulwark many peo- 
ple thought would protect the states from federal encroachments. 
Therefore, should the question of railroad construction ever be- 
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come acute, with the tendency running toward abolition of the 
states, as it has been, the contest would be short-lived. With 
three-fourths of the states voting one way, the protests of the 
other fourth would avail nothing. However, it is believed, the 
tendency with respect to transportation is in the other direc- 
tion. The states seem more likely to deprive the Commission 
of power than to give more to the federal agency for regulation. 
The talk about too much regulation is common among those who 
have had to do with transportation questions in the last year. 
The transportation law was the result of the reaction against 
government operation. Those who did not like their experience 
under the Railroad Administration favored everything that 
tended to increase the power and prestige of the body McAdoo 
seemed to think should be set aside during the war as a condi- 
tion precedent to the winning of the fight. Apparently, the 
grant of much additional power to the Commission is not giving 
those largely responsible therefor as much pleasure as‘ might be 
expected. That is why it is suggested the tendency is not 
toward greater but toward lesser control. And while that lasts 
it is hard to believe there could be a contest between a state 
and the Commission in which the federal agency would be per- 
manently the victor. A. E. H. 


R. R. A. SELLS SECURITIES 
The Trafic World Washington Bureau 


The Director-General of the Railroad Administration an- 
nounced September 12 that he had sold, with the approval of 
the President, $7,500,000 of railroad equipment trust certificates 
to the banking firm of Kuhn, Loeb & Co., New York. Officials of 
the Treasury Department said the sale marked the first of a 
series of sales and expressed the belief that probably from 
$200,000,000 to $250,000,000 of car trust certificates could be sold 
directly by the Railroad Administration. 

The offer for certificates came from Kuhn, Loeb & Co. to 
Eugene Meyer, managing director of the War Finance Corpora- 
tion, who, with Secretary Mellon and Director-General Davis, 
conducted the negotiations with the firm. The certificates sold 
were in lots of $1,500,000 each of the Santa Fe, Burlington, South- 
ern Pacific, Norfolk & Western, and Central of New Jersey. The 
certificates bear six per cent interest and mature serially from 
1928 to 1935. 

The sale at par and accrued interest of the $7,500,000 of 
equipment trust certificates by the Railroad Administration, if 
followed by similar substantial sales, will be of great help to 
the administration in making its final settlements with the 
railroads. The announcement of the sale of the securities was 
made through the War Finance Corporation, and, although that 
cororation has now no authority officially to sell securities for 
the Railroad Administration, Director Meyer, unofficially, has 
been working steadily in the last few weeks to get at least some 
of the securities held by the Railroad Administration into the 
hands of the public. Treasury officials regard the car trust 
certificates, which bear 6 per cent interest and mature serially, 
as “gilt-edged securities.” 


If the Railroad Administration is able to sell as much as 
$200,000,000 of equipment trust certificates, it follows that the 
War Finance Corporation, if and when Congress passes the 
Townsend-Winslow funding bill, will not be called on to buy 
as heavily from the Railroad Administration as it otherwise 
would have been. The fact that New York bankers bought 
$7,500,000 of the certificates at par and accrued interest, it is 
pointed out, also confirms the belief of Director Meyer, as ex- 
pressed before the House and Senate committees at the hear- 
ings on the funding bill, that the market would be such shortly 
that the certificates could be sold to the public at par. One of 
the objections advanced to the funding bill was that the War 
Finance Corporation would be forced to hold the large amount 
of certificates or other securities to be purchased from the Rail- 
road Administration for a long period because the market would 
not absorb 6 per cent securities. 

Alfred P. Thom, general counsel for the Association of 
Railway Executives, conferred with the President the latter part 
of last week and discussed the urgent need of the railroads for 
financial relief. Mr. Thom emphasized the necessity for early 
action because the railroads would need more funds to meet 
conditions in the fall. He said the President was confident the 
railroad funding bill would be passed by Congress soon after 
Congress reconvenes, September 21. 


S. Davies Warfield, president of the National Association 
of Owners of Railroad Securities, conferred with the President 
September 10. He said he had discussed the general railroad 
situation with the President. He said the railroads needed 
money and that the passage of the funding bill would help them 
greatly. 


PAYMENTS TO RAILROADS 


The United States Railroad Administration, September 14, 
reported the following additional final settlements, and has paid 
out to the several roads the following amounts: Chicago, Burling- 
ton & Quincy Railroad Co., $8,000,000; The Virginian Railway 
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Company, $2,100,000; Alabama Great Southern Railroad Company 
$1,530,000; Mobile & Ohio Railroad Company, $700,000; Chicago, 
New York & Boston Refrigerator Co., $375,000; Marsh Refrigerator 
Service Company, $21,000; Goldsboro Union Station Company, 
$167.13; Durham Union Station Company, $2,190.57; The Union 
Freight Railroad Company paid the railroad administration 8,750, 

“The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the railroad companies and the ad. 
ministration during the 26 months of federal control,” the aq- 
ministration said. 

Additional partial payment certificates issued by the Com. 
mission follow: Fernwood, Columbia & Gulf, $6,000; Greenwich 
& Johnsonville Railway Company, $6,000; Chicago Junction Rail- 
way, $50,000; Sandy River & Rangeley Lakes Railroad, $10,000. 
Under section 204, the Commission issued a certificate for a 
partial payment of $10,000 to the Moshassuck Valley Railroad 
Company. 

The Commission has issued a partial payment certificate for 
$5,600 in favor of the Frankfort & Cincinnati Railway Company 
in reimbursement of its deficit under section 204, but has also 
certified that the carrier owes the government $13,034.88. A 
similar certificate was issued in favor of the White Sulphur & 
Huntersville Railroad Company for $14,000 with the finding that 
$6,121.88 was due from the carrier to the government. A partial 
payment certificate under section 209 has been issued by the 
Commission in favor of the Bartlett Western Railway for $7,500. 

The Commission has issued a partial payment certificate in 
favor of the Cooperstown & Charlotte Valley Railroad for $15,000. 

The Treasury has announced the following partial payments 
under section 209: Bartlett Western Railway, $7,500; Louisiana 
Railway & Navigation Company, $100,000, and the Mississippi 
Eastern Railway Company, $8,500. 


CAR SURPLUS AND SHORTAGE 
The Trafic World Washington Burcau 


Reports received by the car service division of the American 
Railway Association showed that on August 31, 467,815 freight 
cars were idle on American railroads, which was a decrease of 
23,584 cars compared with the total August 23. 

Of that total, 246,440 were serviceable freight cars, while 
the remaining 221,375 were in need of repairs. Tabulations 
showed, however, that the former was a decrease in approximately 
a week of 23,584, while the number of cars in bad order was 
an increase of 6,119 over the last previous figures received up 
to August 1. 

Surplus box cars in good order on August 31 totaled 68,938, 
which was a reduction of 10,430 within a week, while surplus 
coal cars immediately available to meet current freight require- 
ments if necessary numbered 130,596, or a reduction within the 
same period of 6,385. Surplus stock cars in good order also 
totaled 11,862, or 1,048 cars more than were reported the week 
before. 

Of the 2,300,929 freight cars on line of American railroad 
companies, 382,440, or 16.6 per cent, were reported in need of 
repairs compared with 376,417, or 16.3 per cent, on August 1. In 
computing the number of cars needing repairs but idle due to 
business conditions, an allowance of 7 per cent is made to rep- 
resent the number regarded as normally out of service because 
of their condition. 

The car shortage which has been reported in certain locali- 
ties principally because of inreased demand for grain cars is 
gradually disappearing, the total-on August 31 being 739, 
of which 641 were box cars, compared with a total of 1,275 on 
August 23. 

The surplus of 246,740 cars was made up of tHe following 
classes of equpment: Box, 64,718; ventilated box, 1,861; auto 
and furniture, 2,659; flat, 11,522; gondola, 84,630; hopper, 45,966; 
coke, 10,283; S. D. stock, 11,191; D. D. stock, 671; refrigerator, 
4,765; tank, 770; miscellaneous, 7,704. 

The shortage was made up of the following classes of equip- 
ment: Box, 639; auto and furniture, 2; flat, 7; gondola, 54; 
hopper, 13; S. D. stock, 8; refrigerator, 10; miscellaneous, 6. 


EXPRESS RATE INVESTIGATION 
The Trafic World Washington Bureau 


Intrastate rates of the American Railway Express Company 
in Idaho and Nevada will be the subject of investigation by 
the Commission to determine whether the rates required by 
the state commissions of those states result in unjust discrimi- 
nation against interstate commerce, under orders issued by the 
Commission in No. 13066, in the matter of intrastate rates of 
the American Railway Express Company between points in the 
state of Idaho, and No. 13067,.in the matter of intrastate rates 
of the American Railway Express Company between points in 
the state of Nevada. The Idaho and Nevada commissions have 
refused the express company permission to increase its intra- 
state class and commodity rates 26 per cent and rates on milk 
and cream, 20 per cent, the percentage increases authorized by 
the Commission for interstate traffic, 
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CREDIT RULE FOR EXPORT TRAFFIC 


On further hearing, the Commission, in Ex Parte 73, in re 
section 3 of the interstate commerce act as amended by section 
405 of the transportation act, 1920, opinion No. 7131, 63 I. C. C. 
975-80, has modified its order in 57 I. C. C., 591, with respect 
to the 96-hour credit rule as applied to export traffic loaded into 
yessels from railroad piers, and has held that paragraph 2 of 
section 3 of the interstate commerce act is inapplicable to freight 
moving wholly or partly by water, when delivery or relinquish- 
ment of possession at destination is effected by or through the 
water line, but that extension of credit on freight moving under 
such circumstances by carriers subject to the act is a practice 
subject to control of the Commission under other general pro- 
visions of the act. The Commission also disapproved action 
by the Alaska Steamship Co. in granting an extension of credit 
beyond what the Commission authorized in the original report 
and order in 57 I. C. C. 591. 

In the original report and order the Commission prescribed 
rules and regulations for the prompt payment of transportation 
rates and charges and fixed 96 hours as the maximum time for 
the carriers to extend credit. After that order was entered, 
June 4, 1920, the Oregon-Washington Railroad & Navigation Co. 
fled a petition for authority to deviate from the provisions of 
the order, in so far as such provisions were applicable to that 
company’s Willamette and Columbia rivers boat-line service, and 
to establish in lieu thereof rules granting 30 days’ credit. The 
petitioner averred that such modification was necessary toemeet 
the competition of independent steamer lines which were ex- 
tending 380 days’ credit. After the hearing and argument the 
petitioner notified the Commission it intended to discontinue 
the water service and the petition was dismissed. 

The Commission said it was urged on behalf of the Associa- 
tion of Railway Executives that the interstate commerce act 
“extends to transportation of property partly by railroad and 
partly by water when both are used under a common control, 
management or arrangement for a continuous carriage or ship- 
ment; and that while the provisions as to the extension of credit 
in paragraph (2), section 3, apply only to carriers ‘by railroad’ 
it would result in an anomalous situation to hold that the pro- 


visions regarding credit apply only to transportation by rail- 


road, and not to transportation by water, in connection with a 
railroad, when both are used under a common control, manage- 
ment, or arrangement for a continuous carriage or shipment.” 

“Section 2, paragraph (1) of section 3 and paragraph (1) of 
section 4,” the Commission said, “apply to ‘any common carrier 
subject to the provisions of this act.’ Paragraph (2), section 4, 
is applicable to ‘a carrier by railroad.’ Similar illustrations 
showing that some provisions of the act apply to all carriers 
subject thereto and other provisions only to a certain class of 
carriers could be pointed out in other sections. We are con- 
strained to find that paragraph (2), section 3, is inapplicable to 
freight transported wholly or partly by water when delivery 
or relinquishment of possession at destination is effected or 
through the water line, but we have control over the extension 


of credit in such circumstances under other general provisions of 
the act. 


“Section 1, paragraph (6), prohibits any unreasonable prac- 
tice. Section 2, and paragraph (1) of section 3, prohibit unjust 
discrimination and undue prejudice, and paragraph (1), sec- 
tion 15, authorizes the Commission where any practice whatso- 
ever of carriers subject to the act is in violation of any of the 
provisions thereof to determine and prescribe what practice is, 
or will be, just, fair, and reasonable. A considerable volume of 
traffic in this country moves partly by rail and partly by water 
im competition with all-rail* routes. It is contended that the 
giving of credit is a practice which has a most influential bear- 
ing upon the movement of. traffic. We find that the extension 
of credit on freight moving partly by water and partly by rail- 
Toad when both are used under a common control, management, 
or arrangement for a continuous carriage or shipment, and when 
delivery or relinquishment of possession of the freight at destina- 
tion is effected by or through the water line, is a practice sub 
ject to the provisions of section 1, paragraph (6); section 2; 
Section 8, paragraph (1); and section 15, paragraph (1) of the 
Interstate commerce act. 

“At the hearing the Alaska Steamship Company, hereinafter 
called the steamship company, presented no argument as to our 
jurisdiction, but asked that no order be entered herein requiring 
4 departure from its present practices. 

“It operates between Tacoma and Seattle, Wash., and ports 
In Alaska, exchanging traffic with the rail lines at Tacoma and 
Seattle, and in Alaska with the Copper River & Northwestern 
Railway at Cordova, and the White Pass & Yukon Route at 

agway. On traffic delivered by the rail lines at Tacoma or 
Seattle for movement via the steamship company to points in 


Alaska the rail charges to Tacoma or Seattle are advanced by 
steamship company to the rail lines at the time of delivery of 
the freight to the steamship company, and are billed forward 
by the latter as “advances.” The steamship company does not 
participate in joint rates with the rail lines at Tacoma or Seattle. 
The bulk of the traffic from points on the Copper River & 
Northwestern Railway for movement to the ports of Tacoma and 
Seattle consists of ore, which moves to a smelter in Tacoma. 
The tariffs provide through joint rates which are dependent upon 
the value of the ores as determined at the smelter. The ores 
are delivered at the smelter dock by the steamship company and 
the proper charges are not determinable until the ores.are sam- 
pled and weighed at the smelter. As soon as this is completed 
on each delivery the smelter furnishes to the steamship com- 
pany a statement of the exact weight and value of the shipment, 
whereupon the steamship company presents its freight bills, 
which are paid promptly by the smelter, usually within 96 hours 
after the bills are presented. There is a small tonnage of ore 
moving from points on the White Pass & Yukon Route via Skag- 
way on through rates to the Tacoma smelter, and on such ship- 
ments the charges are handled in the same way as those moving 
from points on the Copper River & Northwestern Railway. 

“There is a movement of cannery products from canneries 
located on the Copper River & Northwestern Railway to Seattle 
under through joint rates between the railroad and the steam- 
ship company. The rail charges to the port are paid by the 
steamship company upon delivery of the traffic to it at the port. 
The steamship company holds bonds for the payment of freight 
charges on all such shipments, and the payment of such charges 
is made at Seattle. The freight bills are presented at the end 
of each month and are usually paid promptly on presentation, 
but occasionally run for 10 days or so. 

“A small tonnage of miscellaneous freight moves under 
through rates from local points on the Copper River & North- 
western Railway and the White Pass & Yukon Route to Seattle. 
Charges on practically all such shipments are collected on de- 
livery, except on miscellaneous shipments from the Kennecott 
mine, for which bills are returned to Alaska for payment and 


on which the charges of the rail carriers are advanced by the 
steamship company. 


“The steamship company contends that under its practice 
the revenues of the only two rail lines affected, the Copper River 
& Northwestern Railway and the White Pass & Yukon Route, 
both located in Alaska, are fully protected in their arrangements 
with it. 

“Apparently there is no good reason for a difference in 
practice with respect to the extension of credit where the trans- 
portation is by railroad and where partly by railroad and partly 
by water when both are under a common control, management, or 
arrangement for a continuous carriage or shipment. 


“At the hearing the Pennsylvania Railroad Company filed a 
petition requesting that our original order be modified to provide 
that on export traffic delivered from railroad car or pier to 
vessel, directly or by lighter, freight bills shall be delivered to 
vessel owner or representative not later than the completion 
of loading of the vessel, and that the 96 hours of credit shall 
run from the 4 p. m. following the completion of such loading. 

“The situation with respect to which such relief is asked 
exists chiefly at the port of Baltimore. At that port some of 
the piers are owned by the ocean carriers, and some by the 
railroads. No relief is asked with respect to traffic delivered 
to the ocean carriers at their own piers. Settlement in such 
cases is made by the steamship companies on the individual 
carload or less-than-carload lots delivered. 


“Under a practice which existed long before federal control 
and which continued throughout that period, settlement be- 
tween the rail carriers and the ocean carrier of freight charges 
on export shipments loaded from the piers of rail carrier is 
made upon completion of the loading of the vessel. The water 
carriers insist that it is impossible, by reason of their method 
of accounting, to settle on individual shipments when delivered. 

“Ocean carriers customarily handle their accounting upon 
basis of each vessel as a unit. It is necessary that the vessel 
be properly trimmed as it is loaded, and to this end it is a com- 
mon practice for the steamship company to receive freight in 
lots of 20 to 30 cars, particularly heavy commodities, such as 
steel, and load it into the steamer at various times during the 
entire loading period. The entire contents of a single car may 
be intended for a particular ship, but, due to the fact that the 
vessel must be properly trimmed, only a portion of the contents 
of the car may be loaded in the vessel, the remainder of the 
shipment being held in the car for another vessel. To require 
payment of the charges as the freight is delivered to the vessel 
would require numerous remittances on the same lot of freight. 

“On traffic originating inland which moves on through ex- 
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port bills of lading and on which the through charges have been 
prepaid, the proportion accruing to the ocean carrier often ex- 
ceeds the amount accruing to the rail carriers for the movement 
to the port. On 50 or 60 per cent of inland traffic there is a 
net balance of freight charges due to the water carrier. - The 
steamship company prefers that its proportion of the through 
charges on prepaid shipments be retained by the rail carrier 
until the loading of the vessel is completed, when it is known 
by what steamer the freight is to be shipped and when the 
ship’s manifest has been marked to indicate that the charges are 
not collectible at destination. 

“The freight bills on export traffic moving on local billing 
are usually rendered by the rail carriers on each shipment 
within 24 hours after actual delivery of the freight to the vessel. 
When the vessel is completely loaded and the manifest made 
up, the steamship company immediately checks up the freight 
bills with the freight on board and adjusts the charges with 
the rail carriers within 96 hours from the time of the completion 
of loading. The delay beyond the 96 hours from time of delivery 
of any of the shipments in the settlement of the charges is 
generally not more than two days. 

“In the light of the special circumstances surrounding the 
handling of export traffic we find that the period of 96 hours 
heretofore fixed by us for the payment of transportation rates 
and charges, in so far as applicable to export traffic which is 
loaded into vessels direct from railroad cars or piers or from 
such cars or piers by means of lighters, may be computed from 
the first 4 p. m. following the time when the vessel is completely 
loaded, freight bills to be delivered to vessel owner or his rep- 
resentative not later than the day on which the loading of the 
vessel is completed. Our order of June 4, 1920, prescribing 
regulations, effective July 1, 1920, will be modified accordingly.” 


DRUGS, KALAMAZOO TO NEW YORK 


On a finding that rates on drugs and medicines, in carloads, 
from Kalamazoo, Mich., to New York, N. Y., between February 
8, 1918, and October 7, 1919, were not unreasonable and that 
there was no proof of damage due to alleged undue prejudice, 
the Commission has dismissed the complaint in No. 11887, Up- 
john Co. vs. Director-General, as agent, Grand Trunk Western, 
et al., opinion No. 7129, 63 I. C. C., 371-3. Charges were col- 
lected on the shipments at the applicable third class rates. The 
Commission said drugs in carloads usually moved at third class 
rates and that the commodity rate relied upon by complainant, 
from Detroit to New York, was due to competition. It said 
Kalamazoo was subjected to some disadvantage but that this 
was removed by the publication of a commodity rate of 55.5 
cents, December 1, 1919. At the time of movement no com- 
modity rates applied from Kalamazoo to New York, but com- 
petitors of complainant at Detroit, Indianapolis and St. Louis 
had the benefit of commodity rates lower than the class rates. 
The Commission said the commodity rates from Detroit were 
originally established to enable manufacturers at that city to 
compete with eastern manufacturers and led to the establish- 
ment of commodity rates from Indianapolis and St. Louis. 


LUMBER, CAIRO, ILL., TO WAKEFIELD 


Dismissal of the complaint on a finding that rates on lum- 
ber and articles’ taking the same rates, or arbitraries higher, 
from Cairo, Ill., to Wakefield, Neb., are not unreasonable or un- 
duly prejudicial has been ordered by the Commission in No. 
11529, Cairo Association of Commerce vs. Chicago, St. Paul, 
Minneapolis & Omaha, et al., opinion No. 7122, 63 I. C. C., 351-3. 
The complainant, on behalf of the Peterson-Miller Box Co., Cairo, 
Ill., and the Beatrice Cold Storage Co., Beatrice, Neb., alleged 
that the combination rates on lumber and articles taking the 
same rates, or arbitraries higher, from Cairo to Wakefield, Neb., 
were unjust, unreasonable, unduly prejudicial to Wakefield and 
unduly preferential of other points in Nebraska. The Commis- 
sion said the complainant based its case largely upon compar- 
isons of the combination rate of 34 cents to Wakefield with joint 
rates to other points in eastern Nebraska and Kansas on lines 
other than the Omaha, Wakefield being a local point on that 
line. The defendants stated that the absence of joint rates on 
the Omaha was not peculiar to lumber but was a condition ex- 
isting in connection with other classes of traffic. The Com- 
mission said it was the policy of the Omaha not to participate 
in joint rates to Nebraska and that it advanced, as one objec- 
tion to the request of complainant for the establishment of joint 
rates, the possibility that if the request were granted, other 
joint rates to other points on its line in Nebraska would have 
to be established. The Commission said the record did not war- 
rant it in requiring the establishment of joint rates. 


LIVE STOCK TO KNOXVILLE 


In No. 11552, East Tennessee Packing Co. vs. Director-Gen- 
eral, as agent, Southern Railway et al., opinion No. 7114, 63 
I. C. C., 322-26, the Commission has held that rates on cattle, 
sheep and hogs, in carloads, from Nashville, Tenn., Cincin- 
nati, O., Louisville and Lexington, Ky., to Knoxville, Tenn., were 
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not and are not unreasonable and that complainant was not 
shown to have been damaged by reason of alleged undue preju- 
dice. It said the defendants would be allowed 90 days from 
the date of service of the report within which to publish rates 
on cattle, hogs and sheep in line with the scale approved for 
horses and mules in Hudson Mule Co. vs. L. & N. R. R. Co. 
63 I. C. C., 6, decided July 12, 1921, and that publication by the 
carriers of such rates would remove the maladjustments in 
their rates on live stock in the territory involved. 

The complaint was based upon the fact that the rates com. 
plained of exceed the rates on the same commodities from 
Knoxville to the points named above, and upon comparisons 
with lower rates from Nashville to points other than Knoxville. 
At the hearing the complainant withdrew the allegations con- 
cerning rates to and from Lexington, and St. Louis was named 
as an additional point of origin. ‘ 

Commissioner Esch, who wrote the report, said the record 
indicated that what the complainant mainly desired was a con- 
sistent adjustment of rates in the territory involved and that the 
defendants admitted that the ‘entire body of live stock rates in 
the territory south of the Ohio river and east of the Mississippi 
was a “tissue of maladjustments,” and that the rates were 
now in the course of correction to observe orders of the 
Commission with respect to fourth section violations in the 
southeast and with respect to the measure and relationship of 
such rates in that territory. 

“As a practical and effective way of correcting the mal 
adjustment of live stock rates in the southeast and removing the 
discriminations complained of,” Commissioner Esch said, “the 
carriers should use the rates proposed on horses and mules and 
approved in the Hudson Mule Company case as a basis to realign 
their rates on cattle, hogs and sheep, observing such relation- 
ship between the different kinds of animals as is warranted 
by their relative values, loading qualities and other conditions.” 


RATES ON COPRA OIL 


Rates on copra oil from Prague, Okla., to Kansas City, Mo., 
in June and July, 1918, were unreasonable to the extent that 
they exceeded .27.5 cents per 100 pounds, and the present rate is, 
and for the future will be, unreasonable to the extent that it 
exceeds or may exceed 27.5 cents, plus the increase authorized 
under Ex Parte 74, the Commission has held in disposing of 
No. 11306, Peet Brothers Manufacturing Co. vs. Director-Gen- 
eral, as agent, Fort Smith & Western et al., opinion No. 7119, 
63 I. C. C., 345-6. The Commission also awarded reparation 
down to the basis of the rates found reasonable and ordered the 
defendants to comply with the finding as to the future on or be- 
fore December 1. 

Charges on one shipment which moved on June 21, 1918, 
were collected on the basis of a fifth-class rate of 46 cents, and 
the charges on the other shipments, which moved in July, 1918, 
were collected on the basis of a fifth-class rate of 57.5 cents. 
The complainant contended that it should have been accorded 
commodity rates no higher than those contemporaneously main- 
tained on cottonseed oil, the rates on the latter commodity from 
Prague to Kansas City having been 22 cents prior to June 25, 
1918, and 27.5 cents after that date. The Commission said copra 
oil and cottonseed oil were competitive commodities with similar 
transportation characteristics and that the record did not war- 
rant higher rates on copra oil from and to the points involved 
than on cottonseed oil. 

The Commission said several of its devisions in which it 
was held that rates on copra oil were unreasonable to the extent 
that they exceeded those on cottonseed oil were cited. (Cham- 
ber of Commerce, Houston, Tex., vs. A. & S. Ry. Co., 53 I. C. C., 
645; Southport Mill vs. Director-General, 55 I. C. C., 154; Proe- 
ter & Gamble Co. vs. C. N. O. & T. P. Ry. Co., 58 I. C. C., 108) 
Petitions for rehearing have been granted in the Southport and 
Procter & Gamble cases. 





ANTHRACITE, PA. TO DETROIT 


An award of reparation has been made by the Commission 
in No. 11427, Michigan Builders’ Supply Co. vs. Director-General, 
as agent, Grand Trunk Railway Co. of Canada, et al., opinion No. 
7121, 63 I. C. C., 349-50, on a finding that a rate of $3.85 per ton 
of 2,240 pounds, charged on numerous carloads of anthracite 
coal shipped from Carbondale, Jessup, Scranton and Winton, 
Pa., to Detroit, Mich., between June 25 and November 12, 1918, 
was unreasonable to the extent that it exceeded a rate of $3.70 
per ton of 2,240 pounds. The rate of $3.70 was established on 
November 12, 1918. The Commission followed its decisions 12 
Gosline & Co. vs. Director-General, 55 I. C. C., 220, and Koenls 
Coal Co. vs. G. T. Ry. Co., 57 I. C. C., 241, upon which the com- 
plainant relied. In these cases the Commission found that the 
rate of $3.85, constructed on the same combination as the rate 
considered in the instant case, from points in the Pennsylvania 
anthracite district to Toledo and to Detroit, was unreasonable 
to the extent that it exceeded the subsequently established rate 
of $3.70 and awarded reparation to that basis. 
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FABRICATION IN TRANSIT 


Defendants’ failure to accord fabrication in transit at 
Parkersburg, W. Va., on iron and steel sheets was not unreason- 
able but unduly prejudicial, the Commission has held in No. 
11733, Parkersburg Rig & Reel Co. vs. B. & O. et al., opinion 
No. 7126, 63 I. C. C., 363-6. It held further that complainant 
was not shown to have been damaged by the undue prejudice and 
denied reparation. 

The complainant, which manufactures iron and steel tanks 
at Parkersburg, alleged that defendants’ failure to establish 
through rates on iron and steel from points in Pennsylvania, 
Ohio, Illinois, Indiana, West Virginia, Kentucky and Missouri 
to destinations throughout the United States, with fabrication 
in transit at Parkersburg, was unreasonable, unjustly discrim- 
The Commission was asked to 
require the establishment of fabrication in transit at Parkers- 
burg and to award reparation. 

The Commission said that at the hearing counsel for the 
B. & O., the principal defendant, and the only carrier defendant 
directly serving Parkersburg, agreed to accord fabrication in 
transit at Parkersburg on all of the iron and steel articles used 
for fabrication into tank material on the basis prevailing in 
official territory, with the exception of iron and steel sheets. It 
pointed out that fabrication on sheets is allowed in western ter- 
ritory but not under the designation of sheets in official terri- 
tory, although it is allowed on plates. The complainant con- 
tended there was no transportation or classification distinction 
between plates and sheets, or between tanks made of plates and 
tanks made of sheets. The Commission said carriers in western 
terditory have not distinguished plates from sheets in their 
tariffs, and that the consolidated classification makes no dis- 
tinction between them in ratings. The sheet and plate tank 
business is highly competitive, the Commission said, and the 
complainant’s principal competitors are at Kansas City, Mo., 
Topeka, Kan., and Tulsa, Okla., where fabrication in transit is 
accorded on sheets. The complainant asserted that unless ac- 
corded fabrication on sheets it would be compelled to abandon 
the manufacture of sheet-metal tanks because the difference 
between the combination rates on Parkersburg, which it is now 
obliged to pay, and the joint rates with fabrication at that 
point, amounted on the average to about 23 cents per 100 pounds 
and represented practically its entire profit in tank manufacture. 
The defendants based their defense chiefly on the fact that fab- 
rication on sheets has never been accorded by carriers in official 
territory, and on the belief that the granting of the arrange- 
ment on sheets might open the way to broad extensions of fabri- 
cation in transit throughout that territory. The Commission said 
the evidence in support of the latter contetnion was not con- 
vincing. 

The defendants have been ordered to remove the undue 
prejudice on or before December 1. 


STATUS OF INDUSTRIAL RAILROADS 


In three decisions under the Second Industrial Railways Case, 
No. 4181, in the matter of allowances to short lines of railroads 
serving industries, the Commission has held the Berlin Mills 
Railway and the New Castle & Ohio River Railway Co. to be 
common carriers and that the American Hominy Co. operates its 
plant tracks as a plant facility and is not a common carrier. 

The decision with respect to the Berlin Mills Railway was 
made in I. and S. No. 414, cancellation of rates in connection 
with small lines by carriers in Official Classification territory, 
opinion No. 7112, 63 I. .C. C., 313-18. This railway is operated at 
Berlin, N. H. It has 3.75 miles of main track and 5.325 miles of 
spur tracks or siding, a total of 9.075 miles, and connects with 
the Grand Trunk and Boston & Maine. It is owned by the Brown 
Co., a corporation, which has several plants at or near Berlin, 
for which the road performs switching services. It performs 
switching services for other plants. The Commission said that 
upon the record it found the railway to be a common carrier and 
entitled to participate in joint rates with its trunk line connec- 
tions, or have its switching charges absorbed under appropriate 
tariff provision by roads having the line haul. Its compensation, 
the Commission said, in either form, must not be more than is 
reasonable, and a specific and complete statement of any basis 
agreed upon must be filed with the Commission immediately upon 
its adoption. Commissioner Eastman dissented, but did not state 
his reasons therefor. 

In opinion No. 7110, 63 I. C. C., 305-9, also listed under I. and 
S. No. 414, the Commission held the New Castle & Ohio River 
Railway Co. to be a common carrier which may lawfully receive 
from its trunk line connection compensation out of the through 
interstate rates, to and from points on its line, in the form of divi- 
Slons of joint rates, or of absorptions of its switching charges 
under appropriate tariff provision. The New Castle extends from 
Hanging Rock, O., on the Ohio River, to New Castle, O., a dis- 
tance of 3.5 miles. Practically all shares of capital stock are 
held by the stockholders of the Hanging Rock Iron Co., whose 
blast furnace at Hanging Rock is the principal industry served. 
In addition to the 3.5 miles of main track extending from Hang- 
ing Rock, it operates 2.5 miles of yard tracks and sidings located 
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in and around the plant of the iron company. The New Castle 
serves. two small independent coal mines located near its main 
line, the coal being hauled from the mines in wagons; several 
shippers of forest products and a slag company, and also handles 
a small amount of traffic such as household goods and mining 
supplies. The Norfolk & Western, the connecting trunk line, con- 
tended the New Castle was not a common carrier. 

In the decision covering the American Hominy Co., opinion 
No. 7113, 63 I. C. C., 319-22, listed under I. and S. No. 414, the 
Commission held that the hominy company operates its plant 
tracks as a plant facility and that it is not a common carrier, and 
that the trunk lines need not, in the absence of unjust discrim- 
ination or undue prejudice, make any allowance for services per- 
formed by it in connection with the transportation of through 
interstate shipments. The tracks are located at the company’s 
plants in Indianapolis, Ind. The Commission said no industries 
or shippers other than the Hominy company were served. 


COAL DEMURRAGE AT MINNEAPOLIS 


An award of reparation has been made by the Commission 
in No. 11827, Reeves Coal & Dock Co. vs. Director-General, as 
agent, opinion No. 7134, 63 I. C. C. 387-8, on a holding that de- 
murrage charges on a carload of coal held at Minneapolis, Minn., 
from December 11 to 18, 1918, were illegally assessed. The car 
involved was received at Minneapolis early in December, 1918, 
from Sonman, Pa., having moved over the Soo line, and was 
switched to complainant’s yard No. 1 by the Northern Pacific 
for account of the Soo line. The complainant directed that the 
car be forwarded to Kenmare, N. D., giving such notice to the 
local agent of the Northern Pacific with the following notation 
thereon: ‘“Notice.—If this freight cannot move from original 
point of shipment to original destination on the lowest published 
rate between those stations do not apply this order, but notify 
us at once and hold for other disposition.” The Northern 
Pacific carded the car without showing destination and switched 
it over to the Soo line yard, where it was received December 11. 
On December 17 complainant was notified by the Soo line car 
was being held for instructions and upon being advised that 
a bill of lading was necessary to cover the shipment promptly 
executed the same. Demurrage charges were collected by the Soo 
for the period December 11 to December 18. The complainant 
contended it had furnished forwarding instructions and that 
therefore assessment of demurrage was unlawful. The defend- 
ant contended the complainant should have taken out a bill of 
lading with the Soo line, as the subsequent movement of the 
car from Minneapolis was a reshipment, requiring the execution 
of a new bill of lading. The Commission said the complainant 
had tendered what purported to be shipping instructions to re- 
consign the car to Kenmare and that the Northern Pacific, with- 
out advising the complainant that it could not comply therewith, 
accepted them and moved the car, thereby leading complainant 
to believe that its instructions had been acted upon. It held the 
demurrage was assessed as a result of the railroad error and 
that under the applicable tariff no demurrage accrues under 
such circumstances. It pointed to its decision in Middle West 
Coal Co. vs. C. & O. Ry. Co., 41 I. C. C. 723, and said where a 
shipper is compelled to pay demurrage charges through the fault 
of one of the transporting carriers, such charges must be re 
funded. 


REFUSE CANE MOLASSES 


A class C rate of 70 cents on refuse cane molasses from Oak- 
land, Cal., to Ogden, Utah, applied on a shipment moving March 
26, 1919, was unreasonable to the extent that it exceeded a rate 
of 48 cents, the Commission has held in awarding reparation in 
No. 11768, Albers Brothers Milling Co. vs. Director-General, as 
agent, opinion No. 7133, 63 I. C. C. 384-6. The complainant asked 
reparation down to the basis of a rate of 41.5 cents established 
August 31, 1919, on blackstrap molasses from Oakland and other 
California points to Utah common points, including Ogden. The 
class C rate of 70 cents was applicable on blackstrap molasses 
and was reduced, the defendant stated, because of its understand- 
ing that there was to be a steady movement of refuse cane 
molasses from ‘California to Utah points, and that the rate was 
fixed at 41.5 cents on the erroneous assumption that this rate 
was applicable on refuse molasses from the Missouri River to 
Utah and its publication from Oakland would promote competi- 
tion. The Commission said as a matter of fact the rate applied 
on refuse syrup in the opposite direction from Ogden to the 
Missouri River, and that the movement from California under 
the reduced rate did not materialize. Complainant’s claim of un- 
reasonableness, the Commission said, was based largely .on the 
following facts: That the refuse molasses shipped was worth only 
$20 a ton F. O. B. Oakland; that the contemporaneously applic- 
able rate on petroleum oils, viz.. crude, gas, road and stove oil, 
also fuel oil, from Oakland to Utah points was 37.5 cents; that 
the rate on blackstrap molasses from California points to trans- 
continental groups F, G, H, and J, some destinations in which are 
approximately twice as far from Oakland as is Ogden, was 69 
cents; and that the 41.5 cent rate was subsequently established. 
The Commission said Agent Gomph’s exceptions to the Western 
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Classification provided and provide class E rating on refuse mo- 
lasses, beet or cane, and that had these exceptions been applicable 
a rate of 48 cents would have been charged. It said in the light 
of comparisons of the car-mile and ton-mile earnings on the ship- 
ment of refuse molasses with earnings between the same points 
on beans and peas, canned goods, iron and steel, prepared roof- 
ing, soap, sugar, asphaltum, crude oil and sulphur, a rate of 
48 cents would have yielded car-mile and ton-mile earnings which 
compare favorably with those on the commodities enumerated. 


RATES ON HOGS IN NEW JERSEY 


A rate of $15 a car charged by the defendant for the trans- 
portation of 702 carloads of dressed hogs from Harrison, N. J., 
to Jersey City, N. J., between June 25, 1918, and May 23, 1919, 
was unjust and unreasonable to the extent that it exceeded a 
rate of $9.60 per car, the Commission has held in awarding rep- 
aration in No. 11438, Swift & Co. vs. Director-General, as agent, 
opinion No. 7135, 63 I. C. C. 389-92. Fora number of years prior 
to April 25, 1918, the charge for the service of hauling complain- 
ant’s shipments from its slaughter house at Harrison to its Jer- 
sey City plant was $3 per car. On April 25, 1918, the charge 
was increased to $3.45, and June 25, 1918, under G. O. No. 28 
to $4.50. Contemporaneously (June 25, 1918) a minimum charge 
of $15 per car was established for line-haul movements of all 
carload shipments, with certain exceptions, not including dressed 
hogs. That charge remained in effect until May 23, 1919, when 
it was reduced under freight rate authority No. 8031 to 3 cents 
per 100 pounds, subject to a carload minimum of 21,000 pounds. 
The complainant asked reparation to that basis. 


RATES ON COAL TO DETROIT 


Rates ranging from 33 to 56 cents per ton in excess of 
the rates to Detroit proper, charged on shipments of coal from 
Murray City and Corning, O., Winters and Tremont, Ky., Mon- 
itor, W. Va., and Coxton, Pa., to complainant’s Seven Mile Road 
yard in the city of Detroit, were illegal to the extent that they 
exceeded those contemporaneously applicable to points within 
the Detroit switching limits, the Commission has held in No. 
11964, P. Koenig Coal Co. vs. Hocking Valley’et al., opinion No. 
7136, 63 I. C. C. 392-5. It found complainant entitled to repara- 
tion to the basis of the rates found reasonable. The report also 
embraced No. 11964, Sub-No. 1, Same vs. L. & N. et al.; No. 11964, 
Sub-No. 2, Same vs. C. & O. et al.; No. 11964, Sub-No. 3, Same 
vs. Toledo & Ohio Central et al.; and No. 11964, Sub-No. 4, 
Same vs. Lehigh Valley et al. The shipments moved in the 
period from August 26 and December 10, 1920. Since the latter 
date the Detroit rates have applied to and beyond complainant’s 
yard, which is served by the Grand Haven division of the Grand 
Trunk by specific tariff provision, defendant’s delivering line- 
haul connections absorbing its switching charges, the Commis- 
sion said, but at the time the shipments moved no switching 
boundaries were named in defendant’s tariff. The Commission 
said since the defendant held itself out to perform switching 
deliveries at Detroit and did not in its tariff limit or describe 
the district in which the switching was to be performed, the 
logical interpretation of the tariff was that such deliveries were 
to be made anywhere on its lines within the city. Complainant’s 
yard No. 1 the Commission said, is one mile within the city lim- 
its of Detroit, but the rates applicable on the shipments involved 
were those applicable to points just at or beyond the city limits. 


MILK AND CREAM MINIMUM 


In I. and S. No. 1331, Minimum Requirement on L. C. L. 
Milk and Cream Shipments, opinion No. 7148, 63 I. C. C. 448-449, 
the Commission has found not justified a proposed rule requiring 
a minimum of 6,120 quarts on less-than-carload shipments of 
milk and cream in open-iced cars. The Commission held, how- 
ever, that the Central Vermont Railway, the respondent, may 
establish a rule requiring a minimum shipment of 5,100 quarts 
of milk as a condition precedent to the use of special baggage 
or open-iced car service. The schedule found unreasonable must 
be canceled on or before October 15. 








‘ 


RATES ON SCRAP IRON FROM ERNSTON N. C. 


An award of reparation has been made by the Commission in 
No. 11765, David Kaufman & Sons Co. vs. Director-General, as 
agent, opinion No. 7127, 63 I. C. C. 367-8, on a holding that car- 
load rates on scrap iron from Ernston, N. J., to Elizabethport 
and Bayway, N. J., intrastate, during federal control, applying 
via Oak Island Junction, N. J., were not unreasonable, but that 
rates from and to the same points applying via South Amboy, 
N. J., were unreasonable. 





RATE ON FUEL OIL IN ILLINOIS 


Although finding that rates on fuel oil from Roxanna to 
Federal, Ill., during federal control, were unjust and unreason- 
able to the extent that they exceeded 2.5 cents per 100 pounds, 
minimum charge $15 per car, the Commission, in No. 11564, 
Laclede Steel Co. vs. Director-General, as agent, Chicago & Alton 
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et al., opinion No. 7132, 63 I. C. C. 381-3, has dismissed the 
complaint without awarding reparation because the shipments 
were sold to complainant f. o. b. destination and the complainant 
did not pay and bear the charges thereon. The Illinois Glass 
Company, which intervened in support of the complaint, at the 
hearing asked that reparation be awaraded to it on shipments 
to Glass Works, Ill., to whatever basis was found reasonable 
to Federal, but the Commission said the issue thus raised was 
beyond the scope of the complaint and could not be considered. 





MINIMUM WEIGHT ON SODA ASH 


Charges on 15 carloads of soda ash and caustic soda from 
Barberton, O., to Chicago, Ill., based upon minimum weight ex- 
ceeding car capacity, were unreasonable to the extent that they 
exceeded those which would have accrued at the applicable rate, 
based on the actual weights of the shipments loaded to full 
visible capacity of the cars used, the Commission has held, in 
awarding reparation in No. 11794, Armour & Co. vs. Director- 
General, Erie, et al., opinion No. 7128, 63 I. C. C. 369-70. This 
was a case in which complainant permitted use of 15 of its 
refrigerator cars then being returned empty, and the cars were 
loaded to full visible capacity, the weights ranging from 33,248 
to 48,844 pounds. The charges were collected on a minimum of 


50,000 pounds and the applicable rate of 10.9 cents per 100 
pounds. 





SWITCHING CRUSHED STONE 


Reparation has been awarded by the Commission in No. 
11199, Marble Cliff Quarries Co. vs. Director-General, as agent, 
and Pittsburgh, Cincinnati, Chicago & St. Louis, opinion No. 
7117, 63 I. C. C., 339-41, on a finding that a switching rate of 
30 cents per net ton on crushed stone between complainant’s 
plants near Marble Cliff, O., during federal control, was unrea- 
sonable to the extent that it exceeded 20 cents, a subsequently 
established rate. 





CORN, NEBRASKA TO COLORADO 


A finding of unreasonableness and an award of reparation 
on a holding that rates on corn from Long Pine and Eli, Nebr., 
to Fort Collins, Colo., during federal control, were unreason- 
able, has been made by the Commission in No. 11418, Walrath 
& Sherwood Lumber Co. vs. Director-General, as agent, opinion 
No. 7120, 63 I. C. C., 347-8. Charges on the shipments from Long 
Pine were collected on the basis of the applicable combination 
rate of 69 cents, and on the shipments to Eli on the basis of 
the applicable combination rate of 65 cents. The Commission 
held the rates unreasonable to the extent that they exceeded a 
subsequently established rate of 31 cents, and that reparation 
should be made to that basis. 





CAR SERVICE AT BENTON MINES 


Complainants have not been subjected to undue prejudice 
or disadvantage because of defendants’ failure to extend to 
complainants’ mines near Benton, IIl., the services, rates and 
facilities of the C. B. & Q. through trackage or other agree- 
ments, the Commission has held in dismissing the complaints 
in No. 11984, Benton Coal Mining Co. vs. C. B. & Q. et al. 
opinion No. 7137, 63 I. C. C., 396-400. The report also embraces 
No. 11859, Franklin County Mining Co. vs. C. B. & Q. et al. 
The mines of the complainants are situated in what is known 
as the southern Illinois coal group and are served by the 
Illinois Central, the Missouri Pacific and the Chicago & Eastern 
Illinois. The line of the C. B. & Q. extends through this gen- 
eral territory in a north-and-south direction, intersecting the 
line of the I. C. at Christopher, Ill., and the Missouri Pacific 
at or near Zeigler, Ill. The Burlington, under trackage agree- 
ments, the Commission said, reaches mines of complainants’ 
competitors at Logan and Royalton, IIll., located on the I. C. 
and Mo. Pac., respectively. Similarly, the I. C. reaches a 
mine at Orient, Ill, located on the Burlington. The com- 
plainants alleged that in refusing to afford joint service to 
their mines at Benton to the same extent that joint service 
was afforded to mines of their competitors at Logan, Orient 
and Royalton, defendants gave undue preference and ad- 
vantage to such competing mines and subject complainants 
to undue prejudice and disadvantage. The Commission said 
the real purpose of the complaints was to secure car service 
from the Burlington. 

“Complainants insist,’ the Commission said, “that the re- 
fusal of the defendants to extend the service of the Burlington 
to complainants’ mines is unduly prejudicial, so long as they 
contemporaneously join in such arrangements to other simi- 
larly situated mines not located on the rails of the Burlington. 
Conceding that the Burlington owed in the beginning no duty 
to these mines, it is urged that once the Burlington and other 
defendants entered upon a program of extending their facilities 
to mines on other roads, they incurred the obligation to serve 
alike all shippers similarly located at mines on other roads. 

“We have repeatedly held that trackage agreements can 
not be used as a cloak to cover unjust discrimination. Where 
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such arrangements do not result in unjust discrimination they 
are not to be condemned. 

“In Ridge Coal Mining Co. vs. M. P. R. R. Co., 62 I. C. C., 
259, and Dering Mines Co. vs. Director-General, 62 I. C C, 265, 
we considered somewhat similar situations We held that the 
service of a mine by a carrier under a trackage agreement is, 
in practical and legal effect, the substantial equivalent of an 
extension of its rails to the mine; that a mine which is ac- 
corded a joint status by means of a trackage agreement is in 
the same category as a junction-point mine; and that subject 
to certain exceptions not here present, a carrier is not charge- 
able with undue prejudice because it extends its service to 
certain mines, either by extensions of its rails or under track- 
age agreements, thereby giving them the advantage s of a joint 
or junction-point status, while declining to make other exten- 
sions or trackage agreements to extend its service to other 
mines. 

“Complainants allege that the so-called trackage contracts 
are after all merely reciprocal switching agreements. None of 
them is carried out so far as actual operation is concerned, and 
their sole purpose, it is asserted, goes merely to establishing 
the method of compensation between the railroads. 

“It can not be held that because the Burlington thus ex- 
tended its lines to certain mines, it thereby held itself out to 
serve all mines in that general territory similarly situated in 
regard to its own tracks. 

“Following the views expressed in the cases cited, and on 
this record, we find that the defendants’ failure to arrange for 
the extension to the complainants’ mines near Benton, IIll., of 
the services, rates and facilities of the Chicago, Burlington & 
Quincy through trackage or other agreements does not subject 
the complainants to undue prejudice or disadvantage.” 


JOINT SERVICE TO COAL MINES 


On a finding that the failure of the defendants to make 
arrangements whereby complainant’s mine, located on the Big 
Four at Hillsboro, Ill., would be enabled to avail itself of the 
service, facilities and rates of the Chicago & Eastern Illinois in 
connection with the interstate transportation of coal, does not 
result in undue prejudice and disadvantage to the complainant, 
the Commission has dismissed the complaint in No. 11674, Hills- 
boro Coal Co. vs. C. C. C. & St. L. et al., opinion No. 7138, 63 I. C. 
C., 401-4. The Commission said, prior to February 29, 1920, 
complainant’s mines was treated in all respects as a joint mine 
and entitled to share in the available car supply of both the Big 
Four and the Chicago & Eastern Illinois This was accomplished 
by means of a switching and absorbing arrangement which the 
Big Four canceled February 29, 1920, and made applicable the 
distance tariff rate of 53 cents per ton. The Big Four refused 
to switch cars tendered by the Eastern Illinois for loading at 
the mine, the Commission said, or deliver cars loaded by the 
mine to that carrier, unless routed via Shelbyville, Ill., a junc- 
tion point about 43 miles east of Hillsboro. This resulted in 
making complainant wholly dependent on the Big Four for its 
car supply and in an increase in its rates for the movement of 
coal routed via the Eastern Illinois through Hillsboro. The 
complainant alleged the action of the Big Four had subjected it 
to undue prejudice and disadvantage and to unreasonable. rates. 
It asked for the restoration of the arrangement formerly in 
effect. 


The Big Four took the position that to require it to make 
delivery of coal from complainant’s mine to the Eastern Illinois 
at Hillsboro would be to deprive it unlawfully of its long haul, 
since the mine is not on the joint track and therefore not served 
directly by the Eastern Illinois. The Commission said the Big 
Four now published joint rates in connection with the Eastern 
Illinois on substantially the same basis as the rates in force 
by the Eastern Illinois direct, and that on brief the Big Four 
expressed willingness to join the Eastern Illinois in the pub- 
lishing of joint through rates io points on its line where such 
rates are not now in effect. The Commission, in holding as it 
did, followed its decisions in Ridge Coal Mining Co. vs. M. P. 
R. R. Co., 62 I. C. C., 259, and Dering Mines Co. vs. Director- 
General, 62 I. C. C., 265. 


PER DIEM ON SUPERIOR & §. E. RY. 


The Commission has dismissed the complaint in No. 11850, 
Superior & Southeastern Railway Co. vs. Director-General, as 
agent, and C. St. P. M. & O., opinion No. 7148, 63 I. C. C., 431-3, 
on a holding that per diem charges collected by the Omaha from 
the complainant, during the month of July, 1919, were not un- 
reasonable The charges were based on the per diem rules of 
the A. R. A., but the complainant said proper charges would 
have accrued had the Director-General’s circular CS-59 been 
applied, which provided practically average demurrage charges 
from the time the complainants actually took the cars off the in- 
terchange until they were returned. During July. 1919, the 
complainant was not under federal control, the Commission said, 
and therefore claimed the benefit of provisions in CS-59 relat- 
ing to settlements of per diem between federal and non-federal 
roads. The Commission said that the complainant being charged 
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per diem rather than average demurrage was to its advantage. 
It also held that determination of whether or not complainant 
was a common carrier was not necessary in connection with the 
case. 


RATES ON CEMENT TO NEW ENGLAND 


Carload rates on cement from Hudson, N. Y., to points in 
New England are not unreasonable and do not subject Hudson 
to undue prejudice and disadvantage and give to the Lehigh 
district of Pennsylvania an undue preference and advantage, 
the Commission has held, in dismissing the complaint in No. 
11110, Atlas Portland Cement Co. vs. Central Vermont Railway 
Co., Director-General, et al., opinion No. 7142, 63 I. C. C., 420-30. 
The report covers No. 11110, covering destinations on the Central 
Vermont, and sub-numbers 1 to 8, covering destinations on the 
Boston & Albany, Bangor & Aroostook, Maine Central, Rutland, 
New York, New Haven & Hartford, Boston & Maine, New York 
Central, and Central New England, respectively. The Commis- 
sion said the case “unfolds to a major extent as a contest be- 
tween the Hudson and the Lehigh districts for the cement trade 
of New England.” 

“New England consumes annually about 6,000,000 barrels of 
cement,” the Commission said. “Of this, 95 per cent comes from 
the combined Hudson and Lehigh districts. The greater part 
of the New England cement originates in the Lehigh district. 
This is due, according to complainant, to the failure of the car- 
riers, which participate as delivering lines in the transporta- 
tion of cement from both Hudson and Lehigh, sufficiently to 
recognize, by the present differentials in favor of Hudson, the 
geographical advantage of Hudson’s location much nearer than 
the Lehigh district to New England.” 

The question to what extent, if any, there has been a fail- 
ure of adequate recognition of Hudson’s geographical location, 
the Commission said, is complicated by two outstanding con- 
tentions of the complainant with respect to relative distances 
from Hudson and Lehigh. One of these is that there is no Hud- 
son rate group, as that term is commonly used, the Commission 
said, and that, as the complaint involves rates only from Hud- 
son, the mileage from Hudson alone should prevail. The other 
contention, the Commission said, relates to relative conditions 
of transportation as affecting a proper comparison of mileages 
from Hudson and Lehigh. The Commission said that, to New 
England as a whole, the rates from Hudson and Lehigh, so far 
as mileage controls, were not shown upon the record to be im- 
properly related. The Commission said to apply a distance 
scale from all points in the Hudson and Lehigh districts would 
disrupt long existing relationships, upon which the industry 
has grown up, including relationships which were not in issue 
in the proceeding, had not been shown to be necessary or advis- 
able at this time. 


RATES ON GRAIN AND GRAIN PRODUCTS 


The Commission has dismissed the complaint in No. 10878, 
Board of Railroad Commissioners of the State of Iowa et al. 
vs. Director-General, A. T. & S. F. et al., opinion No. 7139, 
63 I. C. C. 405-12, on a finding that local and proportional rates 
on grain and grain products from Missouri River cities and 
points west thereof to Des Moines, Ia., and from Des Moines to 
Mississippi River crossings and east thereof, are not unreason- 
able or unduly prejudicial. The complainants alleged that the 
local and proportional rates published by defendants for the 
transportation of grain and grain products from points located 
on and west of the Missouri River to Des Moines, and from Des 
Moines ‘to Mississippi River cities and crossings in Iowa and 
points opposite in Illinois, to Peoria and Chicago, IIl., Milwaukee, 
Wis., and points taking the same rates, and to destinations east 
of the Illinois-Indiana state line, were unreasonable and unduly 
prejudicial. 

Boards of trade, chambers of commerce and corporations of 
Kansas City, Mo., Omaha, Chicago and Milwaukee appeared at 
the hearing as interveners, seeking to preserve the existing rela- 
tionship of rates. Cedar Rapids, Ia., interveners backed up Des 
Moines, and sought the same relief, if any, accorded that city. 
The complainants asked for rates, local and proportional, to Des 
Moines from points on the Missouri River which shall not exceed 
5 cents; from points west of the Missouri River which shall 
not exceed those to the Missouri River by more than 5 cents; 
and from Des Moines to Mississippi River crossings and points 
east thereof, including Chicago and Peoria, rates 5 cents less 
than those from the Missouri River to the same points. 


“This would require the establishment of proportional rates . 
from Des Moines to Chicago and Peoria where none now exists, 
and result in reductions in the other rates,” the Commission 
said. 

The principal object of the proceeding, the Commission said, 
was to have Des Moines made a rate-breaking point on grain 
traffic, like the Missouri and Mississippi river points, Chicago, 
Peoria and other grain markets. 

“Des Moines,’ the Commission said, “is an important com- 
mercial city, but it is not as advantageously situated as the 


































































































































































































































Missouri River cities with respect to this grain traffic. Those 
cities are either the termini of the principal carriers or on their 
main lines in direct route. Des Moines is on the direct lines 
of few carriers for east-and-est traffic, and in many instances 
is only reached by out-of-line hauls of such traffic. The condi- 
tions which brought about the proportional rates from the Mis- 
souri River cities are in nowise comparable with those existing 
at Des Moines. It must be recognized that carrier competition 
controls at the Missouri River, and may compel the establish- 
ment and maintenance of proportional rates on a basis lower 
than we would be justified in prescribing from Des Moines, where 
similar forces are not in strife. We cannot equalize markets 
except to correct a substantial injustice in the rates. It does 
not appear that Des Moines, under individual and joint rates 
with transit service, is laboring under such a disadvantage as a 
grain market, in comparison with the Missouri River cities under 
proportional rates, as to entitle complainants to the relief sought. 

“Upon consideration of the record we are of opinion and 
find that the rates assailed were not, and that the present rates 
are not, unreasonable or unduly prejudicial. The complaint will 
be dismissed.” 

Commissioner Eastman, dissenting in part, said: “I confess 
to some difficulty in following and understanding the complexi- 
ties of the grain-rate situation. Possibly carrier competition 
may be a sufficient justification for the rate advantages accorded 
the Missouri River grain markets with which Des Moines com- 
petes or seeks to compete. However, it seems to me that at 
least Des Moines should have outbound proportional rates no 
higher than those which apply from the Missouri River cities.” 


RATES ON TEA WASTE 


A finding that the complainant is entitled to reparation of 
$8,852.98, with interest, from the Director-General, because rates 
on tea waste, imported from the Orient, from San Francisco and 
New York to St. Louis, were unreasonable, has been made by 
the Commission in No. 11434, Monsanto Chemical Works vs. 
Southern Pacific, Director-General, as agent, et al., opinion No. 
7141, 63 I. C. C. 417-19. The report also embraces No. 11434, 
Sub-No. 1, same vs. Canadian Pacific, Director-General et al., 
and No. 11435, same vs. Wabash, Director-General et al. On the 
shipments from San Francisco charges were collected at the 
applicable import rate of $1.875, minimum weight 30,000 pounds. 
On the shipments from New York charges were collected on 
applicable rates of $1.155 and $1.16,,. minimum weight 20,000 
pounds. The Commission found the rates unreasonable to the 
extent that they exceeded 61 cents, minimum 36,000 pounds, from 
New York, and $1.40, minimum 30,000 pounds, from San Fran- 
cisco, these rates having been establiished subsequent to the 
movement of the shipments. 


MICHIGAN RATES ON ICE 


An award of reparation has been made by the Commission 
in No. 11263, Consumers Ice Co. et al. vs. Director-General, as 
agent, and Pere Marquette, opinion No. 7140, 63 I. C. C. 413-16, 
on a finding that rates charged on intrastate carload shipments 
of ice from Horner, Ramona, Moon Lake, Hiram and Sand Lake, 
Mich., to Benton Harbor and Grand Rapids, Mich., during fed- 
eral control, were unreasonable. The shipments from Horner 
were charged a rate of 80 cents per net ton and the others, 70 
cents. The Commission found that these rates were unreason- 
able to the extent that they exceeded 60 cents per ton of 2,000 
pounds, minimum 60,000 pounds, and ordered reparation to that 
basis. The report also embraced No. 10957, Consumers Ice Co. 


vs. same, and No. 11873, Collins Northern Ice Co. vs. Director- 
General, as agent. 


COMMISSION ORDERS 


The Commission has reopened Nos. 10745, National Whole- 
sale Grocers’ Association of the United States vs. Director- 
General, Alabama & Vicksburg et al., and 10745 (Sub No. 1), 
Southern Wholesale Grocers’ Association vs. Southern Ry., 
Director-General et al., on the question of the elimination of 
lard compounds and lard substitutes from the mixing rules cov- 
ering fresh meats and packing house products. The cases have 
been assigned for further hearing September 19 at Chicago be- 
fore Examiner Bartel. 

The second and third paragraphs of the order in No. 11414, 
Southern Veneer Association et al. vs; Atlantic Coast Line et 
al., have been amended by adding in each paragraph after the 
words “Seaboard Air Line Ry. Co.” the words “except from 
points in South Carolina on the line of the Seaboard Air Line 
Ry. Co. extending from Hamlet, S. C., ina westerly direction 
toward Atlanta, Ga.” 

The Gommission has reopened No. 11354, Producers Refin- 
ing Co. vs. Director-General, Gulf, Colorado & Santa Fe et al., 
on the issue as to whether complainant, prior to the shipments 
involved, filed with defendants appropriate application under 
rule 77 of tariff circular 18-A for the establishment at Gaines- 
ville, Tex., of the rates on gasoline, C. L., From farther distant 
points to Kassel, Avondale and Westwego, La. 
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The order in No. 11639, Gillespie Coal Co. vs. Illinois Trac. 
tion System et al., has been modified so as to become effective 
on 30 days’ notice November 7, instead of October 7. 


On defendants’ petition, the Commission has reopened for 
further hearing No. 10892, Railroad Commissioners, State of 
Florida, vs. Director-General, Aberdeen & Rockfish et al. The 
Commission’s order reopening the case provided that its order 
entered therein July 12 shall remain in full force and effect, and 
that refrigeration charges be published in accordance with the 
findings in that report. 


The order entered July 12 in No. 9966, Hudson Mule (Co. 
et al. vs. Louisville & Nashville, Director-General et al., and 
cases affiliated therewith, has been amended to the effect that 
the rates stated therein are subject to the increases authorized in 
Ex Parte 74. 


The Alpha Portland Cement Company, Lehigh Portland Ce- 
ment Company, Marquette Cement Mfg. Company, Sandusky 
Cement Company, and Indiana Portland Cement Company have 
been permitted to intervene in No. 12710, the Atlas Portland 
Cement Co. vs. C. B. & Q. et al. 


The American Box Board Co. has been permitted to inter- 
vene in No. 12828, Michigan Paper Mills Traffic Assn. vs. C. & 
O. et al. 


Complainants’ petition for rehearing in No. 12236, Provi- 
dence Fruit & Produce Exchange et al. vs. Director-General, Sea- 
board Air Line et al., has been denied. 


On petition of the Director-General, the Commission has re- 
opened for oral argument No. 11006, Kalamazoo Tank & Silo Co. 
vs. Director-General, C. & N. W. et al. 


The second petition for rehearing in No. 11400, Atlantic Re- 
fining Co. vs. Director-General and Pennsylvania, filed by the 
Director-General, has been denied. 

Petition for reargument in No. 11252, Virginia-Carolina 
Chemical Co. vs. Director-General, filed by the Director-General, 
has been denied. 

The Rochester Chamber of Commerce has been permitted to 
intervene in No. 12765, Associated Fruit & Vegetable Industries 
of New York State et al. vs. Ann Arbor et al. 

Kansas City, Mo., has been permitted to intervene in No. 
12862, Commerce Club of St. Joseph, Mo., vs. Alton & Southern 
et al. 

The Central Illinois Coal Traffic Bureau, the Commercial 
Club of Wahpeton, N. D., and the Commercial Club of Grand 
Forks, N. D., have been permitted to intervene in No. 6194 et al., 
Holmes & Hallowell Co. et al. vs. Great Northern et al., for the 
purpose of being heard on oral argument. 

The Texas Chamber of Commerce has been permitted to 
intervene in No. 13026, Wichita Motors Co. vs. Alabama & Vicks- 
burg et al. 

Complainant’s petition for rehearing in No. 10083, White- 
water Lumber Co. vs. Alabama Central Ry., Director-General et 
al., has been denied. 


REDUCED GRAIN RATES 


The Trafic World Washington Bureau 


The Commission, September 16, denied the Boyd sixth sec- 
tion application for authority to reduce the rate on domestic 
grain shipments from Minneapolis to New York 7 cents. The 
view of the Commission was that the usual thirty days’ notice 
should be given for the proposed change, because rates from 
Minneapolis to New York are made on combination and the car- 
riers proposed to put in through rate lower than the combinaticn. 

Supplement 11 to New York Central I. C. C. LS-662, carry- 
ing rates on grain and grain products from stations on the New 
York Central (western lines) and certain of its connections to 
eastern and Virginia basing points and points taking same rates 
and to points in Canada, Maryland, Ohio, Pennsylvania, 
Tennessee, Virginia and West Virginia, also to Atlantic seaboard 
cities for export, was received in the public files of the Commis- 
sion September 13. This supplement is effective September 26, 
and is published under authority of special permission No. 
54608, of September 3, which authorized C. F. A. carriers to re 
duce by 4% cents rates on domestic and export grain from C. 
F. A. territory to eastern trunk line and New England terrl- 
tories. It is expected that tariffs of other carriers will be filed, 
naming September 26 as the effective date, as rates of this char- 
acter are generally made effective contemporanously by all car- 
riers concerned. 


TAX ON TRANSPORTATION 


The Trafic World Washington Bureau 


The Senate finance committee September 14 agreed to re- 
tain for 1922 the freight and passenger transportation taxes at 
half the present rates and continue existing taxes on express 
and pipe line transportation throughout 1922. This is a de 
parture from the House bill which would repeal the transporta- 
tion taxes at end of this year. The Senate provision calls for 
total repeal at the end of 1922. 
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N. Y. C. CHICAGO TERMINAL 


Subject to seventeen conditions, Attorney-Examiner Ray W. 
Clarke, in a proposed report on Finance Docket No. 1165 (See 
Trafic Warld, Sept. 10), recommends that the Commission au- 
thorize the New York Central to purchase the entire capital stock 
of the Chicago River & Indiana Railroad Co. at a price not ex- 
ceeding the sum of $750,000, and that the Chicago River & In- 
diana Railroad Co. be authorized to lease from the Chicago Junc- 
tion Railway Co. all of its properties (owned and leased) at an 
annual rental of $2,000,000. The application of the New York 
Central, in so far as it seeks authority to purchase the capital 
stock or the physical property of the Chicago Junction Railway 
Co., should be denied, the examiner said. 

The New York Central, by its application filed December 28, 
1920, sought approval of the following proposed transactions: 


(a) The purchase by the Central of all of the capital stock of the 
sae ya River & Indiana R. R. Co., hereinafter termed the River 
Road; 

(b) The leasing to the River Road of the properties (owned and 
leased) of the Chicago Junction Ry. Co., hereinafter termed the 
Junction, for a term of 99 years and thereafter, at the option of the 
lessee, in perpetuity; 

(c) The granting to the Central by the Junction of an option to 
purchase all of the capital stock of the latter or all of the properties 
to be leased as last above set forth. 


The application was filed pursuant to the provisions of para- 
graphs 18 to 22 inclusive, section 1, and of paragraph 2, section 
5, of the interstate commerce act. 

An important part of the report was that referring to the 
question of whether the Commission has jurisdiction under the 
provisions of paragraphs 18 to 22 of section 1 of the act. Ref- 
erence was made to the fact that, in the course of the hearing, 
the Commission, on April 8, 1921, promulgated a conference rul- 
ing wherein it was held that the provisions of paragraphs 18 to 22 
apply only to applications for authority to construct new lines 
of railroad and extensions of existing lines of railroad to be 
constructed or put in operation in interstate or foreign’ com- 
merce, by carriers subject to the act, subsequent to the 
effect date of the paragraphs. At a hearing on the confer- 
ence ruling, counsel for all the parties to the proceeding appeared 
and urged that the paragraphs should be so construed as to in- 
clude jurisdiction over this application, in order that matters 
might be considered which would otherwise fall without the 
scope of the inquiry. 

Continuing the discussion of this feature of the case, Mr. 
Clarke said: 


If it can be held that the proceeding is cognizable under para- 
graphs (18) to (22), Section 1, as is contended by all counsel in this 
case, it will be entirely proper to grant those portions of the applica- 
tions last above referred to, but such approval should be given subject 
to certain conditions hereinafter specified, and such conditions should 
be attached to the certificate pursuant to the provisions of paragraph 
(20), Section 1. If, on the other hand, it should be the opinion that no 
modification of the conference ruling of April 8 can be made, it is 
recommended that the entire application be dismissed. <A denial of all 
jurisdiction of the case under Section 1 must result in eliminating any 
practical method of attaching such conditions as will prove effective 
in safeguarding the public interest, since paragraph (2), Section 5, 
provides for no means of enforcing any terms or conditions and is of 
at — doubtful value as regards the accomplishment of the desired 
result, f 


Discussing the merits of the case, Mr. Clarke said, in part: 


There are grave objections to an unconditional approval of the 
plan under consideration. Much testimony was adduced at the hear- 
ings, and divergent opinions were expressed, as to the relative merits 
of co-operative, singly controlled and independently controlled _ter- 
minals. That discussion need not be reproduced here. The policies 
and plans of the city with respect to the general terminal situation 
have not yet fully developed, and it is obviously impossible for any 
one to determine at this time the ultimate goal which ought to be 
attained. It is believed, however, that pending final determination of 
future policies, the greatest good can be attained by the continuance, 
for the time being, of the competitive terminal situation. This can be 
best accomplished by bringing the present neutral Junction properties 
into closer relations with a trunk line like the Central, which now 
has relatively inadequate terminal facilities but competes with other 
eastern trunk lines which do have ample facilities of their own. The 
stronger competition thus brought about will insure to the shippers 
on the Junction the necessary expansion of its facilities and the assist- 
ance of an interested trunk line in times of car shortage and other 
emergencies. There is in the record ample grounds for the belief that 
the Junction can no longer solve its problems without outside assist- 
ance. On the other hand, it is believed that the benefits pointed out 
by the Central can be made to accrue to the public by the consumma- 
tion of the proposed plan, always assuming that the future control 
thereby brought about can be safeguarded as hereinafter suggested. 
A prime factor in the situation is the circumstance that the general 
policy on all terminals in Chicago is that of equal opportunity afforded 
to all connecting carriers irrespective of the ownership or control of a 
Siven terminal property by a single trunk line or by a group of trunk 
lines. Traffic is handled for all carriers in the same way and on the 
Same terms, so that a shipper on terminals owned by a single carrier 
has the utmost freedom in routing via competing lines and apparently 
receives the same measure of service whether his shipment moves 
Over the lines of the owning carrier or those of a competitor. . Those 
Shippers who appeared in opposition express the fear that they will 





not be accorded like treatment by the Central. The present man- 
agement of the Central disclaimed any intention of making any 
changes in the method of handling competitive traffic or the general 
plan of operating the Junction properties, and those assurances may 
be taken at their face value, especially since the contrary policy would 
clearly be against the self-interest of the Central, in that it would 
thereby lose the good will of the shipper. There is, of course, every 
indication that the Central will be able to build up its own line-haul 
traffic as the result of its connection with the management of the 
Junction, and it by no means follows that harm to the public may 
result from legitimate effort and initiative to that end, but an admin- 
istrative body may well hesitate to place in the hands of a strong 
carrier so effective a means of substituting monopoly for the present 
equality of treatment—a weapon capable of being used in divers ways 
to the disadvantage of shippers during a term of years extending far 
beyond the ordinary expectation of life of any person now in being, 
unless a practical method can be found of hedging the transaction 
about with such protective conditions as will prevent misuse in the 
future of the opportunities afforded the controlling carrier. 


Examiner Clarke, in setting forth the conditions referred to, 
said: 


Those conditions relate partly to the method of operation of the 
property and partly to the treatment of the transaction by the corpo- 
rations participating therein. Among the number are those matters 
enumerated by the shippers who have asked an approval of the plan 
with the understanding that certain agreements already made by the 
Central will be adhered to. Other matters are suggested by the 
group of shippers who took a neutral attitude at the hearing, such 
matters being agreed to on the record by the applicant; and still 
others suggest themselves from the standpoint of an administrative 
body, as necessary in order to safeguard the public interest in the 
future. Stated concretely, they are: 

1. The Central will be required to maintain the identity and the 
corporate organization of the Junction and of the River Road, as 4 
separate operating entity with a responsible management located in 
Chicago, so as to preserve for the shipper the present direct access 
to the railroad officials. 

2. The present neutrality of handling traffic in and outbound by 
the Junction organization shall be continued so as to permit equal 
opportunity for service to and from all trunk lines reaching Junction 
rails, without discrimination as to routing or movement of traflic 
which is competitive with the traffic of the Central. 

3. The present traffic and operating relationships existing between 
the Junction and River Road and all carriers operating in Chicago 
shall be continued, in so far as such matters are within the control 
of the Central. 

4. For the purpose of assessment of switching charges the Junc- 
ticn and River Road properties shall continue to be treated as a single 
line, so that the carrying out of the plan will not in and of itself 
result in increasing the charge to the shipper for the service. 

5. Subject to subsisting car service regulations, cars made empty 
on the rails of the Junction and River Road shall be available for 
outbound loading in the same manner and to the same extent as at 
present, irrespective of routing. 

6. Whenever additional cars are required for outbound loading, 
because of inadequacy of available car supply on the Junction and 
River Road rails at any given time, for any cause, orders for such 
additional cars shall be accepted from the shipper by the local Junc- 
tion organization and by it transmitted to the designated trunk line 
without discrimination. 

7. The Junction shall accept, handle and deliver all cars in and 
outbound, loaded and empty, without discrimination in promptness or 
frequency of service as between cars destined to or received from 
competing carriers and irrespective of destination or route of move- 
ment, 

8. The National Code of Demurrage rules, as in effect from time 
to time, including the average agreement, shall he applied hy the 
Junction and River Road to each industry served by either of them 
on all in and outbound cars irrespective of what carrier or carriers 
may be interested in the line-haul. 

9. Shippers served by the Junction and River roads shall he 
entitled to the same basis of switching charges as prevails in the 
Chicago switching district generally, and no attempt shall be made 
to establish any different basis of local or connecting line switching 
charges than that which prevails in the Chicago switching district 
generally for the same or similar service under substantially similar 
conditions. 

10. No change shall be sought in the present method of basing 
rates to and from the Chicago switching district as a single point 
upon which rates are now based without regard to the character of 
the movement in and out of such district. 

11. Present trap car arrangements for the transfer of L. C. L. 
freight at the Junction union station, at connecting line freight sta- 
tions or at connecting points reached by the Junction and River Road, 
shall be continued so long as desired by the majority of the interested 
shippers. 

12. Continuance of present operating arrangements on the Junc- 
tion properties shall include the maintenance of existing shipping 
and billing arrangements at the Junction union freight station, in so 
far as such arrangements are within the control of the Junction. 

13. The Junction shall, if desired by shippers, establish station 
facilities for the receipt of inbound L. C. L. freight at a point con- 
venient and accessible to shippers wishing to make use of the same, 
to which freight may be delivered by all trunk line carriers, without 
discrimination and there distributed through the medium of the 
Junction’s operating force. 

14. Neither the approval’ of the purchase by the Central of the 
stock of the River Road for the sum specified, nor of the leasing to 
the latter of the properties of the Junction, shall be taken as estab- 
lishing or tending to establish the fair value of the respective prop- 
erties in any other proceeding. 

15. The carrying out of the plan as authorized herein shall be 
taken to be without prejudice to the adoption of any plan or plans 
in the future by the city of Chicago for unified or co-ordinated ter- 
minals, and neither the Central, the River Road nor the Junction 
shall urge the creation of the situation proposed in the application as 
a ground for opposition to such plan or plans of said city. 

16. Nothing contained in this authorization shall be taken as 
permitting the River Road and Junction properties to be considered 
as a part of a single system with that of the Central for any of the 
purposes of Section 15a of the act. 
















































































































































































































546 ‘ THE 


17. Any party or any person having an interest in the subject 
matter may at any future time make application for such modifica- 
tion of the above conditions, or any of them, as may be reqiured in 
tiie public interest, and jurisdiction is retained to reopen the pro- 
ceeding on our own motion for the same purposé. 


CHARGES ON COTTON 


A finding that defendants’ failure to absorb out of the 
through rates in excess of 10 cents per 100 pounds of the entire 
compress charge of 15 cents per 100 pounds on shipments of 
cotton originating on the defendant carriers’ lines subsequent to 
November 1, 1918, compressed at Weleetka, Okla., and reshipped 
to interstate destinations was unreasonable and that reparation 
be awarded is proposed by Examiner Harris Fleming in a tenta- 
tive report in No. 11938, Anderson, Clayton & Co. et al. vs. 
Fort Smith & Western, Director-General, as agent, et al. The 
complainants alleged that the defendants’ refusal, during the 
period November 1, 1918, to January 22, 1919, to absorb out 
of the through rates the full compress charge of compress com- 
panies on various shipments of cotton originating on the de- 
fendant carriers’ lines and moving to interstate destinations, 
thereby compelling complainants to make payments to such 
compress companies in addition to the transportation charges, 
was unreasonable and unduly preferential. The compress com- 
panies, effective September 1, 1918, increased their compress 
charges from 10 to 15 cents. The reasonableness of the in- 
creased charge was investigated and approved by the War In- 
dustries Board about November 1, 1918, and shortly there- 
after the tariffs of all lines participating in the movement 
of cotton were amended and provision was made for the ab- 
sorption of the entire 15-cent charge. Such absorption, the ex- 
aminer says, was made contingent upon a minimum per-car 
loading of 75 bales, but this requirement was later removed, and 
on traffic originating on the defendant carriers’ lines the changes 
became effective February 17, 1919, with respect to Pacific 
coast destinations, and January 21, 1919, with respect to other 
destinations. Demands were then made upon the carriers gen- 
erally for the retroactive absorption of the additional 5-cent 
compress charge to September 1, 1918. The Railroad Admin- 
istration, according to the report, acceded to these demands to 
the extent of applying to the Commission for authority to make 
refund on that basis on shipments originating subsequent to 
November 1, 1918, at which time the reasonableness of the in- 
creased charge was determined. This application was approved 
by the Commission and similar authority was also extended to 
all non-federal controlled lines, and apparently, the examiner 
says, readjustments upon the approved basis were made on cot- 
ton traffic generally, with the exception of the shipments involved 
in the instant case. 


EO 


RATES ON FISH OIL 


Examiner John B. Keeler, in a tentative report on No. 12363, 
the Procter & Gamble Co. vs. Apalachicola Northern Railroad 
Co. et al., proposes that the Commission find that a commodity 
rate of 80 cents on fish oil from Port St. Joe, Fla., to Ivorydale, 
O., not unjust or unreasonable, but that combination class rates, 
formerly effective, be found unreasonable and reparation awarded 
on shipments moving. thereunder. The shipments of fish oil in- 
volved moved from June to November, 1920. The rates legally 
applicable and charged on the shipments were $1.29 prior to 
August 26, 1920, and $1.615 from August 26 to October 11, 1920, 
inclusive, and 80 cents thereafter. The complainant sought a 
rate of 66 cents for the future and reparation to that basis on 
shipments moving subsequent to August 25, 1920. On shipments 
made prior to that date it sought reparation to the basis of a rate 
of 53 cents. The examiner says the Commission should find that 
the present rate is not unjust or unreasonable, but that the rate 
applied on shipments moving prior to October 12, 1920, was un- 
reasonable to the extent that it exceeded 64 cents prior to August 
26, 1920, and 80 cents on and after that date. 


RATES ON KAPOK 

Examiner Lawrence Satterfield, in a tentative report in No. 
12148, Andrew Dutton Co. et al. vs. Director-General, as agent, 
A. T. S. & S. F. et al., recommends that the Commission find 
that rates on imported kapok from San Francisco, Calif., to Chi- 
cago, Ill., New York, N. Y., and Boston,.Mass., between July 16 
and October 1, 1918, were unreasonable and that reparation be 
awarded. Charges were collected on the basis of the domestic 
third-class rates of $3.065 to Chicago and $3.315 to New York 
and Boston, minimum 20,000 pounds, which became applicable 
when the import rate of $1.25 in effect prior to June 25, 1918, 
was canceled by the Director-General under G. O. No. 28. On 
May 29, 1919, an import rate of $1.565 was established from San 
Francisco to Chicago, New York and Boston, and reparation was 
sought to that basis. The defendants contended that the import 
rate in effect prior to June 25, 1918, as well as that subsequently 
established, was depressed by water competition and should not 
be regarded as reasonable. The examiner says while the record 
indicates that the rates charged were excessive, it does not 
lead to the conviction that the rate sought by complainant would 
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be reasonable. He points to a subsequently established rate of 
$1.415 on cotton and says that, as compared with that rate, q 
rate of $1.875 would closely approximate the ratio which for. 
merly existed between the rates on imported Kapok and cotton, 
and also be the same in amount as the rate established by de. 
fendants on May 29, 1919, on several commodities with which 
kapok is fairly comparable. He therefore recommends that 
the Commission find that the rates assailed were unreasonable 
to the extent that they exceeded $1.875 per 100 pounds and that 
reparation be made to that basis. 


COAL, FROM MORRIS RUN, PA. 


Dismissal of the complaint in No. 12248, Endicott-Johnson 
Corporation vs. Erie, on a holding that the rate on bituminous 
coal from Morris Run, Pa., to Endicott and Johnson City, N. Y,, 
is not unreasonable or otherwise unlawful, is proposed in a ten- 
tative report thereon by Examiner Lawrence Satterfield. The 
examiner said the complaint is mainly directed against the 
amount of the increase under Ex Parte 74, and that the con- 
plainant puts particular stress upon the fact that the increase 
in the rate from Morris Run exceeded the 40 per cent increase 
authorized by the Commission. Subsequent to the decision in 
Ex Parte 74, the examiner said, rates on bituminous coal from 
the various Pennsylvania fields to eastern points were increased 
by fixed amounts per ton, as was permitted by the decisions, 
which varied according to distance and destination groups. Under 
that readjustment the rate from Morris Run to Endicott was 
increased from $1.10 to $2.12 per ton. A straight increase of 
40 per cent in the rate would have made it $1.54 instead of $2.12 
and the complainant asked reparation to the basis of a rate of 
$1.54 and a rate for the future upon that basis. 

“For twenty years or more,’ Examiner Satterfield said, 
“there has been a fixed and definite differential relationship be 
tween the rates from the various Pennsylvania coal fields, and 
under the method adopted by the carriers to preserve that re 
lationship, an increase of less than 40 per cent from some dis- 
tricts, and of a greater percentage from others, would necessarily 
result. Obviously, a uniform increase of 40 per cent in the rates 
from these various fields would ‘destroy the relationship form- 
erly existing, The percentage of increase is not controlling if 
the resulting rates are not unreasonable. Calumet & Arizona 
Mining Co. vs. Director-General, 57 I. C. C., 332, 336.” 


RATES ON CANADIAN SHIPMENTS 


Examiner J. Edgar Smith has recommended dismissal of 
the complaint in a tentative report on No. 11528, Abrasive Co. 
vs. Director-General, as agent, Grand Trunk Railway of Canada, 
et al., in which the complainant attacked the joint through 
sixth-class rates charged on shipments of artificial corundum 
from Hamilton, Ont., to Bridesburg, Pa., as unreasonable, un- 
justly discriminatory and unduly prejudicial as compared with 
certain joint through commodity rates on similar articles from 
other points in the Niagara district to Worcester and to Chester, 
Mass., and as unreasonable, unjustly discriminatory, and un- 
duly prejudicial by reason of the parts or divisions thereof 
which apply from the international boundary between Canada 
and the United States to Bridesburg as compared with rates to 
Worcester and Chester. As Examiner Smith viewed the issues 
in the case, the rates were not shown to have been unreason- 
able because of those portions thereof which accrued for the 
transportation from the international boundary to Bridesburg; 
during the period of federal control certain competitors of com- 
plainant located at Worcester and Chester, Mass., had rates 
from points in the Niagara district, Canada, which were prefer- 
ential of said competitors, but complainant had not shown that 
these preferences were undue or that it was damaged thereby 
and therefore not entitled to reparation; and finally, since fed- 
eral control shipments of artificial corundum from Hamilton to 
Bridesburg have moved by the Grand Trunk of Canada to the 
international boundary, Black Rock, N. Y., and thence by the 
Pennsylvania to destination, and the Pennsylvania does not 
make, control, or concur in commodity rates on artificial cor- 
undum from Niagara points in Canada to Worcester or Chester 
and the complainant has not been subjected to undue prejudice 
and disadvantage by it. 

The complainant insisted that the Commission had jurisdic- 
tion of the entire joint rate from Hamilton to Bridesburg prior 
to the transportation act. There is a clear line of decisions 
covering that point and it is too late in the day again to raise 
that question, the examiner said, ruling against complainant’s 
contention. The complainant also sought to recover’ as dam- 
ages the differences in the rates of exchange between the cur- 
rency of the United States, in which the charges on all but four 
of the shipments were paid, and the currency of Canada, at the 
time the individual shipments. were made. In discussing the 
latter issue, the examiner said: 





The fusing plant at Hamilton is owned and operated by a sub- 
sidiary of complainant, separately incorporated under the laws of 
Canada, but managed by the same individuals holding the same 
relative corporate offices in the two companies. The joint tariffs 
which. carry the joint through rates here under attack were and are 
tariffs of the Grand Trunk Ry. Co., in which the Pennsylvania R. RB. 
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Co. concurs. The rates stated in these tariffs, filed with this Commis- 
sion and with the Railway Commission of Canada, by their terms, 
are in dollars and cents per 100 pounds. The moneys and the mediums 
of financial exchange of Canada and of the United States are of the 
game denominations, and normally are supposed to be exchangeable at 
par. The rates provided in these tariffs may be paid in Canada in 
Canadian currency or in the United States in our currency, and the 
tariffs are complied with by shipper and carrier when payments so 
tendered have been accepted. The result of such payment, however, 
is that the carrier accepting the currency of Canada or of the United 
States thereby acts as the agent of the carrier whose line is in the 
other country and, impliedly, guarantees to such connection payment 
of its divisions, or other component parts of said rates, in the currency 
of its own country. With such arrangements between the carriers, 
neither this Commission nor the shipping public has ordinarily any 
immediate concern. It was held by this Commission long ago that 
carriers subject to the act can receive in payment of their rates and 
charges duly filed with the Commission only the lawful currency of 
the United States. The record discloses that the Pennsylvania R. R. 
Co., in the settlement of its accounts with its Canadian connection, 
invariably receives its full charges from and to the border in the law- 
ful currency of the United States. Under specific allegation in the 
complaint, complainant seeks to recover as damages the differences in 
the rates of exchange between the currency of the United States, in 
which the charges on all but four of these shipments were paid, and 
the currency of Canada, at the time the individual shipments were 
made. Two cars which moved from Hamilton Feb. 1, 1920, were pre- 
paid at Hamilton, through to destination in Canadian currency, ex- 
changeable on that date at 86.25 cents United States currency for 
the Canadian dollar. One car, which moved Feb. 27, 1920, was pre- 
paid at Hamilton through to destination in Canadian currency, the 
rate of exchange on that date having been 86.625 cents United States 
currency for the Canadian dollar. One car which moved March 8, 1920, 
was prepaid at Hamilton through to destination in Canadian currency, 
worth 88.125 cents United States currency for the Canadian dollar. 
Thereafter, the initial carrier notified the Hamilton plant, the Abrasive 
Company of Canada, that prepayment of shipments of artificial corun- 
dum from Hamilton to Bridesburg would not be permitted. All cars 
after that date, and all cars prior to February, 1920, were sent through 
from Hamilton to Bridesburg, and payment in the currency of the 
United States was made at destination in full. 

Payment under the tariffs in question, within the United States, 
can only be made in the currency thereof. The record now discloses 
that, so far as the Pennsylvania R. R. Co. is concerned, such pay- 
ments have been received and that, in its settlements with its 
Canadian connections, it demands and receives its full rates and 
divisions of rates in our currency. We can not, reach out into Canada 
and say that complainant, or its subsidiary, the Abrasive Company 
of Canada, was damaged by the refusal of the Canadian carrier to 
accept prepayment; indeed, such prepayment, had the rate of ex- 
change been sufficiently high against Canada, might have resulted in 
an actual rebate from the rate, from the component part thereof 
within the United States, or from the division lawfully accruing to the 
carrier subject to the act to regulate commerce. -Complainant’s con- 
tentions concerning rates of exchange, in view of the facts developed 
upon the record, aré totally without merit. Payment of Charges in 
United States Currency, 59 I. C. C., 263. 


CANS, CRAGIN, ILL., TO STOUGHTON, WIS. 


An award of reparation has been recommended by Examiner 
John A. McQuillan, in a tentative report on No. 12206, Wisconsin 
Dairy Products Co. vs. Director-General, as agent, Chicago, Mil- 
waukee & St. Paul. The complainant alleged that rates charged 
for the transportation of numerous carloads of tin cans shipped 
after January 1, 1919, from Cragin, IIl., to Stoughton, Wis., were 
unreasonable and asked reparation and reasonable rates for the 
future. The rate collected on the shipments moving prior to 
August 26, 1920, was 22 cents and subsequent thereto 33.5 cents. 
These were fourth class rates. The examiner said the rate ap- 
flicable prior to August 26, 1920, was a commodity rate of 20 
cents and that on that date it was increased 40 per cent, or to 
28 cents, in “alleged compliance” with Ex Parte 74. A 35 per 
cent increase should have been applied under a ruling by the 
Commission that that percentage should be applied to freight 
rates applicable between Illinois territory and points in Western 
territory, the examiner said. The 28-cent rate was reduced to 
27 cents to conform to the Commission’s ruling. The examiner 
said the Commission should find that the rates applicable were 
not unreasonable, except that the rate of 28 cents was unreason- 
able to the extent that it exceeded 27 cents. He said the over- 
charges must be promptly refunded. 





RATE ON BEER 


Dismissal of the complaint in No. 12518, Duluth Brewing & 
Malting Co. vs. Northern Pacific, Director-General, as agent, et 
al, is proposed by Examiner Leo J. Flynn on a finding that an 
applicable fifth-class rate of 22 cents on 42 carloads of beer 
from Duluth, Minn., to East Dubuque and Fulton, II1., ‘from 
July 8, 1916, to April 9, 1918, was not unreasonable or unduly 
prejudicial. 


RATES ON CRUDE MAGNESITE 


Examiners J. B. Keeler and J. F. Eshelman, in a tentative 
report on No. 11886, American Mineral Production Co. vs. Di- 
rector-General, as agent, Great Northern Railway Co. et al., have 
made a recommenaation that reparation be awarded on a find- 
ing that rates on crude magnesite from Valley to Irvin, Wash., 
during federal control, were unreasonable. The case involved 
the shipment of 937 carloads of de magnesite during the period 
from January 14, 1918, in September 30, 1918, inclusive. Prior 
to June 25, 1918, complainant’s shipments were charged a com- 
bination rate of 10 cents per 100 pounds, which became 13 cents 
under General Order 28. The examiners propose that the Com- 
Mission find that rates of 7 and 9 cents for the respective periods 
would have been reasonable. “The Director-General and the 
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Spokane International Railway, one of the defendants, contended 
the latter was not under federal control and that, therefore, the 
Commission had no jurisdiction over rates applied on intrastate 
shipments over that line. The examiners, after reviewing the 
situation with regard to short lines being under federal control, 
recommended that the Commission hold the carrier was under 
federal control for the period during which the shipments moved. 


CHARGES ON OLD BOILERS 


Examiner Harris Fleming has recommended dismissal of the 
complaint in No. 11945, Arizona Copper Co., Ltd., vs. Arizona 
& New Mexico Railway Co. et al., on a proposed finding that 
charges applicable to certain shipments of old boilers, in car- 
loads and less than carloads, from Clifton, Ariz., to San Fran- 
cisco, Calif., in March, 1920, were not unreasonable or unjustly 
discriminatory. 


RATES ON BOX BOARD 


Examiner Harris Fleming, in a tentative report on No. 11179, 
Ohio Box Board Co. vs. Director-General, as agent, and the Erie, 
has recommended dismissal of the complaint on a finding that 
a rate of 9 cents per 100 pounds, charged on numerous carloads 
of box board from Rittman, O., to Wadsworth, Akron and 
Ravenna, O., during federal control, was applicable and not un- 
reasonable. 


RATES ON SUGAR FROM NEW ORLEANS 


Applicable commodity rates of 29 cents per 100 pounds, 
prior to August 26, 1920, and 36.5 cents on and after that date, 
on sugar from New Orleans, La., to Jackson and Meridian, Miss., 
were unreasonable to the extent that they exceeded 25 cents, 
prior to August 26, 1920, and 31 cents thereafter, and reparation 
should be made to the basis of the rates found reasonable, 
Assistant Chief Examiner Ulysses Butler has recommended in 
a tentative report on No. 11714, Hannah Distributing Co. et al. 
vs. Director-General, as agent, Illinois Central, et al. The re- 
port also embraces No. 11759, Meridian Traffic Bureau et al. 
vs. Director-General et al. 


RAILWAY REVENUES 
The Trafic World Washington Bureau 


The Association of Railway Executives has issued the fol- 
lowing on July earnings: 

“The net railway operating income for July of the railroads 
of the United States amounted to $69,485,000, which is a larger 
sum than they have earned in any month since last October, 
according to reports just filed by the carriers with the Inter- 
state Commerce Commission. It also represents an increase of 
$17,000,000 as compared with June. 


“The earnings for July, on the basis of the tentative valua- 
tion fixed by the Interstate Commerce Commission for rate-mak- 
ing purposes under the transportation act, would be at the annual 
rate of return of 414 per cent. This is $23,782,000 for the month 
less than ‘the roads should have earned as the normal July pro- 
portion of a 6 per cent return, which would be $93,267,000. 

“The compilations are based on reports from the 202 class 
1 railroads having a total mileage of 235,641. 

“Fifty-seven of the roads failed to earn their operating ex- 
penses and taxes for the month. In June 72 of the roads failed 
to earn expenses and taxes. 


“The total operating revenues for July amounted to $462,- 
953,000, which was a decrease of $66,000,000, or 1214 per cent, 
as compared with July, 1920, although the rates are now on a 
higher basis. Operating expenses were $362,776,000, a reduction 
of $151,000,000, or 29.4 per cent. The net operating income 
compares with a deficit of $11,878,000 for July, 1920. 


“The large reduction in expenses is attributable to several 
factors. It reflects the effect of the reduction in wages ordered 
by the Railroad Labor Board, effective July 1, but it also repre- 
sents the effect of the drastic curtailment of maintenance expendi- 
tures and it is to be borne in mind that the figures for last July, 
with which comparison is made, included some back wage pay- 
ments. 

“For the 11 months since September 1, 1921, when the guar- 
anty period expired, the net operating income of the class 1 
roads has been $438,000,000, which, on the basis of the tenta- 
tive valuation, would be $570,000,000 less than a 6 per cent return. 

“For the roads of the Eastern district for July the operating 
revenues were $208,043,000, a decrease of 13.8 per cent, while 
the expenses were $167,007,000, a decrease of 32.5 per cent. The 
net operating income of the Eastern roads was $27,336,000 as 
compared with a deficit last year. 

“The Southern roads had operating revenues amounting to 
$71,202,000, a decrease of 10 per cent; their expenses were $58,- 
988,000, a decrease of 26.1 per cent, and their net operating in- 
come was $8,368,000 as compared with a deficit last year. 

“For the Western district the operating revenues were $183,- 
708,000, a decrease of 11.8 per cent, the operating expenses were 
$136,781,000, a decrease of 26.7 per cent, and the net operating 
income was $33,781,000, as compared with $9,104,000 in July, 1920. 
































































































































N. A. R. U. C. CONVENTION 


The National Association of Railway and Utilities Commis- 
sioners has issued a call for its thirty-third annual convention, 
as follows: 

“The thirty-third annual convention of the Association will 
be held in Atlanta, Ga., beginning Tuesday, October 11, at 10 
o’clock a. m., local time. The sessions will be held in the roof 
garden of the Ansley Hotel 

“The officers and the Executive ‘Committee feel it to be a 
duty to impress upon all members of the Association the im- 
portance of this year’s convention. This year marks the com- 
pletion of the first third of a century of its existence. The or- 
ganization goes back to the years immediately following the 
passage of the first Interstate Commerce Act by Congress and 
the establishment of the first regulating commissions by the 
States. That it has made history and been a potent influence 
in shaping national and state legislation is conceded; that it 
must continue active work to fulfill its mission is apparent. It 
is the exponent and in a sense the guardian of the policy of 
State Regulation, and as a union of the States must exert itself 
when that policy is threatened. 

“It is known to all that the rights of the States to regulate 
the operations of public service corporations within their own 
borders has been and still is challenged by the great railroad 
corporations. It is known to all members of the Association 
that this challenge has been more successful in the last five 
years than it was in the previous quarter of a century, and 
that the effects of the World War have been used to further the 
fight against State regulation. The transportation act of 1920 
is being construed as if it were entitled ‘An Act to Transfer State 
Jurisdiction over Railroads to the Federal Government.’ It 
is the duty of this Association to show that such claims and as- 
sumptions are unfounded and if there is anything in the Act to 
sustain them to have it eliminated by proper amendment. It 
was not the intent of Congress to destroy state regulation, and 
the Association will continue to stand against undue encroach- 
ment by the federal power. 

“The interpretation placed on the transportation act by the 
Interstate Commerce Commission practically stifles the exercise 
of state power in the settlement of purely intrastate problems. 
This association has already sought to have enacted amendments 
which will remove any doubt as to state jurisdiction over such 
matters. It is now time for it to take aggressive action in that 
direction. Hence your officers and executive committee appeal to 
every state commission (and forty-seven of the forty-eight states 
have such commissions) to send as many representatives as 
possible to the Atlanta convention, to the end that there may 
be a nationally representative attendance and a full and free 
exchange of views by the state commissioners as to what should 
be done. 

“In addition to the railroad problem the state commissions 
are interested in many questions affecting the policy of regula- 
tion as applied to other public utilities. Many of the states regu- 
late gas, electric, telephone, steam and water companies. The 
convention offers a useful forum for exchanging views on such 
subjects. 


. “The association has seventeen standing committees, and 
each one will present a report to the convention. These reports 
will cover various phases of the regulation problem, and in 
keeping with the importance of current events in the railroad 
and utility field will be of exceeding interest. The discussions 
which they will invite cannot fail to be of great value to our 
membership. To save time the executive committee recommends 
that the custom of the last few years be observed, namely, that 
each committee chairman, instead of reading his report in full, 
present its points orally in brief of the whole. Many of the 
reports will be printed in advance. 


“It is expected that the convention will sit for four days. 
It will have two sessions each day, the morning session begin- 
ning at 10 o’clock on the first day and at 9:30 o’clock on each 
succeeding day, and the afternoon sessions at 2:30 o’clock every 
day. The program has some unusually attractive features. On 
the first day, namely Tuesday, October 11, immediately after 
the roll call at 10 o’clock, the address: of welcome will be de- 
livered on behalf of the state of Georgia and the city of Atlanta, 
by Hon. Thomas W. Hardwick, governor of Georgia. It will be 
followed by the annual address of the president of the associa- 
tion. 

“On Tuesday afternoon Hon. John’ E. Benton, General Solici- 
tor of the association, will present a report on the work of his 
office. - 

“Wednesday morning will be devoted to the presentation 
and consideration of reports of standing committees. At 12 
o’clock, noon, as prescribed by the constitution; the annual elec- 
tion of officers will take place. In the afternoon at 2:30 o’clock 
Hon. Joseph B. Eastman, member of the Interstate Commerce 
Commission and formerly a state commissioner in Massachu- 
setts, will address the convention. 

“The ’round table discussions, which have been so successful 
at the last two conventions, will be continued this year. The 
first will be held on Wednesday afternoon immediately follow- 
ing the address by Commissioner Eastman. The topic will be: 
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‘After-the-War Phases of Regulation.’ The chairman of this 
’round table will be Hon. E. I. Lewis, member of the Interstate 
Commerce Commission and a former state commissioner of Indi- 
ana. Two state commissioners will be selected to lead the dis 
cussion, but all who wish to participate in it will be heard. 

“The second ’round table will be held on Thursday after- 
noon, beginning at 2:30 o’clock. The subject will be: ‘“Auto- 
mobile Transportation—Omnibus and Jiiney.” The chairman 
on this occasion will be Hon. George McAneny, chairman of the 
new Transit Commission of New York. It is expected that a 
Commissioner from New Jersey and one from Connecticut will 
lead this discussion, although many other states will be heard 
from, as this is one of the live topics of the day. 

“On Thursday afternoon at 4:30 o’clock the Presidents Club 
of Atlanta will treat the visiting commissioners to an automo- 
bile drive about the city of Atlanta, and in the evening they 
will be their guests at a dinner to be given at the Piedmont 
Driving Club. A man of national prominence will deliver an 
address at the dinner. 

“Thursday morning has been set apart for the consideration 
of the reports of three important committees—those on Valua- 
tion, Litigation and State and Federal Legislation—and to a 
discussion of the three reports. 

“With the exception of these reports the reports of commit- 
tees will be taken up in the order in which they appear in this 
call, unless the Executive Committee for emergency reasons de- 
cides to alter the sequence. Hence when there is no special 
order or other scheduled. subject before the convention, commit- 
tee reports will be in order. 

“A committee on time and place of the next convention 
will be appointed early in the session. Its report has been made 
a special order for Friday morning at 9:30 o’clock. Following 
this the committee on Resolutions and Memorials, also to be 
named at the convention, will report. During the day the con- 
vention will be addressed by Hon. M. H. Aylesworth, of the Na- 
tional Electric Light Association. It is expected that final ad- 
journment will be reached during the afternoon. 

“The attention of members is called to the fact that the 
Georgia State Fair will open in Atlanta on October 13, and it’ may 
be that the convention will so arrangre its sessions as to give 
those interested a chance to visit the Fair. 


SHORT LINE MEETINGS PLANNED 


A series of regional meetings will be held throughout the 
country, in October, by officials of the American Short Line 
Railroad Association, for the purpose of discussing various trans- 
portation questions with short line officials, with a view to meet- 
ing existing problems. 

The list of subjects to be discussed includes rates as they 
affect the movement of traffic and the short lines, divisions of 
interline rates—whether they are generally just and reasonable 
as between strong and weak roads—labor, valuations and con- 
solidation, settlements with the government, the consolidated 
purchasing agency for short line railroads, the issuance of securi- 
ties, Section 10 of the Clayton Act, effect of automobile trans- 
portation on the railroads, authority of the Interstate Commerce 
Commission over new construction and abandonment of exist- 
ing roads, and new legislation. 

The officers of the association, who will make the trip in 
an official car so that they may take with them many of their 
office files, will include Bird M. Robinson, president; Ben B. 
Cain, vice-president and general counsel; T. F. Whittelsey, secre- 
tary-treasurer; F. C. Reilly, traffic manager, western classifica- 
tion territory; J. W. Cain, manager of purchases; I. T. Hanson, 
manager, tariff bureau, and, in addition, members of the execu- 
tive board will join the meetings at various points. The itinerary 
covers the following meeting dates: Chicago, October 4; St. 
Louis, October 5; Kansas City, October 6; Denver, October 8; 
Salt Lake, October 10; Portland, October 12; Seattle, October 
13; San Francisco, October 17; Los Angeles, October 18; Hous- 
ton, October 24; New Orleans, October 25; Atlanta, October 27. 


TRANSFER OF WORKERS FROM N. Y..C. TO W. U. 


Henry T. Hunt, former public member of the U. S. Labor 
Board, appeared before that body, September 13, as counsel for 
the railway employes’ department of the American Federation 
of Labor, at the hearing on a dispute due to the action of the 
New York Central in transferring a number of workers engaged 
in the construction and maintenance of telegraph lines along 
that railroad’s right-of-way to the payrolls of the Western Union 
Telegraph Company. The employes contended that the transfer 
was a subterfuge on the part of the N. Y. C. officials to avoid 
payment of the scale of wages fixed by the Labor Board, the 
wages paid by the telegraph company being less than the rail- 
road scale. Counsel for the railroad took the position that the 
transfer was made necessary by contracts entered into by the 
carrier and the telegraph company as early as 1907, and that 
the railroad had finally been forced to make it because the 
Western Union refused to reimburse the N. Y. C. for work done 
on the telegraph lines, on account of the high wages paid. It 


was contended that the entire matter was outside the board’s 
jurisdiction. 
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PRESIDENT AND SHIPPING BOARD 


The Trafic World Washington Bureau 


It was learned at the White House, September 9, that a 
conference will be held soon between the President and the 
members of the Shipping Board, at which policies of the board 
in regard to their relation to international matters will be dis- 
cussed. Officials of the board wish to take up with the Presi- 
dent those sections of the Jones merchant marine act which 
affect foreign couitries. The most important of these are sec- 
tions 28 and 34. Section 28 provides for the application of ex- 
port and import rail rates only to shipments carried in American 
bottoms. It has never been put into operation, having been sus- 
pended by the Interstate Commerce Commission on request of 
the Shipping Board. The section provides in effect that when 
the board shall determine that there is sufficient American ton- 
nage to handle American exports and imports, the provisions 
thereof shall become operative. Section 34 relates to the abro- 
gation of commercial treaties which prevent the United States 
from imposing discriminating duties on foreign shipping, with 
a view of helping the American merchant marine. President 
Wilson declined to enforce the section and it has never been 
put in operation. 

The Shipping Board is following a policy of retrenchment 
and a statement by it reviewing what it has done along that 
line may be made shortly. The board has cut its fleet in active 
service down to a little more than 600 vessels. It has decided 
to eliminate unprofitable services. 


BARE BOAT CHARTER PLAN 
The Trafic World Washington Bureau 


Promulgation of a bare boat:charter plan by the Shipping 
Board will not be made in the next few weeks, but the existing 
managing agency contract will be continued probably for several 
months, officials of the board said this week. The board an- 
nounced recently that it hoped to adopt a bare boat charter plan 
within 30 days. Now, it was said, it will require at. least several 
months to work out a new plan on the charter basis for the 
eperation of the government fleet. The agency contract is being 
modified from time to time, it was said, to make the provisions 
more favorable to the board. It is the view of the board that 
if an attempt were made to eliminate the agency contracts en- 
tirely, practically all of the government ships in established trade 
routes would have to be tied up. Where ships are losing money, 
they are being put on the inactive list, officials said, but the 
board intends to keep in operation vessels on the main trade 
routes established under the Jones merchant marine act. Further 
reduction in the personnel of the board and the Emergency Fleet 
Corporation may be expected, officials said. 

R. W. Bolling, treasurer of the board and brothetf-in-law of 
former President Wilson, and Alonzo Tweedale, comptroller, it 
is expected, will leave the board’s organization soon. The hoard 
is complying with the mandate of Congress that not more than 
six officials or employes shall get more than $11,000 a year, 
officials said. The names of the six officials getting more than 
$11,000 have not been made public, although it is known that 
three of the officials are the three operating vice-presidents, 
Messrs. Smull, Love and Frey. 


TO BOOST MERCHANT MARINE 


“A series of meetings in the principal cities of the middle 
west in furtherance of the campaign to develop the American 
merchant marine through the establishment and maintenance of 
new foreign trade routes, as provided in the merchant marine 
act, are shortly to be held through the joint action of the Na- 
tional Merchant Marine Association and important commercial 
organizations in the various municipalities,” the National Mer- 
chant Marine Association announced September 12. 

“The prominent members of the executive committee of the 
national body—Mathew Hale of Washington and Captain W. W. 
Stayton of Baltimore—have been selected to make the swing 
around the circle and speak upon the objects of the campaign. 
Mr. Hale, originally of Boston, is president of the South Atlantic 
Maritime Corporation and the South Atlantic Export Company. 
Captain Stayton, a veteran master of big liners, is the head of 
the Baltimore Shipping Company. 

“The plan to arouse the interest of inland centers in the 
future of the merchant marine originated with the Cincinnati 
Chamber of Commerce, which suggested that the National Mer- 
chant Marine Association send qualified speakers on a tour for 
this purpose. Already meetings have been arranged in nine 
cities and others are being added to the list daily. 

“The campaign will start with a preliminary meeting in 
Cincinnati on September 20 and also will close in the Ohio 
metropolis with a large gathering on October 7, at which repre- 
sentatives from all parts of Mississippi Valley will be present. 

“As thus far arranged the schedule includes meetings at 
Columbus, Ohio, with members of the Chamber of Commerce of 
that city as participants on September 21, and at Cleveland on 
the same day under the auspices of the Transportation, Merchant 





September 17, 1921 THE TRAFFIC WORLD 549 





Marine and Foreign Trade Committee of the Cleveland Chamber. 
On September 22 the board of trustees and the water ways com- 
mittee of the Toledo Chamber of Commerce will stage a meet- 
ing in that city. 

“A large meeting is to be held in Detroit under the direc- 
tion of the Board of Commerce on September 23, and on Sep- 
tember 24 the Milwaukee Association of Commerce, through its 
Foreign Trade and Transportation Committee, will devote its 
attention to merchant marine affairs. On September 26 meetings 
will be held in St. Paul and Minneapolis, in the former city 
under the direction of the Chamber of Commerce and in the 
latter under the supervision of the Civic Commerce Association. 
J. Cameron Jenkins, Industrial Commissioner, will share the 
platform with Mr. Hale at the Minneapolis meeting, while Cap- 
tain Stayton will speak in St. Paul. 

“Chicago is arranging a general meeting of the World Trade 
Club to be held in connection with a noonday luncheon at the 
Hotel LaSalle on October 4. Other meetings are planned on 
dates yet to be fixed in Des Moines; Omaha; Kansas City, Mo.; 
and Kansas City, Kan.; St. Louis, Indianapolis and Louisville. 

“The meetings are expected to disclose a widespread con- 
cern on the part of shippers and business men generally in the 
preservation of the American merchant marine, ultimately 
operated and owned solely by Americans, and also in the exten- 
sion of foreign markets through the creation of new ocean lanes 
for American vessels.” 


SHIPPING BOARD LABOR CONTRACTS 


The Trafic World Washington Bureau 


The Shipping Board has adopted a resolution that the vice- 
president in-charge of operations be directed to “instruct chiefs 
of division of operations in ports on the Gulf that managing 
operators be directed to use whatever labor available in load- 
ing of vessels of the United States Shipping Board where and 
when members of longshoremen’s unions, in violation of their 
agreement now in effect, refuse to load vessels of the United 
States Shipping Board.” 


In a statement regarding the adoption of the resolution the 
board said the action taken placed it on record “as being firmly 
of the opinion that while the board must scrupulously observe 
all of the provisions, moral and written, of contracts with labor 
organizations undertaken by operators of United States Shipping 
Board vessels, such organizations must also observe the letter 
and spirit of such contracts.” 


Agreements now in effect between Shipping Board operators 
and the longshoremen expire October 1, and the board has 
requested operators to stick to the agreement. The present situ- 
ation arose because the union members refused to load cotton 
on vessels of the board, because the cotton previously had been 
handled by non-union labor in warehouse, and refused to load 
timber on Shipping Board vessels because the timber had been 
rafted from booms by non-union labor. This action on the part 
of the union members was held by the board to be a violation 
of the agreements. 


CUNARD QUESTIONNAIRE 


The big steamship companies receive many hundreds of 
queries from all sections of the country inquiring about points 
which appeal to those interested in shipping and the sea, and go 
to considerable expense in the way of research in order prop- 
erly to answer them. Following are some of the questions 
and answers put out bythe Cunard Line: 


Q. What is meant by net and gross tonnage and displacement? 

A. Gross tonnage applies to the entire capacity of the ship mea- 
sured in tons of 100 cubic feet. The net tonnage is obtained by de- 
ducting from the gross tonnage the space used for ship’s officers and 
crew and for the boilers, engines and propelling machinery. By ‘“dis- 
placement” is meant the weight of water displaced by the ship when 
she is loaded. Take the tonnage of the “‘Aquitania” for example: 
Gross, 45,649 tons; net 21,993 tons; displacement, 51,700 tons. 

Q. Which is the deepest ocean? 

A. The average, depth of the Pacific is 12,780 feet. The general 
depth of the Atlantic’ is 12,060, and of the Indian Ocean, 10,980. <At 
Porto Rico the Atlantic is over 27,000 feet deep, while near the mouth 
of the Rio de la Plata it is over 40,000 feet deep. 

Q. What is the difference between a schooner and a bark? 

A. A schooner has two or more masts and carries fore and aft 
sails. A bark has three masts, all square rigged except the third or 
mizzenmast. The latter is fore and aft rigged. 

. Why do steamship masts and funnels slant backwards 

A. It is believed to lessen the air resistance; also in order to fol- 
low the general lines 6f.the ship. Many steamers have vertical masts 
and funnels. 

How long is a knot, or nautical mile? 

A. The sixtieth part of a degree. Six knots may he roughly 
taken as equal to seven miles. 

. How many feet in a fathom? 

A. Six feet. 

Q. What is the log? 

A. An instrument towed by the vessel by which the distance 
sailed is ascertained. In steam vessels the distance traveled is now 
generally determined by the drive of the engines. 

Q. (1) What is meant by larboard? (2) Lee-side? 

A. -(1) The left or port side looking toward the bow. The term 
is now obsolete. (2) The side away from the wind is the lee-side, the 
weather side being toward the wind. 

. What is the cable rate to Great Britain and Ireland? 

A. Twenty-five cents a word. 









































































































































































































































550 THE TRAFFIC WORLD 


Q. What tonnage is owned by (1) Great Britain, (2) by the United 
Siates? 

A. (1) Great Britain and her possessions, 20,200,000 tons. (2) 
The United States, 14,575,000 tons. Japan comes third with about 
3,000,000 tons. 

Q. What bodies of water constitute the Seven Seas. Are they 
the five oceans and the Mediterranean and Carribean Seas? : 

A. No. The Seven Seas are located in the Northern Section of 
the Adriatic Sea. Besides the delta of the Po and the large marshy 
tracts which it forms there exist on both sides of it extensive lagoons 
of salt water, generally separated from the Adriatic by narrow_strips 
of sand. The best known of thé¢se lagoons is the one on which Venice 
is situated. They formerly afforded a continuous means of internal 
navigation by what were called “The Seven Seas’ from Ravenna to 
Altinum. In the days of their great fame and prosperity many fine 
vessels of commerce and beautiful private ships equipped in great 
luxury swept over their shallow waters. Nowadays when the name 
of the Seven Seas is used it applies generally to all the great bodies 
of water that cover the earth. To say “the finest ship on the Seven 
Seas’’ means the finest ship afloat on any sea, and sea in this sense 
includes ocean, gulf and bay. 

Q. What is the distance between New York and Queenstown and 
between New York and Liverpool? 

A. .To Queenstown, 2,835 miles. To Liverpool, 3,070 miles. _ 

Q. What was the name of the first steamer to cross the Atlantic? 

A. The “Savannah.’”’ She was built at Corlears Hook, New York 
City, and sailed from Savannah, Ga., on May 25, 1819, for Liverpool, 
arriving on June 29th; time, 29% days. She was under steam for less 
than 100 hours, proceeding all the rest of the way under sail. The 
first ‘“‘Royal Williarm,’’ in 1831, made the entire voyage under steam. 

Q. (1) When was the last side-wheeler built? (2) What was her 
name, (3) What was the paddle-wheeler’s average speed? 

A. (1) In 1862. (2) The “Scotia.’’ This ship’s record from New 
York to Queenstown was 8 days, 3 hours. (3) Fourteen knots. 

Q. What steamer made the first six-day record? 

A. The “Umbria.’’ She crossed from Queenstown to New York 
in six days and two hours in 1888. Her sistership, the “Etruria,”’’ 


made the trip in about three hours less time the following year. Both 
were Cunarders. 


Q. What is meant by port and starboard? 

A. The port side of a vessel is the left looking toward the bow, 
and the starboard is the right, looking toward the bow. 

Q. How do ships get coal in New York? 

A. Coal barges come alongside, the coal is shoveled into scoops 


which are hoisted to the side of the ship and there dumped into chutes 
which run to the bunkers. 


Why the great success of Liverpool as a harbor? 

A. It is the only deep water haven on the west coast of England. 
It has 6% miles of docks on the city’s side of the Mersey River and 
9% on the Birkenhead side. 

Q. How long did it take sailing ships to cross the ocean in the 
early part of the last century? 

A. In 1816 the record was 23 days westward, 43 days eastward. 
In 1854 the “Red Jacket,’’ an American Clipper ship, made the pas- 


sage from New York to Liverpool in 13 days, and on one day logged 
415 miles. 


Q.What was the name of the first iron steamer? 
A. The “Great Britain,’’ launched at Bristol, England in 1843. 


She registered 3,270 tons, and was for many years the largest British 
ship. She carried six masts. 


: Q. , Has there ever been an ocean route shorter than those now 
in use? 

A. In_1857 a line was organized to run between Galway in Ire- 
land and St. John’s, Newfoundland. It ceased in 1861. 


. What is that marking on the side of a steamer that looks like 
the sign on the end of a Uneeda biscuit carton? 


A. That is the Plimsoll mark, or sailor's safeguard, originated 
by Samuel Plimsoll of Bristol, England, and adopted by Act of Par- 
liament to protect insurance companies from dishonest shippers who 
criminally overloaded unseaworthy ships, overinsured them and then 
sent them out to their doom in the seas. _Even though sailors have 
signed articles they cannot be compelled to sail on a ship loaded 
deeper than this mark. Its position is mathematically accurate, being 
figured on the form, displacement and cargo-carrying capacity of the 
ship. It has been adopted by all countries. 


I. M. M. SHIPPING BOARD INQUIRY 


The Trafic World Washington Bureau 


A further inquiry into the relations between the Interna- 
tional Mercantile Marine and the British government will be 
held by the Shipping Board in New York, October 4 and 5, when 
public hearings will be held on a supplementary agreement, en- 
tered into between the company and the British government, 
regarding ships operated by the company under the American 
flag. The supplementary agreement, which the company be- 
lieves will settle all doubt as to the British having any control 
over the ships under the Stars and Stripes, was submitted to 
ge September 9, by P. A. S. Franklin, president of the 

The board originally undertook an inquiry into the agree- 
ments between the I. M. M. and the British admiralty after 
charges had been made by Senator Jones of Washington, that the 
terms of the agreements were injurious to the best interests of 
an American merchant marine. A public hearing was held and, 
thereafter, the following resolution was adopted by the board: 


s Resolved, That the International Mercantile Marine Co. be., and it 
is hereby requested and directed by the United States Shipping Board 
to so amend the said agreement of August 1, 1903, together with agree- 
ments supplementary thereto as to exclude therefrom any and all 
vessels documented under the laws of the United States to the end 
that said agreement and supplements thereto shall not be allowed 
to affect or apply to the ships operated by said International Mer- 


cantile Marine Co. at any time under the flag of the United States 
of America. 


: The agreement which Mr. Franklin submitted to the board 
in compliance with the above resolution follows: 


An agreement made the eighth day of June, one thousand nine 
hundred and twenty-one, between the commissioners for executing the 
office of Lord High Admiral of the United Kingdom of Great Britain 
and Ireland and the Board of Trade (for and on behalf of His 
Majesty's government) of the first part the International Mercantile 
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Marine Co. (formerly known as the International Navigation Co), 
being a corporation incorporated and registered under the laws of the 


. State of New Jersey in the United States of America of the second 


part and the Oceanic Steam Navigation Co., Ltd., Frederick Leyland 
& Co., Ltd. (formerly known as Frederick Leyland & Co. [1900], Ltd.), 
the Atlantic Transport Co., Ltd., and the International Navigation Co., 
Ltd. (all of whom are hereinafter referred to as the British compan- 
ies), of the third part; whereas, this agreement is supplemental to 
three agreements (hereinafter called the principal agreements), dated 
respectively the first day of August, one thousand nine hundred and 
three, the first day of October, one thousand nine hundred and ten, 
and the second day of September, one thousand nine hundred and 
nineteen, and all made between the parties hereto of the first and 
second parts and the parties hereto of the third part and the British 
and North Atlantic Steam Navigation Co., Ltd., and the Mississippi 
and Dominion Steamship Company, Ltd. (which last named companies 
have since the date of the second prinicipal agreement been finally 
liquidated and the whole of their assets transferred to Frederick Ley- 
land & Co., Ltd.), and whereas, doubts have been raised in the United 
States of America as to whether under the provisions of the principal 
agreements the parties hereto of the first part have any, and if so 
what, control over vessels under the flag of the United States of 
America which at any time are operated by the parties hereto of the 
second part or by any company under their control which is not a 
British company; and, whereas, at the request of the parties hereto 
of the second and third parts the parties hereto of the first part have 
agreed to enter into this agreement for the purpose of satisfying such 
a now it is hereby agreed by and between the parties hereto as 
ollows: 

1. As from the date hereof the principal agreements shall be read 
and construed as if there were excluded therefrom any and all vessels 
documented under the laws of the United States of America to the 
end that the principal agreements shall not affect or apply to the 
ships under the flag of the United States of America which are at any 
time operated by the parties hereto of the second part or by any 
company under their control which is not a British company. 

2. The principal agreements shall save as expressly varied by this 
agreement remain in full force. 

3. This agreement shall expire or be terminable in the same man- 
ner as the principal agreements. 


After his conference with the board, Mr. Franklin expressed 
the belief that the supplementary agreement would meet the re- 
quirements of the board. The board announced the hearings 
would be held in New York to enable it to become familiar with 
the agreements between the I. M. M. and the British government 
and to reach a final decision in the matter. 


The following statement was issued September 11, by the 
National Merchant Marine Association: 


Secret agreements between American railroads and foreign ship- 
ping companies, or American lines with foreign connections, are de- 
clared to have caused the tying up of the great bulk of. the Shipping 
Board’s vessels, according to a lengthy report prepared for Senator 
Wesley L. Jones, a copy of which has been transmitted to the 
National Merchant Marine Association. Senator Jones has sent the 
statement, which he describes as having been made by ‘an experi- 
enced railroad man, tremendously interested in the upbuilding of the 
merchant marine,’’ to Chairman Lasker of the Shipping Board, with a 
ones that earnest consideration be given to suggestions contained 
therein. 

“Failure to enforce the chief provisions of the Merchant Marine 
Act, of which Senator Jones was the chief sponsor, has stifled the 
development of American shipping,’’ says a statement issued by the 
National Merchant Marine Association. ‘This is especially true of 
Section 28 of the bill, providing for preferential railway rates on 
goods shipped in American vessels, and the effects are strikingly set 
forth by the memorandum prepared for the senator. The marked shrink- 
age in the volume of ocean freight due to the trade depression of the 
past year has affected American shipping far more severely than 
foreign, the proportion of our foreign commerce carried by our own 
vessels having fallen from more than 50 per cent of the total in 1920 
to hardly more than 30 per cent this year.”’ 

A study of the situation by the Shipping Board, the report states, 
will show that, due to the large fleets of foreign flag vessels, operated 
by the companies with which the trunk lines have established con- 
tracts, these concerns have been able to control, at the expense of 
Shipping Board vessels, transportation of hundreds, if not thousands 
of cargoes, aggregating many millions of tons of freight on which 
the revenue has totalled hundreds of millions of dollars. : 

“The discovery of these secret contracts and their enforced filing 
with the Interstate Commerce Commission,’’ (which is now reqiured), 
“should enable the Shipping Board,’ it is added, ‘‘to definitely de- 
termine the principal cause for the success of foreign flag vessels in 
transporting approximately two-thirds of our export and import 
sea-borne commerce.”’ 


Investigation, it is declared, will reveal that under the terms of 
the contract the traffic officials and representatives of the trunk lines 
at home and abroad, have used their influence and expended their 
energies preferentially, if not exclusively, in behalf of the booking 


of both export and import freight and of passengers in connection 
with their foreign flag allies. 


“Had Section 28 of the Merchant Marine Act been put into opera- 
tion,’’ the report continues, “it may he confidently stated that few, 
if any, Shipping Board vessels would now be tied up for lack of 
cargo.”’ : 

In addition to the enforcement of a system of preferential rail 
rates on goods for American vessels, the report urges the organiza- 
tion and operation of ‘‘commodity transportation companies,’’ subject 
to the joint authority of the Shipping Board and the Interstate Com- 
merce Commission, empowered to fix joint through rail and ocean 
rates through American ports via American ships, the ships to be 
operated in conjunction with a nationally controlled rail distribution 
of commodity groupings based upon a pre-determination of their 
origin, destination, quantities. and many other factors. 

“Under the terms of the Webb Act and the Edge Act,” it is added, 
“the organization of such companies can be legally undertaken. For 
example, the flour millers of the country can legally organize an export 
flour transportation corporation which would, in effect, represent the 
authorized pooling of flour tonnage, its routing and, in general, estab- 
lish itself as the authorized flour transportation agency of the Ship- 
ping Board, and under Section 8 of the Merchant Marine Act could 
be authorized by the Shipping Board: to deal with both rail and ocean 
rates and handling of all export flour, both rail and ocean, as the 
exclusive export flour transportation agency of the board.’’ 

The creation is urged of similar commodity transportation com- 
panies, authorized and acting as the exclusive agency of the Ship- 
ping Board, to take control over all of the major export and import 
sea-borne groups of commodities. such as grain, coal, cotton, lumber, 
iron and steel articles, sugar, oil, etc. In addition, it is urged that 
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the authority of all these companies should be co-ordinated into a 
general commodity transportation company, embracing in its man- 
agement the representatives of the individual commodity transporta- 
tion corporations, the Shipping Board, Interstate Commerce Commis- 
sion, American steamship lines, American railroads, the Department of 
Commerce and the Agricultural Department. “Thus,” the report 
states, ‘the modus operandi would be established through which our 
entire export and import trade and transportation interests could 
function to the benefit of one and all and +hereby establish those 
conditions Which would insure the popular support of the merchant 
marine and, in turn, its permanency and prosperity.”’ ren 

The report strongly advocates the desirability of enlisting the 
collective co-operation, counsel and partnership of the commercial, 
industrial and agricultural groups of the country. ‘The vision, 
initiative and concrete knowledge possessed by such a council of 
advisors,” it is added, ‘‘would soon be reflected in the inauguration of | 
innovations, policies and practices leading, in turn, not only to the 
profitable loading and operating of the fleet, but which would greatly 
enhance our foreign trade.” 


SHIP SALE PRICE REVISION 
The Trafic World Washington Bureau 


An investigation of the affairs of the Green Star Steamship 
Corporation, which has appealed to the Shipping Board to revise 
the terms under which it bought a number of vessels from the 
poard at from $200 to $225 a deadweight ton, is under way by the 
poard, according to an announcement made September 9, after an 
all-day session. It was said that no action had been taken on the 
petition of the Green Star company, but that its affairs were being 
investigated. : 

Should the board revise the prices at which the Green Star 
pought vessels, it is believed a general revision of prices at 
which ships were sold immediately after the war would have 
to be undertaken. The board sold 426 ships for a total of $293,- 
000,000, of which about $40,000,000 has been paid to the board 
in cash. 

The question of revising the sale price per deadweight ton 
of the board’s vessels will become a live issue in the near future. 
Authority to revise the prices may be asked of Congress, as 
some officials believe the sanction of Congress would be neces- 
sary. Chairman Lasker, however, does not hold that view. 

The market value of ships is now about $50 a deadweight 
ton. Some officials in Washington who have studied the matter 
hold strongly to the belief that the government will have to let 
go of its ships at around $35 a deadweight ton when there is 
a market for ships again. 


MORGAN LINE SCHEDULES SUSPENDED 
The Traffic World Washington Bureau 


In I. and S. Docket No. 1398, the Commission has suspended 
from September 10, 1921, until January 8, 1922, the operation 
of certain schedules published in Morgan’s Louisiana & Texas 
Railroad & Steamship Co. tariff, I. C. C. No. 4129-B. 

The suspended schedules propose reductions in the carload 
commodity rates on salt from Anse-Le-Butt, Avery, Salt Mine 
and Weeks Island, La., to Chicago, Ill., St. Louis, Mo., and points 
on the main lines of the Illinois Central Railroad and Yazoo & 
Mississippi Valley Railroad directly intermediate thereto, north 
of the Mississippi-Louisiana state line. The following shows the 
present and proposed rates in cents per net ton from above points 
to representative destinations indicated: 


To— Present. Proposed. 
SUNN SUNIL <7 base gas ailat's a eacapol oh ae gione &caneang Slade 600 420 
OUI, TEINS a.6 6.0: ad -0- 0:65 8 Gass wei Sielee oie Sp clsg- viele 644m 499% 420 
RENEE PRIN > 15. 5,5/c: ere orev: alates 10-0 sro wess o aero DierMeleie BOE 733% 420 
RY MN nos iain lo losin hs wre aE a a AHO AT 459 420 
I ew caw aig teria. csi Oe 4 aN ble waist emu ewe Re SS 560 420 
RR Se ae Card 2 tye be nee re eS 459 420 
MENUISM © 5 55 fala 5 00:6 a wie saree wl argiiOh wig es fecbierelbraeveleie 459 420 
Oe ey re re re err toe 634% 420 
Cuammpeion, TH. 2... ccs ne be crerele a OR bates 4 Kalas eo ee 634% 420 
NS i co cc giaila wean yocbiesilete siete wale asa Ce Oee 513 420 


The principal protestant against the schedules is the Sterling 
Salt Company of Halesite, N. Y. 


ENFORCEMENT OF MARINE ACT 


Immediate enforcement of the Jones merchant marine act 
as a means of saving American overseas shipping from foreign 
control is urged by the National Merchant Marine Association, 
through its president, Senator Joseph E. Ransdell of Louisiana, 
in a letter addressed to the Chamber of Commerce of Cincinnati. 

“When the merchant marine law was put upon the statute 
books in June, 1920,” said Senator Ransdell, “it was hailed as 
a great triumph for the new American merchant marine, and 
properly so, because it was considered one of the most construc- 
tive pieces of legislation in the interest of our shipping ever 
tnacted by Congress. 

“But to what extent has this act been enforced? As a matter 
of fact, when the new Shipping Board recently took office all the 
outstanding features of that law, so far as positive action is con- 
cerned, had been left a dead letter on the statute books. 

“It is now nearly fifteen months since the merchant marine 
act of 1920, the so-called Jones law, was enacted and it is a sin- 
ister fact of undeniable significance that in all that time not one 
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of the chief provisions intended by the authors to give protection 
and encouragement to American overseas shipping has been en- 
forced. 


“While there may be objections in certain quarters to the 
policy embodied in any or all these provisions, the cold facts 
remain that they are the law of the land, enacted by a very 
large majority of Congress, and approved by the chief executive, 
and an honest effort should have been made to enforce the law. 

“It is also a fact that during the consideration of the Jones 
bill by Congress, and subsequent to its passage, many meetings 
were held in cities adjacent to our seaboard, at which protest 
was made against many of the vital features designed to build 
up and maintain our merchant marine. It is a matter of public 
knowledge that these meetings were largely controlled and at- 
tended by representatives of foreign steamship lines which have 
waxed fat and prospered on the carriage of American commerce 
in years past. 


“In view of the results of these efforts it is almost excusable 
for the American people to ask if their statesmen are afraid of 
our competitors—whether it is possible that our almost complete 
dependence on foreign shipping from 1865 to 1917 has given our 
competitors subtle power so to influence cur activities as to 
nullify American law and that as far as shipping is concerned 
America must be satisfied to remain in a state of colonial servi- 
tude. 


“If this country merited the distinction of being the greatest 
ship-building nation during the war and spent billions to build 
a bridge of ships to save the allied cause, it is a sad commentary 
upon our intelligence if we do not rise in resentment of every 
suggestion that we are not a maritime nation and that we should 
be content to allow others to carry the great bulk of our 
commerce. 


“The American merchant marine, in spite of the brilliant 
promise of the law of 1920, is steadily, month by month, losing 
its control of even a small part of our own American commerce. 
Almost every month in the entire year has shown foreign ship- 
owners strengthening their hold on our seaborne trade and an 
increasingly larger proportion. of American ships, government 
owned and privately owned, forced to quit the sea and tie up at 
the docks. This has continued until one-half of the Shipping 
Board steamers and more than one-fourth of the privately owned 
American tonnage is now unemployed. 


“It is not mere depression of trade that has done this. If 
it were, American vessels, available in larger numbers, would 
still be carrying the same percentage of the total of this lessened 
commerce as they did a year ago. Foreign vessels in April, 1921, 
carried 60 per cent of our exports and 63 per cent of our imports 
or well-nigh two-thirds of our international exchanges. 

“American ships are being driven off the ocean because 
American overseas shipping remains an absolutely unprotected 
industry, unprotected against the cheap wages and the bounties, 
subsidies and powerful commercial discriminations of foreign 
lands. And added to this has been the utter failure of the re- 
sponsible government officials to put into effect the provisions of 
the Jones law, which all but those who are opposed to an Amer- 
ican merchant marine, or whose affiliations with foreign shipping 
interests have been lifelong and who are international in their 
viewpoint, firmly believe will do more to place the American 
flag permanently on the high seas than anything that has been 
done during the history of this government. 

“It is recognized by this association that there does not exist 
in this country a national interest, in so far as a merchant 
marine is concerned, comparable to that in many other countries, 
but intelligence concerning the future of the industry must be 
given to the people in a manner vastly different from the system 
employed recently if we hope to instill a proper spirit. 

“No enterprise can survive when confidence in its integrity 
is destroyed. It is time that those in charge of this great work 
should cease criticizing what has been done in the past and de- 
vote their time to the formulation of policies that in the future 
will work towards permanently placing and keeping our flag 
on the seas. 

“Many competent operators have been created during the 
past year or more—men who will remain in the shipping busi- 
ness even if government tonnage is taken from them. They have 
built up their organizations and will not bow either to the will 
of Congress or of the Shipping Board that they discontinue their 
calling. Their recourse is, and doubtless will be, immediately 
ships are taken from them, to secure the assignment to them, as 
managers, of foreign tonnage to fill the vacuum created, and 
there will be no difficulty in their arranging to obtain this for- 
eign tonnage. 

“In the final analysis, if the policy of laying up is continued 
to the extreme, as it seems likely now it will be, the American 
steel ships will follow in the path of the wooden tonnage which 
is now under negotiation for sale on the basis of $2,100 each for 
vessels which cost the taxpayers upwards of $500,000 each to 
build. 

“The time has come when the American people should be 
brought to a full realization of the crisis with which American 
shipping is confronted—a crisis menacing to the prosperity and 

protection of the country.” 




































































































































































































































































SHIPPING FRUIT VIA CANAL 


The Trafic World Washington Bureau 


Based upon observations of its representatives who recently 
accompanied two test shipments of oranges from the Pacific 
to the Atlantic coast via the Panama Canal, the Bureau of 
Markets and Crop Estimates, United States Department of Agri- 
culture, points out the following factors in the handling of citrus 
fruits shipped by water: 

“To secure proper space on steamships advance notice 
should be given the steamship company regarding intended ship- 
ments. Arrangements should also be made for securing a suf- 
ficient supply of dunnage, which is furnished by the steamship 
company. Before assigning fruit to any particular boat the 
shipper should ascertain whether ventilating facilities are prop- 
erly installed and located so that the lading will receive an 
adequate supply of fresh air. Delayed sailing dates are apt to 
throw the whole shipping plan out of schedule, and when it is 
impracticable for the shipper to rearrange his plans, the fruit 
must remain in the dock warehouse until the delayed boat has 
arrived. 

“When shipped in refrigerator cars to the steamer the boxes 
may be loaded on their sides to save nailing strips, as the short 
haul to the dock does not require the same loading as for a 
transcontinental journey. When shipped by motor truck the 
load should be covered with tarpaulin to keep off the sun’s rays. 
During bad weather, rail shipment to the dock is preferable. 

“It is imperative that the shipper have at the dock a capable 
representative who thoroughly understands loading methods. 
Experimental trips have shown that the top or upper ’tween 
decks should be avoided, and that the fruit should be loaded 
in only cargo holds that are bulkheaded away from the engine 
room. The best location seems to be in the lower ’tween decks. 

“As a result of damage to fruit by the prevailing slings in 
use to swing the boxes over the ship’s side and into the holds, 
a new sling that is a modification of the old style ‘aeroplane 
sling’ was constructed. This is a square platform with a hook 
at each corner. One of the worst phases of handling fruit by 
boat has been eliminated by the use of this sling, as the boxes 
are not damaged in any way. 


“The ship’s holds should be thoroughly clean. On one of 
the trips a great deal of coal which had been carried as cargo 
previous to loading the fruit was shaken down from the over- 
head deck supports and greatly hurt the appearance of the 
shipment on arrival. In stowing, the boxes should be placed on 
end as in refrigerator car loading, and ventilating channels 
should be left between each row of boxes to assist circulation 
of air through the load. These channels«must be uniform and 
continuous, as the ventilators. on ships in use do not furnish as 
great a volume of air as do the ventilators on refrigerator cars. 
Unfortunately, it does not seem possible to protect the loading 
of a ship against rain, and during the rainy season this may 
prove a serious drawback. In loading the fruit is also exposed 


to the sun a longer time than in the case of refrigerator 
shipments. 


“As with refrigerator cars, the present-day cargo vessel is 
dependent upon the speed of the vessel and the wind for cre- 
ating a circulation of air through the Jading. There are four 
ventilating hoods of ‘cowls’ for each hatch, about 36 inches in 
diameter, and arranged so that they can be turned any direction 
to scoop up the air and carry it lown and distribute it through 
the cargo. It is the usual practice to turn two of these cowls 
so that they will be the intakes facing the wind and to turn 
the other two from the wind thereby serving as exhaust venti- 
lators. The cowls must be turned at each shift of the wind. 
During squally weather the intake cowls must be turned from 
the wind to prevent rain driving in on the cargo, and in ex- 
tremely heavy weather with seas breaking over the deck the 
cowls must be removed entirely and the ventilator pipes plugged 
and covered with canvas. 


“Although these ventilation precautions are necessary, they 
are, under the best conditions, detrimental to the fruit. In 
pleasant weather beneficial results are secured by removing the 
hatch covers, and protecting the fruit ffom the sun by tar- 
paulins suspended over the hatch openings. With the hatch 
covers removed the cowls can be turned to act as intakes and 
thus force the air out of the open hatch. This doubles the 
quantity of air passing through the load. The objections to 
hatches being opened are pilfering by, the crew, and on coal- 
burning ships the settling of cinders and sparks over the fruit. 

“With a view to providing a better ventilating system than 
in present use, arrangements are being made for testing three 
different installations. One is a complete motor fan unit with 
intake and exhaust ducts distributed throughout the cargo space 
in one hatch, so that a complete change of fresh outside air at 
normal temperatures will be drawn into the hold every few 
minutes. Another system is a motor fan unit located in the 
empty refrigerating room which will blow chilled air out of the 
room, circulate it through the fruit, and draw it back over the 
refrigerating coils. The third system is the use of two very 
efficient exhaust ventilators capable of exhausting air out of the 
cargo hold automatically at all times regardless of wind direc- 
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tion, weather or sea conditions, and working equally well in 
heavy rains or breaking seas as in calm weather. A weather- 
proof intake pipe will also be provided for each exhaust venti- 
lator through which the fresh outside air will be drawn. If 
deemed advisable, intake pipes can be provided with suitable 
apparatus for controlling the humidity of the incoming air. 

“The temperature ef the fruit at the time of loading plays 
an important part in its behavior in transit. The fruit should 
be as cool as possible at time of loading, and the best practice 
is to transport the fruit to the dock at night, giving it the ben- 
efit of low temperatures. The tests revealed thai fruit stowed 
in the lower ’tween decks will run at a lower temperature than 
in the upper ’tween deck. Also loading with other commodities 
having a high initial heat should be avoided. Care should be 
taken that the fruit is not loaded into holds together with com- 
modities that are apt to contaminate or destroy its general ap- 
pearance. These commodities are commercial fertilizers; petro- 
leum and coal products such as oil, creosotes and coal tars; 
many chemicals, especially those giving off chlorine or am- 
monia; vegetables like onions, garlic or potatoes; strong smell- 
ing spices, and such dusty articles as sacked cement and flour. 

“The foregoing sets forth only some of the highlights in 
water transportation. Many other minor conditions exist of 
which shipper of citrus fruits via the Canal should have a thor- 
ough understanding, if he would have his product arrive at 
their destination in first-class condition. The investigations by 
the Bureau of Markets and Crop Estimates are being continued 
and the results will be published very shortly. -The bureau will 
be glad, as soon as that publication is ready, to place it in the 
hands of shippers upon request.” 


EXPORT RATES ON MEAT PRODUCTS 


The Trafic World Washington Bureau 


In announcing that it had asked the eastern carriers for 
substantial reductions in export rates on meat products, the In- 
stitute of American Meat Packers issued the following statement 
September 14: 

“In an effort to stimulate foreign demand for American 
products, the Institute of American Meat Packers, which in- 
cludes in its membership all of the packers engaged in the ex- 
portation of meat products from the United States, today filed 
with the (carriers’) Traffic Executive Committee of the eastern 
territory a request for a reduction in export meat rates, which 
are more than 100 per cent in excess of the pre-war rates. 

“The petition cited that the live stock industry is back to 
pre-war prices but that transportation costs, operating costs and 
costs of materials have not shown a corresponding decline. It 
was pointed out that stimulated foreign demand for American 
products would react favorably upon American producers and 
that this increased consumption would directly benefit producers, 
packers and carriers. The petition then continues as follows: 


During the period of the war America practically supplied the 
entire civilized world with meat products. Had monetary and trans- 
portation conditions been restored to substantially a pre-war basis 
there is no doubt but that our exportation would have continued. At 
the sacrifice of practically our entire margin we exported during the 
first seven months of 1921 1,079,882,024 pounds of meat products, valued 
at $167,207,958. During the same period of 1920 we exported 1,079,654,- 
557 pounds (practically the same volume), valued at $265,954,369. Out 
of a gross return of approximately $100,000,000 less than in 1920 we 
have absorbed the increases in transportation costs made effective in 
August, 1920. 


Obviously the purchasing power of foreign countries has been and 
still is seriously impaired by reason of the decline in the value of 
their money. Their re-entry into the manufacture and exportation of 
their own products will eventually restore this condition to normal, 
although this may require years of reconstruction. 

The American packer who buys the live stock from the American 
producer must pay cash in American money, and sell his products to 
foreign buyers who must pay in their unstable moneys or be given 
extended credit. 

We firmly believe that a substantial reduction in inland charges 
will result in greatly increased sales, and there can be no doubt but 
that a similar decrease in the ocean charges, which we are endeavor- 
ing to obtain, will greatly assist that increased movement and afford 
an outlet for the surplus of this country. 

American packers now compete with Canadian exporters who are 
able to obtain their live stock and move it under the recently reduced 
rates in effect in that country. Canadian packers are also permitted 
to pay their transportation charges in Canadian currency, while 
American exporters must pay the same rates in United States cur- 
rency. This gives the Canadian exporters an advantage—at the pres- 
ent time—of at least 10 per cent. 

All of these factors contribute toward the increase in the 
Canadian exportation of meat products, and, without desiring to injure 
our Canadian competitors, we wish to point out the imminent danger 
confronting the industry in this country unless immediate relief is 
afforded. ; 

The Canadian producers also find it possible to export their live 
animals to foreign killers, who are advantageously located with respect 
to the consuming countries. All of this competition must be taken 
into consideration by American exporters who desire to participate in 
the business. Therefore, in order to increase an export business we 
ask all reasonable assistance on the part of the carriers. 

Treating value as an element in rate making we submit that our 
wholesale prices are at pre-war levels and consequently that factor 
in and of itself argues for a reduction in export rates. As shown in 
our petition, fresh meat rates have been increased from 45 to 96% 
cents per cwt. or an increase of 114 per cent, while provision rates 
have increased from 30 to 63 cents per cwt., or 110 per cent. 

The last rate increase authorized under Ex Parte 74 was made 
effective following the period of peak prices, and a corresponding 
reduction in export rates should now be granted. 
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WHY A MERCHANT MARINE? 


Why a war? Why a Trotsky? Why? 

Is it not a fact that this country moved from the position 
of zero to the first nation of the world and is‘it not a fact that 
the outstanding factor of that success is transportation? Is 
there any reasonable grounds to expect anything different from 
the water “without” transportation? Were not such transporta- 
tion facilities by land built largely by free gifts of rights-of-way 
and by the free subscription of bonds and stocks, to build the 
roads by national, state, county and city governments? Is it 
reasonable to expect a like success on the water “without” such 
contributions? Who is it that is doing all the talking, making 
all the noise, and finding all the fault, about the proposed mer- 
chant marine and the expense of the Shipping Board, past, pres- 
ent and future? 

Certainly, no “American.” Then why all this fol-de-rol about 
the Shipping Board? 

Of course, there were mistakes, and lots of them, and lots 
of good “American” money went over the dam. But all the 
mistakes were not made by the Shipping Board nor on the 
water. Some were made on the land, and the loss was possibly 
greater. 

The greatest mistake, and the greatest loss, was made by 
Germany. We won the war, didn’t we? Not being a fighting 
nation, we left the plow, as it were, and, overnight, went into 
training, built ships, took over the railroads, put over two 
million men at a battlefront over 3,000 miles away. The grand- 
est and most surprising achievement in all history. Is it any 
wonder there would be some mistakes? 

The real wonder is the mistake of Germany, who spent 
several generations shooting at a mark and training to capture 
the world. 

Now that we have won the war, let us continue to be true 
Americans—which means the “square deal.” Let us be true to 
our railroads and marines. Without either, or both, that suc- 
cess would have been impossible. 

Everybody else seems to have been pretty liberally re- 
warded and treated. Is there any good reason to do otherwise 
with our transportation by land or water? 

Turn the railroads back to their owners with the same lib- 
eral hand, and insist on the best merchant marine in the world, 
all American, operated for and by Americans. Have the Amer- 
ican flag in every port in the world. 

All the other allies got land or something else in return for 
the war, even though America provided some of the money. 
Germany expected to get the universe. Certainly a merchant 
marine and her flag in every port is little enough for America. 

Stop all this nonsense about the Shipping Board expense. 
The war is over. Be American. Put both the railroads and 
marines on their financial feet, and charge it off and forget it. 

Every farmer, industrial and commercial organization of 
this country, together with all the traffic leagues, should get 
behind this and boost. It means a permanent market for Ameri- 
can produce and goods. 


Cambridge, Mass., Sept. 8, 1921. A. J. Canfield. 


A CHANCE FOR HENRY FORD 


Editor The Traffic World: shrdlucmfwy 

The writer wishes to congratulate you on the commendable 
manner in which The Traffic World is undermining the pro-Ford 
propaganda with relation to the railroad business. He has viewed 
with increasing concern the enormous amount of really sincere 
thought which is being published on this man as the savior of 
the transportation world. 

Why wouldn’t it be a good idea to suggest to these pro-Ford 
enthusiasts that he buy the Missouri & Northern Arkansas 


' Railroad and increase its business 1,000 per cent? Here is a 


railroad that for years has not been able to meet its fixed oper- 
ating charges, and was consequently compelled to cease opera- 
tion a short time ago. Ford could probably buy this railroad 
as junk. If he can transform it like he did the D. T. & I, he 
may be the superman we are looking for. 
E. J. Lennart, Traffic Manager, 
Wayne Oil Tank and Pump Co. 
Fort Wayne, Ind., Sept. 6, 1921. 





_It is a strange coincidence that, the day_after the above letter was 
written, press dispatches from Detroit said that a committee repre- 





senting several towns along the Missouri & Northern Arkansas Rail- 
road had come to Detroit to interest Henry Ford in a proposal that he 
take over and operate that property. In Mr. Ford’s absence, the 
committee was received by his secretary, E. G. Liebold. It was said 
that, so far as could be learned, no definite action was taken at the 
conference. Here is a chance for Henry Ford to show whether he is 
really a railroad magician instead of merely a big shipper using his 
power as such to make money out of a railroad owned by him. He 
might exert some influence as a shipper to get business for the Mis- 
souri & Northern Arkansas, but not, of course, as much as he exerts 
for the D. T. & I. Mr. Ford is somewhat of a gambler, as are all 
successful business men, but we doubt if he will call this bet.—Editor 
The T'raffic World. 


A DEFENSE OF FORD 


Editor The Traffic World: 

Endless criticism is directed at Mr. Ford’s entrance into 
the transportation field because of his radicai departure from 
present and past transportation methods. Is this criticism 
merited? 

Only a short time ago a railroad was purchased. Ordinarily 
many months must pass before a carrier will admit that sufficient 
opportunity has been had to demonstrate a particular test; never 
less than six months, more often twelve. Our government 
selected three years to determine the proper test for its railroad 
venture. Why condemn Mr. Ford’s plan without the opportunity 
of test or experiment? Where is our spirit of fair play? If 
his plan fails, who will lose; if a success, who will gain? 

There is individual and united opinion that freight rates 
are too high and a reduction would increase the volume of ton- 
nage and stabilize business. That theory is being tried on the 
D. T. & I. Freight rates have been reduced on that railroad and 
the benefits of those reductions bring dollars to the Ford coffers. 
But its effect is broader. Note the recent reduction in price of 
the Ford product to the consumer. Should a plan that works 
for a reduction in cost, which saving is passed to the consumer, 
be condemned? ea 


Does Mr. Ford’s: plan of railroad operation merit condemna- 
tion? Is it not a fact that by establishing a minimum wage 
scale for eight hours’ work, regardless of the employes’ classifi- 
cation, he has accomplished something every carrier would like 
to duplicate, but its officers dare not attempt? Is it wrong to 
expect eight hours’ work for eight hours’ pay? A vigorous pro- 
test was lodged with the Railroad Labor Board against obnoxious 
agreements and regulations, between carriers and employes, that 
result in pay for services not rendered. Mr. Ford has the solu- 
tion. Increase the pay, but, in return, demand service for that 
pay and thereby reduce the number of employes. Is such a 
plan to be condemned? What has been the custom of others? 
A reduction in pay but with the same conditions as in the past. 
His plan permits a liberal wage scale but in return demands 
that the compensation be earned by work actually accomplished. 

The opportunity grasped by Mr. Ford exists alike for all. It 
requires, however, a large institution with unbounded faith in 
its ability to succeed, consideration for the welfare of its em- 
ployes, and a determination to succeed. Did the carriers when 
operating the coal mines, whose ownership has been ordered di- 
vorced by the U. S. Supreme Court, reduce the price of its 
product, or extend any benefits to the consumer? Did they es- 
tablish a minimum liberal wage scale and in return demand 
work for the pay received? Did the wage increases, granted 
carriers’ employes in the past, promote efficiency, and the recent 
reductions, to curtail operating expenses, secure for the carriers 
loyal and efficient support? Mr. Ford has the solution; increase 
the pay, demand full Services for the pay received, thereby 
enable a reduction in the number of employes. It is a radical 
dparture from customary methods of economy. Very few would 
suggest an increase in pay to reduce expenses. We hear no 
charges of sabotage on his railroad and the charges of radicalism 
are directed at Mr. Ford. 


By what standard.are we to gauge Mr. Ford’s plan? The 
public contends a reduction in freight rates will increase busi- 
ness and the carriers’, tonnage, while the carriers contend it 
would only result in, additional losses. Permit him to demon- 
strate who is correct. 

An institution that springs from nothing and obscurity to 
power and success, worth possibly $300,000,000, with 50,000 or 
more employes, all accomplished within a decade, merits praise 
and its ventures consideration. 

An individual who founded that institution and directed its 
progress, who has amassed millions to himself, but has also 
always reduced the price of his commodity, who extends to his 
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employes a liberal compensation and a portion of his profits, 
who is the cause of its growth from nothing to a $300,000,000 
industry, and through whose direction a sum of $55,000,000 cash 
is accumulated, has accomplished something that a few can but 
many cannot. He may justly feel proud. 

Among the criticism attention is directed to his “Peace Ship, 
Oscar II,” and its cargo of so-termed “nuts.” We will shortly 
have assembled in Washington representatives of almost every 
nation on the globe to discuss, among other things, universal 
peace. Is it just and courteous to place those representatives 
in the same category? Will every vessel carrying those repre- 
sentatives from every corner of the globe, at its port of entry, 
manifest its cargo as “nuts”? Accomplish a very few of the 
things Mr. Ford has, become the power in the direction of some 
large institution, then criticize. After success, equal to his, has 
been obtained we would feel honored at the decoration, “Director 
of the Ship of Nuts.” And, if we would be frank and truthful, 
the U. S. Shipping Board would have no problem of unsold ships, 
nor could our shipyards supply the demand. It would be neces- 
sary to establish traffic lanes on all waters. 

The only suggestion I would offer to Mr. Ford is a change 
in the name of his railroad to “Do Try It.” Others can copy if 
they elect to follow, or can name their railroad “Don’t Try It,” 
whichever way they may incline. In the future, after a reason- 
able test has been made, the names can be permanently changed 
to “Did Try It,’ which will suffice for either plan a carrier may 
have elected to follow. 


Warren, Ark., Sept. 14, 1921. J. C. Anthoni. 





Mr. Anthoni is knocking down a straw man. No one that we know 
of is particularly condemning the Ford methods. ‘The thing that is 
objected to is the attributing by him and his admirers of his railroad 
success to his great ability and his innovations in the railroad busi- 
ness, whereas it is due solely to the fact that, as a big shipper, he 
gives his road tonnage and compels other railroads to give it tonnage 
and divisions that it would not receive under other ownership. Mr. 
Anthoni has not a word to say about that. <As to the peace ship— 
while that is not involved in this controversy, there being no question 
as to the rate on nuts, either rail or ocean—we might remark that a 
congress called to consider world peace or disarmament is somewhat 
different from the performance of a few men and women sailing to 
Germany to get the men out of the trenches by some miracle.—Editor 
The Traffic World. 


LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureau 


An increase of 892 in the number of cars loaded with reve- 
nue freight the week ended September 3, compared with the 
previous week, is shown by reports received by the car serv- 
ice division of the American Railway Association. The total 
for the week was 830,601 cars. This is the largest week’s load- 
ing since December 11, 1920, and represents the fifth con- 
secutive week of increase, but, as compared with the correspond- 
ing week of 1920, it shows a loss of 131,032 cars. 


The total number of cars loaded with merchandise and 
miscellaneous freight was 505,425, an increase of nearly 6,004, as 
compared with the week of August 27, but 30,000 less than for 
the corresponding week of last year. - 


Loading of grain and grain products was 60,632, an increase 
as compared with the week before of 1,127, and 18,000 cars 
more than for the same week of 1920. The loading of live stock 
amounted to 27,539 cars, or a decrease of 1,531 under the pre- 


ceding week and slightly less than for the corresponding week 
of 1920. 


Coal loading amounted to 155,816, a decrease of 5,796, as 
compared with the week before, and 43,000 cars less than for 
the corresponding week of 1920. The loading of forest products 
was 45,419, a decrease of 1,059 over the week before, and about 
17,000 cars less than the loading for the corresponding week 
of 1920. The ore loading was 31,112, an increase, as compared 
with the previous week of 1,077, while the loading of coke was 
4,658 cars, an increase of 48. 


Revenue freight loaded by districts in the week ended Sep- 
tember 3 and the corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 7,784 and 7,143; 
live stock, 2,809 and 3,075; coal, 43,291 and 51,932; coke, 1,181 and 
3,510; forest products, 4,399 and 7,829; ore, 2,792 and 10,892; 
merchandise, L. C. L., 58,989 and 49,310; miscellaneous, 80,679 
and 104,770; total, 1921, 201,924; 1920, 238,461; 1919 203,815. 


Allegheny district: Grain and grain products, 3,295 and 
2,897; live stock, 3,038 and 3,660; coal, 43,768 .and 57,638; coke, 
2,194 and 6,775; forest products, 2,510 and 3,444; ore, 5,971 and 
14,894> merchandise, L. C. L., 45,594 and 39,535; miscellaneous, 
58,430 and 72,779; total, 1921, 164,800; 1920, 201,622; 1919, 198,- 
474. 

Pocahontas district: Grain and grain products, 149 and 
166; live stock, 269 and 240; coal, 14,676 and 23,792; coke, 35 
and 711; forest products, 1,118 and 1,653; ore, 3 and 199; mer- 
chandise, L. C. C., 2.722 and 3,026; miscellaneous, 5,140 and 
6,134; total, 1921, 24,112; 1920, 35,921; 1919, 34,466. 

Southern district: Grain and grain products, 3.627 and 
3,713; live stock, 1,747 and 2,075; coal, 21,540 and 24,485; coke, 
417 and 1,607; forest products, 14,457 and 18,949; ore, 220 and 
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3,019; merchandise, L. C. L., 36,965 and 35,256; miscellaneous, 
32,828 and 39,324; total, 1921, 111,801; 1920, 128,428; 1919, 120,238. 

Northwestern district: Grain and grain products, 19,999 
and 12,950; live stock, 6,586 and 7,019; coal, 8,854 and 12,503; 
coke, 459 and 1,493; forest products, 10,567 and 14,943; ore, 
20,614 and 43,453; merchandise, L. C. L., 29,016 and 29,666; 
miscellaneous, 33,959 and 39,140; total, 1921, 130,054; 1920, 161.- 
167; 1919, 160,406. 

Central Western district: Grain and grain products, 19,654 
and 11,537; live stock, 10,314 and 10,641; coal, 18,981 and 23,155; 
coke, 152 and 473; forest products, 5,837 and 7,262; ore, 745 
and 4,496; merchandise, L. C. C., 31,348 and 31,956; miscel- 
laneous, 45,848 and 44,130; total, 1921, 132,879; 1920, 133,650; 
1919, 127,622. 

Southwestern district: Grain and grain products, 6,124 
and 4,167; live stock, 2,776 and 2,338; coal, 4,706 and 5,495; 
coke, 220 and 105; forest products, 6,531 and 8,149; ore, 767 and 
851; merchandise, L. C. L., 16,260 and 17,090; miscellaneous, 
27,647 and 24,189; total, 1921, 65,031; 1920, 62,384; 1919, 59,372. 

Total, all roads: Grain and grain products, 60,632 and 42,- 
573; live stock, 27,539 and 29,048; coal, 155,816 and 199,000; 
coke, 4,658 and 14,674; forest products, 45,419 and 62,229; ore, 
31,112 and 77,804; merchandise, L. C. L., 220,894 and 205,839; 
miscellaneous, 284,531 and 330,466; total, 1921, 830,601; 1920, 
961,633; 1919, 904,393. 


UNEMPLOYMENT CONFERENCE 


The Trafic World Washington Bureau 


If the views. of Secretary of Commerce Hoover are followed 
at the unemployment conference to be held soon in Washington, 
such matters as an appeal for lower freight rates will not be 
included in the “agenda.” It has been suggested that manu- 
facturers might urge a general reduction in freight rates as a 
means of affording relief for the unemployment situation. When 
this suggestion was brought to the attention of Secretary Hoover 
he said he believed the conference should discuss only those 
matters bearing directly on the question of unemployment. 

The question of giving financial aid to the railroads, how- 
ever, to the end that employment would be given to hundreds 
of thousands of men now out of work, may be discussed at the 
conference. It is believed that the conference may consider 
the advisability of urging Congress to pass the railroad funding 
bill so that final settlements with the railroads and the funding 
of their indebtedness to the government may go forward. 


FRUIT AND VEGETABLE INCREASES 


The Traffic World Washington Bureau 


By an order entered in I. and S. No. 1400, the Commission 
has suspended from September 15, 1921, until January 13, 1923, 
the operation of certain schedules published in Supplement No. 
14 to Agent F. A. Leland’s I. C. C. No. 13856. The suspended 
schedules propose increased commodity rates on fresh fruits, 
melons and vegetables, carloads, from points in Arkansas, Louis- 
iana, Missouri, Oklahoma, and Texas to destinations in central 
freight association and trunk line territories. The following 
shows the present and proposed rates in cents per 100 pounds, 
from and to the representative points indicated: 


Peaches. Potatoes. 
Pres- Pro-| Pres- Pro- 
From— ent. posed. ent. posed. 
Oklahoma City, Okla., to New York, N. Y. 218 226 110.5 114.5 
Shreveport, La., to Pittsburgh, Pa....... 166 171 112 115 
Bloomsburg, Tex., to Detroit, Mich..... 138.5 142.5 86.5 89.5 
Ft. Smith, Ark., to Cleveland, Qy....... 132 136 80.5 83 


The protestants to the proposed schedules contend that the 
proposed rates represent an increase of 35 per cent in the fac- 
tors west of East St. Louis, Ill., the basing point, and 40 per cent 
in the factors east of there, instead of a straight interterritorial 
increase of 331% per cent on the joint through rates as provided 
for in Ex Parte 74 and I. & S. No. 1263. 


INCREASES IN WAGES AND RATES 


A compilation made by the Bureau of Railway Economics 
shows that since 1912 the annual average compensation of rail- 
road employes has increased 143.11 per cent, while the average 
receipts per ton mile increased 73.84 per cent, and passenger mile 
receipts 58.09 per cent. The figures follow: 


Average Average 

Average annual receipts receipts per 

compensation per per ton- passenger- 

Year. railway employe. mile (cts.) mile (cts.) 
ee) SI, . S0-o-d: careiarsaielerers cw wereeaiers $ 736.68 0.730 1.978 
EE, TREE a Sisialgrs Gn Wied xetniores aeons 761.00 0.719 2.002 
LS a ee eee 815.44 0.723 1.976 
MINE ih etinaihic mc nace emrnres Weber 830.06 0.722 1.979 
ES WEIN, oo Sit era.d.e Scie. Casita wane 854.26 0.707 2.002 
tN ere eee eae 891.61 0.707 2.042 
Do ee Pe re re 1,003.81 0.715 2.090 
nee ee 1,419.34 0.849 2.414 
EE, CEE oie accnaicicie eid vce Sees 1,485.89 0.973 2,540 


POE CRI Si ciovictences aden sete 1,820.05 1.052 2. 
Wiree® Quarter BG88 « .eiicicccccccwsees 1,790.93 1.269 3 
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DINNER OF TRAFFIC MEN 


J. F. T. O’Connor of Grand Forks, N. D., who will be the 
principal speaker at the annual dinner of the ‘American Associa- 
tion of Freight Traffic Officers at the Drake Hotel in Chicago, 
September 19, was the youngest candidate for governor in the 
history of his state. In the election of 1916, when the Non 
Partisan League swept the state, electing every state official 
and three members of the Supreme Court, controlling the House 
of Representatives by a two-thirds majority, he was one of the 
minority in the House and. in a few weeks he was recognized 
as the leader of the minority. He took a firm stand against 
the League measures, which he deemed detrimental to the best 
interests of the state. His speech in opposition to the famous 
socialists’ constitution, sponsored by the League, was consid- 
ered by leading papers of the state as the greatest oratorical 
effort ever delivered on the floor of the House. It made Mr. 
o’Connor the leader and champion of representative govern- 
ment. 

In 1918 he was re-elected to the legislature without a dis- 
senting vote in his district and, again in the minority, he re- 
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J. F. T. O'CONNOR 


ceived the votes of the anti-league forces for the speakership. 
In the summer of 1920 the Republicans and Democrats placed 
a fusion ticket in the field, indorsing Mr. O’Connor for the gov- 
ernorship. He made a great campaign and his efforts are said 
to have broken the power of the League forever in North Dakota. 
Mr. O’Connor received 49 per cent of the vote; a difference of 
one vote in every precinct would have made him governor. 
President Harding carried the state by 130,000 and the League 
governor on the same ticket pulled through with a 4,600 ma- 
ma” O’Connor ran 100,000 ahead of his ticket. 
O’Connor’s subject will be “Problems of Government.” 

The other speaker, besides the humorist, will be Henry A. 
Palmer, editor of The Traffic World, whose subject will be, “The 
Railroad Situation.” 

Edgar A. Jonas of Chicago, who was to have spoken on 
“Fraternalism,” is ill. 





CLARK HAS HARDING’S PICTURE 


President Harding has sent a photograph of himself to 
Edgar E. Clark, former chairman of the Commission, bearing 
the following inscription: 

“To Edgar E. Clark—With high esteem and good wishes, 
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along with an expression: of gratitude for an able, faithful and 
helpful public service. Warren G. Harding.” 





Personal Notes 





The United American Lines have announced the following 
changes in the personnel of the freight traffic department: R. ly 
Francis, formerly assistant freight traffic manager has been ap- 
pointed manager, at Philadelphia. E. M. Tyrell has been made 
his assistant. Wilmer M. Wood has been appointed general 
freight agent, intercostal service, at New York; E. W. Robinson, 
assistant freight traffic manager in charge of full cargo traffic, 
at New York, and Clarence F. Ray, assistant to the manager, at 
Boston. 

F. M. Seymour, Jr., has been appointed general agent for 
the Kansas City Southern, at Kansas City, vice P. A. Dudley, 
who died. 

Albert G. Linneman, formerly chief clerk to the freight 
traffic manager of the Pennsylvania System, central region, at 
Pittsburgh, has resigned to become a member of the commercial 
traffic service firm of Bywater & Linnemann, in Cincinnati. Mr. 
Bywater was formerly traffic manager for the Edwards Manu- 
facturing Company of Cincinnati. 

C. E. Carson, general agent for the Ft. D., D. M. & S., at 
Chicago, has been appointed manager of The Traffic Club of 
Chicago, succeeding L. O. Slayback, superintendent, who died. 

John M. Sternhagen has resigned from the office of the 
solicitor of internal revenue at Washington to become a member 
of the firm of Robbins, Townley & Wild, Chicago, as a specialist 
in interstate commerce and tax law. Mr. Sternhagen was for- 
merly commerce attorney for the New York Central lines. 

B. H. Taylor has been appointed assistant general freight 
agent for the Gulf Coast Lines, at Houston, Tex. He is suc- 
ceeded as general agent, at Houston, by T. H. Mercer. 

H. I. Norris has been appointed export and import agent for 
the Erie Railroad, at New York City, succeeding E. M. Snell, 
who has been promoted to general agent, at Toronto. 

James E. Gowan has been appointed an assistant solicitor 
for the Pennsylvania Railroad at Philadelphia. He will handle 
cases before the Interstate Commerce Commission. Mr. Gowan 
is the son of Francis I. Gowan, vice-president and general counsel 
of the Pennsylvania. 

A. P. Maguire is appointed general agent of the Louisiana 
Railway & Navigation Company with headquarters at Baton 
Rouge, La. The commercial agency at that point has been 
abolished. 

W. M. Long is appointed commercial agent of the Illinois 
Terminal Railroad Company, at Wood River, IIl. 


DOINGS OF THE TRAFFIC CLUBS 


Activities of the Traffic Club of Newark, N. J., were resumed 
September 12, when its first fall meeting was held at the Robert 
Treat Hotel. Besides Mayor Alexander Archibald, of Nawark, 
the speakers included William J. Brennan, director of public 
safety, who spoke on “Traffic on Newark’s Streets and How it is 
Controlled,” and Captain James A. McRell, who spoke on “The 
Parking Ordinance: Its Effect.” 





The Pittsburgh Unit of the Traffic Group of the National Re- 
tail Dry Goods Association held its first fall meeting and dinner 
at the General Forbes Hotel, September 14. Reports of com- 
mittees were considered and plans laid for sending a delegation 
to the fall meeting of the national group, which will be held 
in Washington, October 6 and 7. 


McGEHEE FOR COMMISSIONER 


The Trafic World Washington Bureau 


A. J. McGehee, secretary of the Southern Interior Traffic As- 
sociation, of Jacksonville, Tenn., is a candidate for appointment 
as a member of the Commission in the event either Commissioner 
Hall or Commissioner Aitchison, whose terms expire at the end 
of this year, are not reappointed. Mr. McGehee was mentioned 
as a candidate when the vacancies on the Commission existed last 
spring. The Intermediate Rate Association is said to be backing 
the candidacy of Mr. McGehee, who is an advocate of the rigid 
application of the long-and-short-haul rule of the fourth section. 
As far as is known in Washington, however, the Spokane coun- 
try will look with favor on the reappointment of Commissioner 
Aitchison. 


COMMISSION APPOINTEES 


The Traffic Club of Chicago, at a meeting September 16, 
unanimously adopted the following resolution with reference to 
the appointment of members of the Interstate Commerce Com- 
mission: : 

Whereas, President Harding, by the first day of January next, will 
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have appointed not less than seven members—a majority—of the 
Interstate Commerce Commission; and, 

Whereas, It would seem that the appointing power does not always 
appreciate the function that his appointees to this body must dis- 
charge, and, therefore, the training and knowledge that they must 
have along special lines; therefore, be it 

Resolved, By the Traffic Club of Chicago, composed of over one 
thousand members, representing both the transportation lines and 
the shippers who use them, and, from the very nature of their employ- 
ment, being especially competent to pass on the question here in- 
volved, that the President of the United States be petitioned, not in 
the interest of this or that individual or locality, but to the end that 
he give consideration, in making future appointments to the Inter- 
state Commerce Commission, to the importance of a place on this 
body which, to a large extent, holds in its hands the destinies of our 
railroads and the prosperity of the country, in order that men, not 
only of good character and ability, but of special knowledge and train- 
ing that adapt them for this particular work, be chosen to serve; be it 

Resolved, That a copy of these resolutions be sent to the Presi- 
dent of the United States and to every traffic club in the country, 
with the suggestion that the latter join us in our petition. 


CHICAGO & ALTON CONFERENCE 


A joint conference of freight and passenger representatives 
of the Chicago and Alton Railroad was held at Chicago Septem- 
ber 12, attended by officers of the traffic department from all 
parts of the country—San Francisco, New York, New Orleans, 
Minneapolis, and intermediate points at which traffic offices are 
located. There was an attendance of about fifty, with S. G. 
Lutz, vice-president in charge of traffic, presiding. ~ After the 
joint conference, at which were considered subjects of interest 
to both freight and passenger representatives, separate meetings 
were held py the freight traffic manager, J. F. Vosburgh, and the 
passenger traffic manager, George J. Charlton, with their sub- 
ordinate officers. Among the more important subjects considered 
were service, settlement of claims, interchange with connect- 
ing lines, more intensive solicitation due to competition, and 
regaining of ground lost due to industrial conditions. 

On Tuesday morning the entire party left on an inspection 
trip over the railroad, arranged to give the members a daylight 
ride over the line to enable them to visit the terminals at Chi- 
cago (where extensive improvements are under way, including 
a new freight station and géneral office building) Springfield, 
East St. Louis, Kansas City, and Peoria. The Chicago & Alton 
has recently reopened its traffic.agency at San Francisco, and 
now has representation in practically all the important com- 
mercial centers. 


SHORT LINE CLAIM SECTION 


The Trafic World Washington Bureau 


Director-General Davis, of the Railroad Administration, has 
advised the American Short Line Railroad Association that he 
has organized a “Short Line Section” in the administration to 
receive and consider the claims of short line railroads for the 
six months ending June 30, 1918. 

Bird M. Robinson, president of the association, submitted 
to the President recently a memorandum setting forth the posi- 
tion of the short lines and requesting that the President con- 
sider the claims of short lines for the six months ending June 
30, 1918, during which period the Interstate Commerce Com- 
mission held the short lines were under federal control, and 
make a fair and equitable settlement with them for that period. 

President Harding referred the matter to Director-General 
Davis, who has written to Mr. Robinson as follows: 

Referring to your communication of July 22nd, addressed to the 
President, in the matter of the claims of what are known as the 
Short Line Railroads against the United States Railroad Administra- 
tion, for the six months ending June 30th, 1918, the President has in- 
structed me to receive and consider the claims of these roads, and, 
with that end in view, a Short Line Section has been created in the 
United States Railroad Administration,- for the purpose of receiving 
and considering these claims. 

I will be very glad in this matter to have the co-operation of 
your Association in advising the Short Lines as to the form in which 
the claims should be presented, as you and your associates are fa- 
miliar with railroad accounting. 

As at present advised, the Administration will not expect to con- 
sider any claim for compensation by any Short Line under Federal 
control that did not have a railroad operating income during the test 
period. In addition, certain Short Line Roads have entered into what 
is known as the short line form of contract, by the terms of which 
all claims and rights which the contracting carrier had, or may have, 
against the United States, the President, or the Director-General, 
are specifically waived. Unless the proper court shall decide that 
there is a liability on the part of the Administration, notwithstand- 
ing this contract, the claims of roads which have entered into con- 
tracts of the character above described will not be considered. 

I am very anxious that each road, in presenting its claim, shall 
make a detailed statement as to whether‘or’not there are outstand- 
ing claims in favor of third persons (whether in litigation or not), 
arising out of the operation of the road during the six months’ period 
ending June 30th, 1918. . 

I will be obliged if you will advise the members ‘of your Asso- 
ciation of this attitude of the Administration. 





CENTRAL VERMONT BONDS 


The Central Vermont Railway Company has been author- 
ized by the Commission to procure authentication and delivery 
to applicant’s treasurer of $147,000 of refunding mortgage 5 
per cent gold bonds, to be held in the company’s treasurey sub- 
ject to the further order of the Commission. The Commission 
said the record was insufficient to grant authority for the sale 
or pledging of the bonds. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
a ‘ 





LOSS OF OR INJURY TO GOODS 


Director-General Proper Party Defendant in Suit for Loss or 
Injury to Shipments Moving During Federal Control: 
(Supreme Judicial Court of Massachusetts, Suffolk.) Under 

federal control act March 21, 1918, p. 10 (U. S. Comp. St. 1918, 

U. S. Comp. St. Ann. Supp. 1919, p. 3115%4j), providing that 

carriers under federal control shall be subject to all laws and 

liabilities as common carriers, except so far as May be incon- 
sistent with that or any other act or with any “orders of the 

President,” and that actions might be brought against such car- 

riers as provided by law, and section 8 (section 3115*4h) author- 

izing the President to execute the powers thereby granted 
through such agency as he might determine, and the presidential 
proclamations of December 26, 1917, and March 29, 1918, General 

Orders Nos 50 and 50a of the Director-General of Railroads, 

requiring actions to be brought against the Director-General, 

were “orders of the President,’ and were valid and made the 

Director-General the proper defendant.—Nominsky vs. New York, 

N. H. & H. R. Co., 132 N. BE. Rept. 30. 


TRANSMISSION OF MONEY BY TELEGRAPH 


Party Transmitting Money Not Bound by Limitation of Liability 
Unless He Had Knowledge of Clause in Receipt or the Cir. 
cumstances Charged Him with Notice Thereof: 

(Supreme Court, Special Term, Erie County.) . In an action 
against a telegraph company to recover money sent by plaintiff 
to his wife abroad, which was not delivered to the wife, whether 
the contract claimed by plaintiff, that defendant telegraph com- 
pany, through its agent, guaranteed delivery of the money, was 
in fact made, held a question for the jury under the evidence — 
Sturner vs. Western Union Telegraph Co., 189 New York Sup- 
plement 537. 

Where plaintiff, who could not read or write, requested de- 
fendant telegraph company to transmit money to his wife abroad, 
asking’ if they would guarantee delivery, and was told by the 
agent that the company would guarantee return of the principal 
amount, though not the charges, in case of failure to deliver, 
plaintiff is not bound by conditions printed on the receipt limit- 
ing liability of the company to its own lines, and exonerating it 
beyond them, unless he knew of such clause, or the circum- 
stances charged him with notice thereof.—Ibid. 





w 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
a B 





REGULATION OF COMMON CARRIERS 


Court Without Jurisdiction of Suit to Enjoin Enforcement of Rule 
Contained in Schedules on File Affecting Passenger Rates: 
(Supreme Court of Michigan.) Under railroad commission 

act, p. 10, requiring carriers to file schedules of freight and 

passenger rates stating any rules or regulations affecting the 
rates and prohibiting changes except on notice to the railroad 
commission and the filing of new schedules, section 25, making 
rates fixed by the commission prima facie lawful and reasonable, 
section 26, authorizing actions to vacate orders for the commis- 
sion, and Public Acts 1919, No. 419, p. 8, providing for complaints 
to the Public Utilities Commission, the circuit court had no 
jurisdiction of a suit to enjoin a carrier from enforcing a rule 
contained in its schedules on file denying through passengers the 
benefit of local rates on the ground that such rule violated 

Pub. Acts 1919, No. 382, since, when complaint is made of a 

rate fixed in the tariff schedule, relief must be sought through 

the Public Utilities Commission in the first instance, though the 
court has jurisdiction of a claim that the carrier has exceeded 
the rate fixed in the schedule.—Detroit United Ry. Co. vs. Covert, 

Circuit Judge, 183 N. W. Rept. 938. 


SHIPPING BOARD CLAIMS 

The claims commission of the Shipping Board, which will 
pass on several hundred million dollars’ worth of claims against 
the board, began to function this week. It adopted rules of 
procedure “to provide for a prompt, orderly and fair disposition 
of the large number of claims now pending, and it is planned 
to begin the hearing of such claims as are now ready for sub- 
mission about September 15.” Copies of the rules may be ob- 
tained on application ot O. P. M. Brown, secretary. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
‘Di aken f. R d Di f ional Report 
(P'eByetem, Published by West Publishing Co., St. Paul, Mian. 
Copyright by West Publishing Co.) 
= 





Shipper May Recover Prepaid Freight, Where Goods Do Not 
Arrive, Regardless of Fraud in Inducing Contract and Pre- 
payment: 

(Supreme Court, Appellate Division, First Department.) In 
the absence of a contrary agreement, freight paid must be re- 
turned to shipper if goods do not arrive, and a stipulation that 
the freight should not be so repaid would ordinarily not apply, 
where the goods were not shipped, and it is not material whether 
the carriers were guilty of fraud in inducing the contract and 
prepayment.—Charles E. McInnes & Co., Inc., vs. Equitable Trust. 
Co. of New York, 189 New York Supp. 518-19. 

Prepaid Freight Recoverable, if Goods Are Not Carried: 

Where a carrier contracted to carry goods on a vessel, re- 
quiring freight to be prepaid to a party whom the carrier owed, 
and the defendant took the freight money, charged with knowl- 
edge of all the obligations, and the goods were not shipped, the 
shipper could recover from defendant.—Ibid. 

Contract Construed as Making Parties Operating Agents of De- 
fendant, so as to Charge Defendant with Knowledge and 
Require Repayment of Freight: 

Where a contract between defendant and the parties oper- 
ating a boat required that freight moneys should be paid to de- 
fendant, this made the operating parties the agents of defendant 
to the extent, at least, that it charged defendant with knowledge 
that the moneys were freight moneys and were subject to re- 
payment in case the voyage was not made.—Ibid. 

Oral Contract to Charter Not Enforced, Where Libelant Intro- 
duced Variance Into Form Agreed. on: 

(Circuit Court of Appeals, Second Circuit.) An oral agree- 
ment to charter a vessel will not be enforced, where libelant intro- 


. duced into the form of the charter agreed on a new provision 


not covered by the oral agreement, and did not waive such pro- 
vision, but sought to enforce the oral contract as if it contained 
that provision.—Lutz vs. Douglass et al., 273 Fed. Rept. 685. 
Evidence Held Not to Show Sinking of Vessel Was Due to Un- 

usual Weather: 

(Circuit Court of Appeals, Second Circuit.) Evidence that 
a barge of coal sank while the tug in charge was deviating to 
a port of refuge, because of a predicted storm, but that at the 
time the wind in the vicinity was blowing not to exceed 22 
miles an hour, and that the master and crew of the barge were 
performing their routine duties without any indication of appre- 
hension until shortly before it sank, held not to show the sink- 
ing was due to unusual weather, so as to be within the exception 
in the bill of lading of dangers of the sea.—H. N. Hartwell & 
Sons, Ine., vs. Neptune Line, Inc., 273 Fed. Rept. 687. 


REPARATION CLAIMS 


John F. Finerty, assistant general counsel of the U. S. Rail- 
toad Administration, recently prepared for Senator Cummins, 
chairman of the committee on interstate commerce of the Senate, 
amemorandum setting forth the position of the Director-General 
on certain reparation awards issued by the Interstate Commerce 
Commission. The Traffic World published it in its issue of 
July 30, 1921. The National Industrial Traffic League, in a cir- 
cular to members, sets forth the following views of its counsel 
Luther M. Walter, on Mr. Finerty’s memorandum: 

_ The Director-General has issued a memorandum setting forth 
his position with respect to awards of reparation issued by the 
Interstate Commerce Commission on account of unreasonable rates. 

In it he states the awards that he has declined and the reasons 
therefor, with the basis upom which he expects to handle future 
awards of reparation. He also states the reason for his_refusal 
to apply the principles enunciated in Southern Pacific vs. Darnell- 
Taenzer Lumber Co., 245 U. S., 531; 65 L. ed., 451, to awards issued 
against the Director-General. ter 

The Director-General refuses to accept the principles of the 


Parnell-Taenzer case as applicable to him for the following rea- 
ns: 


(a) He repeatedly states that the ‘Commission in its annual 
reports to Congress has condemned the policy of the present statutes 
m regard to reparation as interpreted in the Darnell-Taenzer case. 

(b) He states that the conclusion. of the Supreme Court to 
the effect that the presumption of damage resulting from the pay- 
ment of an unreasonable rate is not rebutted by proof that the excess 
rate was passed on, resulted from two errors of law, alleging first, 
that the Supreme Court erred in. stating that the carriers should 
not be allowed to retain the illegal profit resulting from the col- 
lection of the unreasonable rate, and second, that the statement of 
the court regarding the difficulty of following commercial trans- 
actions to determine whether or not the damage was in fact passed 
°n is not a valid objection to a defense which shows affirmatively 
that such damage has been passed on. 

He also argues that the Darnell-Taenzer decision, in holding 
that the presumption of damage is not rebuttable from a showing 
that the excessive rate was passed on, is in conflict with the 
Meeker decision, 236 U. S., 412; 59 L. ed., 644, which sustained the 
Constitutionality of Section 16 of the Interstate Commerce Act on 
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the ground that the prima facie effect of the Commission's finding 
of damage is rebuttable. 

The Director-General finally takes the position (and this irre- 
spective of how the principles of law enunciated in the Darnell- 
‘Taenzer case should be applied to the corporate carriers) that such 
principles cannot be extended to apply to the Director-General _be- 
cause, first, the Darnell-T’iaenzer case was decided before Federal 
control and has specific application only to corporate carriers; 
second, damages under the principle of the Darnell-Taenzer case 
are not in fact damages but are penalties which cannot be enforced 
against the Director-General, and third, the Director-General does 
not feel that he is bound to accept the principles of the case because 
the policy of the statute there construed has been condemned by 
the Commission. 

Briefly answering these contentions: 

The Commission in recent annual reports to Congress has recom- 
mended that the law be changed so that the power to award repa- 
ration be placed wholly in the courts, and that where a rate is found 
unreasonable the rule in the International Coal case, 230 U. S., 184; 
57 L. ed., 1446, should control. 

We submit that this in no respect would change the nature 
of the proof required to establish damage, nor would it permit the 
carriers to make a defense to a suit for reparation different from 
what they may now. 

Sections 8, 9 and 16 of the Interstate Commerce Act deal with 
damages and reparation therefor. Section 8 provides that where 
a carrier violates the Act it ‘shall be liable to the person or per- 
sons injured thereby for the full amount of damages sustained in 
consequence of such violation.’’ Section 9 gives the shipper the 
option of suing in court or before the Commission, and Section 16 
gives the Commission power to issue reparation orders, which may 
be enforced in the courts. 

Note that in no section of the act is a distinction made be- 
tween damages occasioned by the exaction of an unreasonable rate 
in violation of Section 1, and damages occasioned by the mainte- 
nance of an unduly discriminatory or préjudicial rate adjustment in 
violation of Sections 2 and 3. 

If an act be passed making the rule in the International Coal 
case (which involved damages claimed on account of an unduly 
discriminatory rebate given a competitor) apply to suits for dam- 
ages resulting from the exaction of an unreasonable rate, there 
would be no change in the nature of the proof necessary to estab- 
lish damages, nor in the nature of the proof admissible as a matter 
of defense. In either case the proof must be that the shipper was 
injured in a certain definite amount. In the International Coal 
case, however, the shipper made no proof whatever, the court say- 
ing at page 203 of 230 U. S.: 

“There was no proof of injury—no proof of decrease in business, 
loss of profits, expense incurred, or damage of amy sort suffered.’’ 

In that case the court held that it was an error to refuse to in- 
struct the jury that ‘‘to entitle the plaintiff to recover, the jury must 
be satisfied that it sustained some loss or injury due to the fact that 
the defendant was carrying at the same fime, at lower rates, coal 
shipped by other shippers.’”’ : : 

If the law be changed, as the Commission suggests, to apply this 
rule of the International Coal case to suits where damages were 
claimed on account of the exaction of an unreasonable rate, so as 
to provide that ‘‘no person is entitled to reparation except to the 
extent that he has suffered damage” (Thirty-fourth Annual Reports, 
Interstate Commerce Commission, page 78), the change so far as 
unreasonable rates are concerned would be in words only and not 
in substance. The law as‘ respects reparation claimed on account 
of an unreasonable rate was construed in the Darnell-Taenzer 
case, and there the court likewise held that to recover reparation 
the shipper must prove he has suffered actual damage. 

The court there further discussed what constitutes such proof 
and held that it was sufficient to show the payment of the exces- 
sive rate as the price of transportation, and that such payment 
having been shown, it was immaterial as to whether or not the 
shipper made a profit on the article transported and to that extent 
passed the freight charges on to the consumer. 

The holding in the Darneli-Taenzer case is squarely that a 
shipper who paid an unreasonable rate was damaged thereby to 
the extent. the unreasonable rate exceeded a rate subsequently found 
reasonable. This is construing the present statute to mean just 
what the Commission says it should mean, i. e., that no person is 
pesca to reparation except to the extent that he has suffered 

amage. 


All through his memorandum the Director;General takes the 
attitude that the Commission has condemned the doctrine of the 
Darnell-Taenzer case and has recommended to Congress that the 
law be modified in a substantial way. We do not understand that 
such is the position of the Commission or that, if Congress had 
accepted the Commission’s suggestion, the law would be substan- 
tially different from what it is today, except the court instead of 
b= an Commission would be required to make the award of repara- 
ion. 


However, admitting for the sake of argument that the Director- 
General has correctly stated the position of the Commission and 
that the Commission’s suggestions, if followed by the enactment 
of a new statute, would change the law as to the proof required 
in reparation proceedings, nevertheless, in so far as the present 
controversy as to whether or not the Director-General should pay 
awards of reparation made by the Commission is concerned, that 
is immaterial. In issuing its report to Congress the Commission 
was not endeavoring to interpret the law as it is but was only 
stating to Congress what law, in its opinion, should be enacted 
for the future. Because the Commission thought that the law 
should be changed and should be otherwise, does not mean that 
the law actually was otherwise, and does not support the position 
taken by the Director-General that the law does not apply. 


Nor was the Supreme Court in error in stating that the carrier 
could not lawfully be, permitted to retain its illegal profit. It is 
true that under Section,6 of the Act the carrier must collect in 
full every published rate -whether reasonable or unreasonable. There 
is no provision of law, however, which holds that a portion of the 
rate shall not be repaid to the shipper by way of damages upon 
the showing that the rate.-~when collected was unreasonable. In 
fact. the law is exactly otherwise, being that where a shipper has 
shown a rate paid to be unjust and unreasonable the Commission 
shall direct the carrier:t6 pay to the shipper by way of damages 
the unreasonable portion of the rate. 

There is a clear’distinction between an unduly prejudicial rate or 
unduly discriminatory rate adjustment which violates Section 3 of the 
Act and an unreasonable rate which in and of itself violates Section 
1 of the Act. A finding by the Commission that a rate adjust- 


ment was unduly discriminatory or unduly prejudicial is in no 
sense a finding that the carrier collected too much money. In fact, 
where the finding of undue discrimination or undue prejudice stands 
alone without a contemporaneous finding that the rate is unjust 
and unreasonable, the finding is not that the rate collected was 
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too high, but rather that the unduly preferential rate was too low. 
In such a case the carrier has not collected from the complain- 
ant too much money but has rather given to the complainant’s com- 
petitors transportation services for too little money. The damages 
there, as the Supreme Court said in the International Coal case, are 
not necessarily to be measured by the difference in rates, since 
there is no showing or finding that the carrier has collected too 
much money from any shipper. 

It is otherwise where there is a finding that the rate was 
unjust and unreasonable in violation of Section 1. There the Com- 
mission in effect says that from the partieular shipper who com- 
plains the carriers should not have collected the rate charged, but 
rather should have collected some lower rate. The unlawfulness 
in such a case is occasioned solely by the fact that the carrier 
collected too much money for the services rendered. The Commis- 
sion having found that the carrier collected too much money, it fol- 
lows that it is unlawful for the carrier to retain the unreasonable 
amount. 

This distinction was clearly pointed- out by the court in the 
Darnell-Taenzer case, where on page 534 of 245 U. S. it is said: 

“The cases like Pennsylvania R. Co. vs. International Coal Min- 
ing Co., 230 U. S., 184, 57 L. ed., 1446, 33 Sup. Ct. Rep. 893, Ann. Cas. 
1915-A, 315, where a party that has paid only the reasonable rate 
sues upon a discrimination because some other has paid less, are 
not like the present. There the damage depends upon remoter con- 
siderations. But here the plaintiffs have paid cash out of pocket that 
should not have been required of them and there is no question as 
to the amount of the proximate loss.’’ 

After all, although the Darnell-Taenzer case refers to the un- 
lawfulness of retaining the illegal profit and although we usually 
consider reparation as the refunding of a portion of the rate paid, 
in reality it is the payment of damages which are measured by the 
difference between the rate paid and the rate subsequently found 
reasonable. 

It is not improper that damages should so be measured. In 
Pennsylvania R. Co. vs. Olivit Bros., 243 U. S., 574; 61 L. ed. 908, 
which was a suit on a claim for loss, the carrier urged that the 
damages awarded by the court could. not properly include the freight 
rate paid on the ground that the law compelled the collection and 
retention by the carrier of all published tariff charges. The court 
held, however that such freight charges constitute a part of the 
damages sustained and as such were properly included in the re- 
covery. 

While in a sense the collection of an unreasonable rate is a 
public wrong, it is also a private wrong since the money was paid 
to the carrier by an individual. For a private wrong there should 
be compensatory damages paid to the individual who paid to the 
earrier the excessive freight charge. This was recognized by the 
Supreme Court in Spiller vs. Atchison, T. & S. F. R. Co., 253 U. S., 
117; 63 L. ed., 810, where the court said: 

“The provisions of the act giving redress, compensatory in its 
nature, to persons sustaining pecuniary injury through the violation 
of public duty by the carrier, must receive a reasonably liberal, 
and not a narrow, interpretation.”’ 

Furthermore, the Supreme Court in the Darnell-Taenzer case 
was correct in holding that these damages should go to the shipper 
who’ paid the charges, since it is true that, as a practical matter, 
it is impossible to follow commercial transactions through their 
various steps to determine whether the damage was in fact passed 
on. The Director-General in his memorandum cites one and only 
one instance in which he asserts it.can be shown that damages 
were passed on. That is the case of the dealer in fuel whose selling 
price was fixed by the Fuel Administration upon the basis of the 
existing freight rate. The real position taken by the_ Director- 
General, however, goes far beyond that situation and is that where 
a shipper made a profit on goods sold including the freight charges 
as part of his cost, he should not be permitted to recover repara- 
tion because he paid an unreasonable rate. 

It is common knowledge that most commodities are sold at 
prices governed chiefly by competition with other manufacturers, 
and not at a definite price dependent only upon a fixed freight 
rate. In such a case, while it may be true that the shipper made a 
profit on the article transported and in that sense passed on the 
freight rate to the —: nevertheless if the freight rate had 
been less the profit to the shipper would have been greater. As 
a matter of right, the shipper is entitled to make the profit he 
would have made if the freight rate had been reasonable. The loss 
of profit occasioned by the exaction of an unreasonable rate is ac- 
curately measured by the difference between the rate paid and the 
rate found to have been reasonable. Loss of profit is one element 
of damage which the Supreme Court in the International Coal case 
specifically commented upon. 


As a matter of fact, it is ordinarily impossible to say that on a 
single transaction a profit was or was not made or that the freight 
rate on a particular transaction was or was not passed on to the 
consumer. 


The position of the Director-General in reality is that whenever it 
can be shown that a shipper made a profit on his entire business, 
then, on the theory that the entire freight charges were passed on to 
the consumer, no awards of reparation should be made to that ship- 
per. Even if the business as a whole resulted in a profit, such evi- 
dence would not support the defense to a claim for reparation that 
the freight charges were passed on, since it in no respect is a 
showing that the freight rate on the one particular shipment in- 
volved was passed on to the consumer. : 

The Commission has many times pointed out the difficulty of 
trying to follow the freight charges beyond the shipper who paid 
them as the price of transportation. In Kindelon vs. Southern Pa- 
cific Co., 17 I. C. C., 251, 254, the Commission in considering this 
question said: 

The shipper who has been charged an unlawful rate, and who 
is the owner of goods transported, is entitled to repayment without 
the imposition of the impossible task upon the Commission of ascer- 
taining the ultimate profits accruing from the 'buainess of the 
shipper.”’ 

"On the same point in Burgess vs. Transcontinental Freight Bu- 
reau, 13 I. C. C., 668, 680, the Commission said: 

“If complainants were obliged to follow every transaction to 
its ultimate result, and to trace out the exact commercial effect of 
the freight rate paid, it would never be possible to show damages 
with sufficient accuracy to justify giving them.” 

In Ballou & Wright vs. N. Y., N. H. & H. R. R. Co., 341.0. CG, 
120, 121, the Commission said: 
“The single question contested is complainant’s right to repa- 
ration, defendants showing that complainant added an arbitrary 
sum of $15 to the sale price of each motorcycle to cover freight and 
local drayage charges, from which they argue that complainant suf- 
fered no damage and therefore is not entitled to reparation. * * * 
Carriers cannot be heard to say that reparation for the exaction 
of unreasonable freight rates should be denied because the shipper 
or consignee, from whom the same has been collected, has on that 
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——. secured a higher price for the commodity from his py. 
chaser. 

The case just cited went to the Circuit Court of Appeals, the 
court there sustaining the position of the Commission, N. Y., N, H 
& H. R. R. Co. vs. Ballou & Wright, 242 Fed., 862. j 

The Director-General, in an effort to maintain the propositioy 
that it is possible and proper for him to show that damages ocen- 
sioned by paying an unreasonable rate had been passed on, is disre- 
garding not only the decision of the Supreme Court in the Darnajj. 
Taenzer case, but also that court’s reaffirmance of that holding 
in the Spiller case. In the latter case the carriers were sued on a 
reparation order issued in an interstate commerce proceeding which 
involved unreasonable rates on live stock . There the carriers urged 
just as they did in the Darnell-Taenzer case, and just as the Director. 
General does here, that the payment of a published rate atterwards 
found to be excessive is not evidence that the party who paid the 
freight rate was damaged thereby. In reference to that contention 
the court said at page 132 of 253 U. S.: 

“The principal defense before the Commission was that the pay- 
ment of a published rate afterwards decided to have been excessiye 
was not evidence that the party who paid the freight sustained dam. 
age to the extent of the excess. The circut court of appeals sus- 
tained this contention at the first hearing (158 C. A., 227, 246 Feq, 
1, 23), but it has since been ruled otherwise by this court (South- 
ern P. C. vs. Darnell-Taenzer Lumber Co., 245 U. S., 481, 534; 69 
L. ed., 451, 455 P. U. R., 1918-B, 598, 38 Sup. Ct. Rep. 186); and in 
view of this upon the rehearing the circuit court of appeals withdrew 
this part of.its former opinion (161 C. C. A. 587, 249 Fed. 677).” 

Nor is the Darnell-Taenzer case in conflict with the principles 
enunciated in the Meeker case, 236 U. S., 412; 59 L. ed., 644. The 
court in the Meeker case in sustaining the constitutionality of the 
Act held that the statutory provision making the findings and order 
of the Commission prima facie evidence in a court of record of the 
facts therein stated only established a rebuttable presumption and 
neither abridged the right of trial by a jury nor deprived the car- 
rier of its property without due process of law. 

In the first place it should be noted that we are here consid- 
ering awards of reparation against the Director-General. As applied 
to him, the Interstate Commerce Act is constitutional whether or 
not the Commission’s findings are rebuttable, since the constitutional 
provisions relied upon in the Meeker case do apply to the Director- 
General representing the United States. 

In the second place, the Meeker case did not attempt to say 
what evidence would or would not rebut the prima facie showing 
made by the Commission’s order. That the carrier has the right 
by proper evidence to rebut this prima facie showing, is one distinct 
proposition. What constitutes the sort of evidence which will ac- 
tually rebut the prima facie showing is another distinct proposi- 
tion not touched upon by the court in the Meeker case. This latter 
point was passed upon in the Darnell-Taenzer case and the holding 
there that the presumption of damage occasioned by the payment 
of an unreasonable rate cannot be rebutted by showing that the 
shipper has passed on the unreasonable charges is in no respect in 
conflict with the Meeker case. 

Under the principles enunciated in the Meeker case and the 
Darnell-Taenzer case the Director General, if the statutes permit 
him to go into court to defend a reparation order, has the same 
privilege of rebutting the Commission’s finding that the corporate 
carriers have had heretofore. All that the Supreme Court said in 
the Darnell-Taenzer case was that such a finding could not be re- 
butted by showing that the damages were passed on to the con- 
sumer. It is still possible to show to the court thai the finding of 
the Commission was without evidence to support it or that the shipper 
in whose favor the award was issued did not in fact pay the charges. 
If the Director-General can make either of these showings the Com- 
mission’s finding of damages is rebutted and the shipper cannot 
succeed. 

Finally, the position taken by the Director-General that irie- 
spective of how the law applies to the carrier corporations, it can- 
not be said to apply to the Director General, is erroneous. 

In Missouri Pacific vs. Ault (decided June 1, 1921), the Supreme 
Court held that the substantive rights of the public were not changed 
by the fact that the Director-General operated the roads under Fed- 
eral conrol. The court there said: 

“The government was to operate the carriers, but the usual 
immunity of the sovereign from legal liability was not to prevent 
the enforcement of liabilities ordinarily incident to the operation of 
carrers. * * * The courts were to go on entertaining suits and 
entering judgments under existing law, but the property in the har.ds 
of the President for war purposes was not to be disturbed. With 
that exception the substantial legal rights of persons having deal- 
— to the carriers were not to be affected by the change of 
control.’ 


It cannot be contended that the Director-General is in any 
different position than the corporate carriers would be as regards 
liability for damages on account of the exaction of an unreasonable 
rate. Federal control did not change the law that all rates must be 
just and reasonable and that where an unreasonable rate has been 
charged the shipper who paid the rate is entitled to reparation. 
Whatever rights the law gave the shipper in his dealings with the 
corporate carriers were retained against the Director-General. If 
the law as interpreted by the Supreme Court would obligate a 
corporate carrier to pay the kind of reparation claims which the 
Director-General seeks to avoid, that law, without modification, 
must be applied to the Director-General. 


The Director-General further urges that under the principles of 
proof enunciated in the Darnell-Taenzer case an award of repara- 
tion becomes a penalty and that penalties cannot be enforced against 
him. However, an award of reparation can in no sense be said to 
be a penalty. 

In the first place the Director-General starts with an_ erroneous 
premise by stating that under the Commission’s construction of the 
law, no proof of damage is necessary. As a matter of fact, the 
statute, the holding of the court in the Darnell-Taenzer case, and 
the subsequent decisions of the Commission are to the effect that 
proof of payment of an unreasonable rate is the proof of damase. 
For damages so proven, reparation may be awarded, which is not 
a penalty, but is the same sort of compensation that every person 
is entitled to recover when his private rights are invaded. Repa- 
ration is granted not to punish the carrier for assessing an unrea- 
sonable rate, but rather to place the shipper, and we may say the 
carrier or Director-General as well, in the same position as if @ 
reasonable rate had been charged. 


The mere fact that the Supreme Court has stated that a cer 
tain kind of evidence is not a defense to an action for reparation, 
does not make the reparation a penalty. Whether or not repara- 
tion constitutes compensatory damages or a penalty depends on 
the purposes for which it is given and not at all upon the manner 
by which the right to it must be proven. f less 

The test is whether or not the reparation is given for a . 
actually sustained and susceptible of measurement, or whether ! 
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is given in addition to compensation for the loss in order to punish 
on make an example of a_wrong-doer. The test was pointed out 
r= the Supreme Court in Monongahela Navigation Co. vs. United 
States, 148 U. S., 312, 326; 37 L. ed., 463, 468, where it was said: 

“Thus we speak of damages by way of compensation, or com- 
ensatory damages, as distinguished from punitive or exemplary 
famages, the former being the equivalent for the injury done and 
the latter imposed by way of punishment.” : 

The principles of law which controlled the decision of the court 
in the Darnell-Taenzer case were there applied to reparation on 
ihe theory that it was the equivalent of compensation for the injury, 
the holding of the court being that the loss sustained by the exaction 
of an unreasonable rate could only be measured by the difference ve- 
tween the rate paid and the rate found reasonable. 

Whether reparation constitutes compensatory damages or a 
penalty was directly passed upon by the Supreme Court in the Spiller 
ease. “The carriers there urged that a claim for reparation was a 
caim for a penalty and not, therefore, a property right assignable 
at law. Ys Supreme Court ruled otherwise, saying at page 135 

mi, St 
. 14 claim for damages sustained through the exaction of un- 
yasonable charges for the carriage of freight is a claim not for a 
penalty, but for compensation; is a property right assignable in its 
natvurthermore, ever if we admit that the Commission has dis- 
approved the policy of the present law, that does not now justify 
the Director-General in saying: “The law shall not apply to me.” 
it is Congress, not the Commission, which makes the laws, and it 
is the Supreme Court, not the Commission, which finally interprets 
the laws. So long as Congress has passed a law regarding repara- 
tion which the Supreme Court has construed and held to be consti- 
tutional, the Director-General as a governmental agency should be 
the first to respect and obey that law, whether or not some other 
governmental agency has said that the law should be changed. 

Until the law is changed, it must be enforced, and it is unthink- 
able that any government employe or official should refuse to obey 
the law on the ground that the law is wrong. So long as the law 
jsas it is, we do not feel called upon to discuss what the iaw should 
be, It is enough that shippers have been given certain rights which, 
with respect to transactions in the past, have become vested. Such 
vested rights are in all respects property of which shippers may not 
nw be deprived. It may be the purpose of the Director-General to 
attempt to secure from Congress the passage of a_ retrospective 
statute relieving him from paying reparation. on account of unreason- 
able rates assessed during the period of federal control. Such an 
effort is futile, for even if Congress could be persuaded to pass such 
a law, the Supreme Court must necessarily hold that it will he 
unconstitutional as depriving the shippers of their property without 
due process of law. 

Even though such a law be constitutional, there would be no 
moral justification for its enactment. The Director-General points 
out that he incurred large deficits in the operation of the railroads, 
which should not be increased by forcing him to pay out further 
sums by way of reparation. 

It must be remembered, however, that the shippers who are 
seeking reparation from the Commission have paid, by way of tax- 
ation, their just proportion of the Director-General’s deficit. If this 
deficit is increased by further payments of reparation, those same 
shippers will pay their just proportion of that increased amount 
and neither that total amount so increased nor the proportion tuxed 
against the rest of the public will be greater than if the Director- 
General had in the first instance charged rates which were no more 
than just and reasonable. 

Both the Federal Control Act and the Interstate Commerce Act 
impose upon the Director-General the duty of maintaining just and 
reasonable rates. Because the Director-General failed to comply 
with that requirement of law, affords no reason now for seeking to 
force upon the shippers who paid the unreasonable rates more than 
thir just proportion of the Railroad Administration deficit. Yet 
tht is what the Director-General seeks, because refusing repara- 
tion to a shipper who paid an unreasonable rate, is making him pay 
a special tax, in addition to what he would pay as a taxpayer, as 
his full proportion of the entire deficit of the Railroad Administration. 


PARCEL POST TO RUSSIA 


The Traffic World Washington Bureau ~ 
Parcel post service is now open to Russia, as well as regular * 


nail service, according to an announcement issued by the Post 
Office Department, September 15. This service was discontinued 
during the war due to unsettled conditions in Russia. 

Unregistered parcels- will be sent to Russia-in-Europe and 
Russia-in-Asia (except the Ukraine and Turkestan), by way of 
England, where they will be placed in “the regular mails for 
Russia, Parcels may now be dispatched to Russia when prepaid 
atthe regular postage rate of 12 cents a pound, plus a transit 
tharge as follows: 


1. Russia-in-Europe.—For parcels weighing up to 3 pounds, 66c; 
parcels weighing more than 3 pounds, but not more than 7 pounds, 
; parcels weighing more than 7 pounds, but not more than 11 
Pounds, 84e, . 

2. Russia-in-Asia.—For parcels weighing up to 3 pounds, 96c; 
larcels weighing more than 3 pounds, but not more than 7 pounds, 
cme Poi weighing more than 7 pounds, but not more than 11 

8, $1.14 


New yeu), Parcels will be dispatched via the exchange postoffice of 
; ork, 
f 4. Fully prepaid letters and post cards, at Postal Union rate of 5c 
or the first ounce or fraction of an ounce, and 8c for each additional 
ounce or fraction of an ounce, addressed to Russia in Europe (includ- 
the Ukraine, Republic of Georgia and Azerbaijain) will be accepted 
% dispatch to the New York postoffice for inclusion there in the 
mails for London. Mail for Russia in Asia, except Vladivostok and 
astern Siberia (Far Russian Republic), is subject to the same rate 
ind likewise limited to letters and postcards. } 

». Mails for Vladivostok and Eastern Siberia (Far Russian Re- 
bublic) will be accepted when it consists of letters, postcards, printed 
jitter, samples of merchandise and commercial papers conforming to 
* Postal Union postage rates, conditions and classifications for dis- 
intch to San Francisco, Calif., or Seattle, Wash., and inclusion there 
“mails prepared and dispatched to Vladivostok. 


, Our Washington Office is your Washington office 
4 fue are a subscriber to THE DAILY TRAFFIC 
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-ufacturing plans for the entire season. 
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LOSS AND DAMAGE CLAIMS 


(Nineteenth of a series of articles written for The Traffic World by 
C. H. Dietrich.) 

The proper basis for presentation of claims arising purely 
from delays in transit is, in many cases, not thoroughly under: 
stood, and as a consequence there is frequently considerable 
difficulty in reaching satisfactory adjustments. The general 
rule that applies to claims for delay alone, where no deteriora- 
tion of the commodity is involved due to its perishable nature, 
failure to refrigerate, etc., provides for a measure of damage 
based on the difference between the reasonable market value 
of the commodity at the time and in the condition in which it 
should have arrived, and its reasonable market value on the 
date of its arrival at destination. When the commodity has no 
market value, as in the case of machinery, household goods, 
etc., the rule contemplates reimbursement on the basis of the 
reasonable rental value of the property for the period during 
which it was delayed in transit. This general proposition is 
based, of course, on the presumption that the delay was of a 
negligent character and that the carrier was legally responsible. 

In making a cursory examination of a considerable number 
of claims based on delay, I have found that this general rule 
of damage must be considerably misunderstood by those pre- 
senting claims of this nature, as the basis used by many claim- 
ants range from an outright refusal to accept the shipment to 
an amount made up of lost profits, loss of trade, expense of 
carrying over to another season, additional cost of repurchasing 
goods through other channels, and many other similar charges. 
It is a fact that an unreasonable delay in transit frequently 
results in a monetary loss to the consignee far greater than if 
the shipment, somewhat damaged, had arrived on time, and, in 
addition to the actual monetary loss sustained, embarrassment 
and inconvenience are very frequently occasioned out of all pro- 
portion to the actual value of the shipment. 

This latter feature is what usually aggravates the situation 
and results in claims being filed for amounts greatly in excess 
of the damage due under the general rule outlined above. As 
an instance of how this works out in actual practice we might 
cite the case of a piece of machinery badly needed, perhaps, at 
a plant that is behind in its orders, and which is delayed in 
transit for a period of thirty days over and above the usual 
time for such a movement. The rental value of this machine 
for thirty days might not represent, in such a case, the actual 
loss to the consignee by reason of having his plant output re- 
stricted for that period by the absence of this particular ma- 
chine. Indeed, the failure of this shipment. to arrive within a 
period of thirty days after due might easily disarrange his man- 
However, the rule of 
law undoubtedly contemplates the average situation and ac- 
cordingly has provided an average compensation in the reason- 
able rental value during the time the shipment is delayed en 
route. 

Still another feature of claims for delay in transit that pro- 
vides endless material for arguments and controversy is the 
question of what constitutes reasonable dispatch. The law pro- 
vides that shipments must be transported with reasonable dis- 
patch, and in arriving at a basis for presenting a claim for 
delay in transit, reasonable dispatch is ordinarily interpreted 
as the time ustially consumed in moving a similar commodity 
between the points involved in the particular transaction. In 
other words, what would be reasonable dispatch for a car of 
lumber between two given points would not be at all reasonable 
in the case of a shipment of highly perishable green fruit or 
live stock. Where it is possible for a claimant to show a record 
of a considerable number of shipments of the same commodity 
between the same points, and take the average time consumed 
in the movement, such a basis is not an unreasonable one, in 
my judgment, for using in connection with a shipment that is 
badly delayed and on which a claim is filed for damage on that 
account. This is particularly applicable to non-perishable freight 
that does not move on any. particular schedule. It is different, 
of course, in connection with a highly perishable freight on 
which a specific schedule is published. Such schedules might 
properly be used as a basis, it seems to me, particularly where 
a regular movement of a similar commodity has been made and 
the time necessary to move it has been thereby established. 

The one great mistake made by many receivers of freight 
in connection with delays is a refusal to accept the property 
upon its arrival. This action on the part of the consignee leaves 
the carrier with a shipment on its hands for the disposal of 
which it has no proper facilities, and as a result there is, in 
addition to the actual loss that may have occurred by reason 
of the delay itself, a further and much more serious one brought 
about by the necessity of the carrier being obliged to sell the 
property through other than regular trade channels. A claim 
naturally follows for the full value of the shipment and a con- 
troversy between claimant and claim officer with regard to the 
proper adjustment to be made results. A great many such dis- 


agreeable claims would have been unnecessary had the con- 
signee accepted his property upon arrival and presented his 
claim, based on the difference between the market value.of the 
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shipment on the date it was due to arrive and its value when it 
finally reached him. 

It is, of course, out of the question to even attempt to sketch 
the thousands of situations that arise in connection with de- 
layed shipments, or to invent a general rule that will cover 
even a fraction of such; but this one rule is certainly applicable 
to all delayed shipments—namely, that the consignee to whom 
the property belongs should accept it immediately upon arrival, 
do his very best to minimize the loss, and if he takes this action 
and handles the shipment in good faith, I doubt whether there 
will be many instances where he is denied a fair claim for his 
damage, provided always the delay is something for which car- 
riers are legally responsible. 

There is another class of claims that should be mentioned 
in these articles which perhaps needs no comment so far as the 
proper basis of presentation is concerned, yet they are numerous 
enough and involve enough money to warrant a few paragraphs 
in their connection. These are claims for the value of property 
shipped subject to shipper’s order and which are erroneously 
delivered without requiring the consignee to surrender the origi- 
nal bill of lading, properly indorsed, before delivery of the 
freight is made. In our analysis of claims paid, reported monthly 
to the American Railway Association, and consolidated by that 
organization, there is shown a column headed “errors of em- 
ployes,” and while there are other errors that result in claim 
payments I am quite sure that this particular error accounts 
for the vast majority of claims carried’ under that heading in 
their consolidated report. For the month of May, 1921, these 
payments amounted to $191,437, which would make an annual 
payment of $1,292,000. The basis on which such claims are 
presented is, of course, simple, in that the amount for which 
draft is drawn on consignee by the shipper, in almost every 
instance, represents the value of the goods, and it is for this 
amount the shipper holds the carrier where wrong delivery is 
made. 

The only suggestion I have with respect to the presentation 
of such claims is that shippers should forward a claim of this 
nature to the interested line at the earliest possible moment 
after such erroneous delivery is discovered, as the early pres- 
entation of the claim gives the line at fault a better opportunity 
to recover the amount involved from the party who received 
the goods without paying for them. I have received several 
claims of this character recently, on which claims were not 
presented until several months after the transaction, and in one 
case the firm receiving the property had gone out of business, 
while in another the consignee had.«dfed in the interim. 

With reference to the cause for this class of claims, it is 
occasionally due to an error in billing, but in the great propor- 
tion of these cases we find the cause is located at the destination 
station where the delivering agent is either careless with rgard 
to this character of shipment or is inveigled by consignees into 
permitting them to take delivery on the promise that the lading 
will be surrendered later. There is, of course, no possible ex- 
cuse in either case. For the transportation company there can 
be but one answer to the question as to why the shipper con- 
signs his freight subject to delivery only upon surrender of 
the original bill of lading—namely, that the consignee’s credit 
with him is not first class. Therefore, if the shipper, who is 
presumed to be making a profit on his transaction, cannot trust 
his customer with the property until the draft has been paid 
and the bill of lading lifted from the bank, how much less can 
the transportation company afford to take the responsibility of 
making delivery of such a shipment until the bill of lading is 
in its agent’s hands. 


The proper handling of bills of lading on shipments consigned 
to shipper’s order is a matter that the carriers themselves can 
well afford to agitate, with a view toward educating the agents 
receiving such freight as to the necessity of handling strictly 
in accordance with instructions. If this were done it would 
unquestionably eliminate a vast number of very expensive and 
disagreeable claims. 

Still another class of claims that*’might warrant some men- 
tion are those brought about by errors of diversion or recon- 
signment of shipments in transit. There are various rules pro- 
vided for in the tariffs for the diversion and reconsignment of 
shipments, both carload and less carload, but there is no uniform 
practice in connection with the filing and handling of diversion 
and reconsignment orders. In many; instances this lack of uni- 
formity is responsible, in a measure, for tle confusion and failure 
to apply, that finally result in loss or damage and consequent 
claims. 

First in importance for a shipper to understand is with what 
agent or officer of the carrier an orger for a diversion or recon- 
signment is to be placed. If this is thoroughly understood there 
is a saving of time made in applying the order that will insure 
the shipment being diverted or reconsigned- promptly. This fea- 
ture is of special importance in the case of cars that are rolling, 
on which a diversion must be made before some given junction 
point is passed. It is unfortunate that almost every railroad 
handles reconsignments and diversions in a different manner or 
have different officers in charge of these matters. This is not 
of quite so much consequence in the case of firms doing a large 
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amount of reconsigning and diverting, because such firms 
familiarize themselves with the different methods of the several] 
lines with which they do business, but where an individual or 
firm only occasionally finds it necessary to reconsign or divert 
freight it must certainly be somewhat puzzling. Furnishing 4j. 
versions or reconsignments by telephone, even though confirmed 
by mail, opens the way for errors, and while it is practically ip. 
possible to avoid telephone instructions in some cases, this 
method should be discouraged as much as possible. 

Where a diversion or reconsignment fails and the shipment 
is through error permitted to move to its original destination, or 
is delayed at point of reconsignment, and damage or loss ensues, 
the claim is ordinarily based on the difference between the 
reasonable market value of the product in the condition and on 
the date it would have arrived at the proper destination, if the 
diversion or reconsignment had been complied with, and the 
reasonable market value at the erroneous destination, to which 
it was forwarded on the date of its arrival. Many claims of this 
character, however, can be avoided, particularly in the case of 
non-perishable freight, if the mistake is discovered promptly and 
the carrier hauls the shipment to the correct destination with. 
out delay. This, of course, is the procedure that should be fol- 
lowed out in every case it is possible. 

The principle bone of contention, in the case of claims for 
failure to divert in transit, usually arises on the question of 
whether the diversion orders were given in time to permit the 
carriers to make the diversion under ordinary circumstances, 
This question is often a very fine one to determine, but it is 
generally recognized that if diversion orders are filed within 
24 hours before the car, if rolling, reaches the last junction 
point at which it could be diverted in the direction of its new 
destination, sufficient time is allowed to enable the carrier to 
apply the diversion and forward the car to its new destination. 
There are, of course, innumerable variations of circumstances 
that arise in connection with this work and no general rule can 
be laid down, as each case must be settled on its own merits. 
When we take into consideration the thousands of diversions 
that are handled every day on the lines in this country the errors 
that result in claims are comparatively few. 


MONTANA EXPRESS RATES 


The Trafic World Washington Bureau 


By an order in No. 13069, Montana Express Case, the Com- 
mission has ordered an investigation of express rates and clas- 
sification in Montana, as.the result of action by the Board of 
Railroad Commissioners of that state in refusing to permit the 
American Railway Express Company to apply to intrastate traf- 
fic the percentage increases and changes in the classification 
authorized by the Commission for interstate traffic. 


LOUISIANA INTRASTATE FARES 


The Trafic World Washington Bureau 


Counsel for the Louisiana public service commission, in a 
brief filed in No. 12842, in the matter of rates for berths, draw- 
ing rooms, compartments and seats in Pullman and parlor cars of 
the Pullman company in Louisiana, take the position that the 
Commission is without jurisdiction to determine the reasonable 
ness of intrastate fares within the state of Louisiana. The 
state commission refused the Pullman company permission to 
advance its charges for intrastate travel in the same percentage 
amounts as prescribed by the Commission for interstate travel. 


KANSAS INTRASTATE RATES 


The Trafic World Washington Bureau 


On application of Clyde M. Reed, chairman of the Kansas 
commission, the Commission has entered an order in No. 11916, 
Kansas rates, fares and charges, reopening the case for further 
hearing with reference to specific intrastate rates, fares or 
charges applicable within the state of Kansas that may be 
higher than interstate rates, fares or charges to or from Kansas 
points. The matter has been set for hearing at Topeka, Kan, 
before Attorney-Examiner Disque, October 6. 

Probably the most important contention made by the Kansas 
commission in the Kansas intrastate rate case was that in re 
spect to certain intrastate rates being higher than interstate 
rates. The Commission, in ordering the carriers to apply to 
Kansas intrastate traffic the same percentage increases as al- 
thorized for interstate traffic in that territory, provided that the 
carriers were not authorized to establish intrastate rates higher 
than interstate rates. Mr. Reed said the carriers had disregarded 
this prohibition and had put on a 5 per cent increase on top of 
the 30 per cent increase which had been authorized by the state 
commission, to bring the rates up 35 per cent, the increase alr 
thorized for interstate traffic in that territory. 





LOAN TO WESTERN MARYLAND 
An application of the Western Maryland Railway Company 
for a loan of $1,000,000 to aid the company in enlarging ils 
grain elevator facilities at Baltimore, Md., has been approvet 
by the Commission. 
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| Questions and Answers 
















THE 








In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions mere Fe practical traffic 

oblems. We do not desire to take the place of traffic man but to 

elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
| served to refuse to answer in this department any question, legal or 
i traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of invéstigation herein contemplated. 


Address Questions and Answers Department, : 
1 Traffic Service Corporation, Colorado Building, Washington, D. C. ‘ 


r 





Reparation 


Ohio.—Question: Carload rating was recently established 
on a commodity that formerly had no carload rating. A con- 
siderable number of carloads were previously shipped and 
charged for at rating shown in classification, which rating did 
not specify any quantity. In view of the fact that shippers 
joaded and consignee unloaded all of these cars and carload 
rating has now been established, we filed claims against the 
railroads for refunds on cars moving prior to establishment of 
the carload rating, which claims were refused, and we intend 
taking the matter up with the Interstate Commerce Commis- 
sion. Please advise your opinion of this and state what form 
would be necessary when presenting this to the Interstate Com- 
merce Commission. 

Answer: While the Commission has held in numerous 
cases that the voluntary reduction of, rate does not in .itself, 
without proof that the former rate was unreasonable, furnish 
a sufficient reason for awarding reparation, if you can prove 
by proper evidence that the rate charged on the shipment was 
unreasonable to the extent it exceeded the carload rate subse- 
quently established, the Commission will award reparation for 
the difference between the rate applied and the rate subse- 
quently established. 

Such a showing could only, in view of the action of the 
carriers in declining your claims, be made in a formal complaint 
before the Commission. 


Rate to Apply on Shipment Reoonsigned After Placement at 
Original Destination 


Ohio.—Question: I note on page 428 of the August 27 issue 
of The Traffic World your answer to “Ohio” with reference to 
rate to apply on shipments reconsigned after placement at origi- 
nal destination. You state that rule 12 of the General Recon- 
signing Rules governs in such cases; further, that the rule pub- 
lished by the Central Freight Association and trunk lines effec- 
tive June 20, 1921, provides for the protection of the through 
rate from the original point of shipment to final destination 
applicable via the reconsigning point, and if there is no through 
rate from original point of shipment to final destination ap- 
plicable via the reconsigning point the tariff rate in effect to 
and from the reconsigning point must be applied. 

We have carefully checked the tariffs of the carriers cen- 
tering in Cincinnati, namely, Pennsylvania, Big Four, Erie, C. 
& 0. N. & W., B. & O. and others, and find that supplements 
issued to become effective as late as July 5 provide under rule 
12 as follows: 


After a car has been placed for unloading at original billed des- 
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WANTED—Representative in every d¢ity, well acquainted with 
traffic managers, and capable of selling Wetzel Drop Front Tariff Files. 
See advertisement, page 531, this issue. Give experience, references. 
» A. Wetzel Co., Marquette Bldg., Chicago. 
DLL el 

POSITION WANTED—Traffic Manager with eighteen years’ rail- 
tad and industrial experience, rates, claims, etc., now employed, 
desires to connect with larger position, better opportunity for ad- 
Vancement. Furniture, lumber, grain, coal or produce; Chicago or 
Vicinity preferred. Married, age thirty-four. Minimum salary con- 
sidered, $3,600. Address F. H. A. 385, Traffic World, Chicago. 


WANTED—Auditor for small short line railroad in South, who is 
also familiar with traffic matters and able to superintend operation— 
4Man experienced in all branches of railroad work, who is of correct 
abits and with clear record will find pleasant working conditions and 
4 permanent position. Address E. E. K. 383, Traffic World, Chicago. 
nnn DfT 

.-FOR SALE—Several thousand first-class No. 1 6x8 8 ft. oak 
‘allroad cross ties. Can also furnish oak switch ties to order. L. E. 
farson, Edwardsburg, Michigan. 
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tination and reforwarded therefrom without being unloaded to a 
point outside of the switching limits, it will be subject to the pub- 
lished rates to and from the point of reconsignment, plus $7.00 per 
car reconsigning charges, except that in no case shall the total be less 
than the charge’ based on the through rate from point of origin to 
final destination, plus $7.00 per car reconsigning charge. 


From the above it will be observed that the combination and 
not the through rate is the one protected, unless the through 
rate is greater than the combination, in which case the through 
rate would be made applicable. There is nothing in the rule that 
authorizes the protection of the through rate when it is less 
than the combination. 

We will thank you to give us the authority for the change 
in this rule which you state became effective on June 20, 1921, 
that would authorize the protection of the through rate where 
it is less than the combination rate plus the reconsigning charge 
in the C. F. A. and Trunk Line territories. 

Answer: It should be observed that the shipment referred 
to in the question of “Ohio,” to which you refer, was a carload 
of coal. Therefore, while the answer does not so state, it is 
confined in its application, to coal shipments only. If you will 
refer to C. C. C. & St. L. Ry. Circular No. Y-156, I. C. C. No. 7707, 
effective June 20, 1921, which issue contains the reconsigning 
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rules of that line applicable to coal, you will find that rule 12, 
relating to shipments reconsigned after placement, is in accord- 
ance with our answer, the general reconsigning rules of the 
Cc. Cc. C. & St. L. being published in that line’s Circular No. 
U-463, I. C. C. No. 7507. 

Liability of Carrier for Wrong Delivery 

West Virginia.—Question: Please refer to your answer to 
“West Virginia’ on page 378 of the August 20 issue of The 
Traffic World, dealing with the liability of a carrier for wrong 
delivery of carload traffic at non-agency stations. 

In the instant case you will note that the carrier was not 
using its own private siding at Stewartsville (did not have one), 
but the private siding of one of the coal companies, and, there- 
fore, it appears to us that, technically, at least, the railroad 
company actually delivered the shipment to the party who used 
the ties. Will you please let us hear from you further, citing, 
if possible, court decisions or decisions of the Interstate Com- 
merce Commission in similar cases? 

Answer: As to whether or not the placing of the car on 
the track in question constituted delivery to the party who used 
the goods is a question of fact to be determined from all of the 
surrounding circumstances. If suit is brought against the car- 
rier the burden of proof will be on the carrier to show that 
delivery was not made to that party. In the event, however, 
the carrier can show that delivery was not made, recovery can- 
not be had against the carrier, but a right of action still exists 
against the party who used the goods, for the reasonable value 
thereof, for as. a general rule of law it is implied that where 
one party receives goods under such circumstances that the law 
presumes a promise on the part of the person benefited to pay 
a reasonable price for the same, recovery of that amount may 
be had. 

Delay—Elements of Damage for 


Texas.—Question: A short time ago we had shipment of 
flashlight batteries in transit by freight from Madison, Wis., 
and, our stock being exhausted several days before we expected 
the freight shipment to reach us, we wired Dallas, Tex., for a 
shipment of 600 pounds to last us until freight shipment was 
received, the order from Dallas to come by express. 

The shipment was promptly made by express, but was eleven 
days in transit, notwithstanding the fact that we were con- 
stantly tracing the express company for the shipment after it 
had been out 72 hours. On the tenth day after the express 
shipment was made we received the freight shipment and on 
the following day received the express shipment. 

We were not pleased with this class of express service, 
since normally we should receive express from Dallas in 48 
hours, and continued to trace the express company for some 
answer as to why shipment was so long in transit, with the 
advice that they were unable to locate responsibility for the 
delay. 

We then filed claim for difference between freight and ex- 
press charges on the 600 pounds, as we most certainly did not 
receive express service on the shipment. Are we not entitled 
to recover on basis of freight charges? ‘ 

Answer: There is no liability on the part of the express 
company to refund the difference between the freight and ex- 
press charges on the shipment from Dallas, for the reason that, 
while the shipment was delayed in transit, it actually moved 
by express and the only rate, therefore, that can be legally ap- 
plied is the express rate. The only damages which you are 
entitled to are such damages as actually resulted from the delay, 
that is, such damages as were the proximate result of the de- 
lay, and which can be proved with certainty. 


Minimum Weight Prescribed by Tariff Must Be Applied, Regard- 
less of Size of Car Furnished, Unless Unreasonable 


Pennsylvania.—Question: A certain tariff carries the follow- 
ing provisions: “Minimum weight 50,000 pounds, except where 
the capacity of car is less, but in no case shall be the minimum 
weight be less than 40,000 pounds.” 

Shippers order a 40,000-pound capacity car for a point cov- 
ered by tariff carrying the foregoing weight provisions. Owing 
to the very limited number of cars of this capacity in circulation, 
and no longer considered a standard car, initial line is unable 
to furnish a car of this capacity. 

Shippers contend, however, that they are legally entitled to 
the protection of a minimum weight of 40,000 pounds when 
loaded either in a 50 or 60 capacity car, if furnished by the 
railroad company in lieu of the 40 capacity car ordered. Kindly 
advise whether shipper’s contention is correct. 

Answer: In our opinion, a shipper, under a tariff provision 
such as you quote, is not entitled to order a 40,000-pound capacity 
ear, for the reason that a minimum weight of 50,000 pounds is 
provided for, except that where, for the convenience of the car- 
rier, a car of lesser capacity is furnished. There is nothing in 
this tariff provision which gives the shipper the right to order 
a car of any particular size, the minimum weight being a fixed 
amount, regardless of the size of car used, except that the car- 
rier will not assess charges at the 50,000-pound minimum where 
a car of lesser capacity is furnished, subject to a minimum 
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charge of 40,000 pounds. See the cases of Tull & Gibbs ys 
N. & W. Ry., 55 I..C. C. 17, and Northern Grain & Warehouse 
Co. vs. S. P. & S. Ry., 63 I. C. C. 205. 


Freight Charges on Damaged Shipment Returned for Repairs 


Michigan.—Question: Will you kindly give us your opinion 
regarding the following? Two ranges are shipped from A ip 
a pool car to B. At B a new bill of lading was made for the 
two ranges and they were reshipped to our dealer at C. 

This shipment was delivered to the delivering carrier at 
B in good condition and was so receipted for on our bill of 
lading issued at that station, but was damaged somewhere be. 
tween B and C. The damage was of such nature that it was 
necessary to return to A for repairs and we have filed claim 
with the carriers for the cost of the repairs, labor and drayage 
and the total freight pai@ on both ranges from A to B, B to ¢ 
and C to A. 

The carriers are complaining because we have included 
freight on the two ranges from A to B, in the pool car, Stating 
that as the shipment was delivered at B in good condition, the 
freight on the. damaged shipment should be based from B to (@ 
and C to A. Should we credit our claim with the amount of 
freight that accrued on these two ranges in the pool car between 
A and B? 

Answer: For injury to shipments in transit damaged 
through its negligence, a carrier is liable to the shippers for the 
difference between the value of the shipment at destination in 
good condition and its value at that point in the damaged con- 
dition in which it is delivered by the carrier. 

If the shipper is willing to accept a damaged shipment and 
make the necessary repairs thereto, and with the carrier’s con- 
sent return it to point of origin for this purpose, and thereby 
relieve the carrier from further liability, the carrier should be 
willing to waive all freight charges on the shipment. In the 
event, however, the shipment is again reforwarded, freight 
charges must be paid for the reforwarding of the shipment. 


Liability of Intermediate or Connecting Carrier for Damage 
Occurring Prior to Delivery to Such Line 


Arkansas.—Question: Please tell us whether or not a suit 
for the recovery of damages, due to decline in market, account 
delay in transit, may be maintained against the delivering line 
at destination in a case such as the following: 


Shipment originated on road A, bill of lading issued by road 
A; shipment moved over road B and over road C; shipment 
delivered at destination by road C. There was unreasonable 
delay on road A and also on road C. 


The point is: Will suit have to be filed at point of origin 
against road A or may it be filed at destination against road 
C, with other carriers as parties? Please give citations support- 
ing your opinion. 


Answer: In the absence of some special statutory provision 
an intermediate or terminal carrier is liable only for loss or 
injury occurring on its own line. Johnson-Brown vs. R. Co., 239 
Fed. 590; Daniels vs. R. Co., 171 Pac. 1178; Copenhaver vs. R. 
Co., 93 S. E. 94. 

This rule is applicable to Arkansas intrastate traffic, in ac- 
cordance with the decision of the court in Chicago, etc., R. Co. 
vs. Ledvetter, 106 Ark. 512, 153 S. W. 801. 


Therefore, as a recovery cannot be had against the initial 
carrier by the filing of a suit against the delivering carrier, it 
will be necessary to file suit against the initial carrier, in which 
event, however, if the shipment was an interstate one, it will 
not be necessary to make the delivering carrier a party to the 
suit, as under the Cummins amendment the initial carrier is 
liable for all damage occurring, either on its own line or on 
that of its connections. As to the matter of service upon the 
initial carrier, the statutes of your state will govern. 


Liability of Carrier for Delivery to Wrong Person 


Illinois —Question: Recently we made shipment of a cal- 
load of paper from the East to a customer in an Illinois town. 
Through error the shipment was not made an “order-notify,” 
as it should have been, but was consigned on a straight bill 
of lading to us, giving the street address and town of the cus- 
tomer. The railroad made delivery of the car to the customer 
without questioning the fact that it was consigned to us. The 
customer’s credit is not what it should be, and we write to ask 
what the liability is of the carrier in a circumstance of this kind, 
the main point being that a straight bill of lading. was used 
instead of an “order-notify.” 

Answer: The duty of a carrier is not merely to convey 
safely the goods intrusted to it, but also to deliver them to the 
party designated by the terms of the shipment, or to his order, 
at the place of destination. This duty to deliver to the proper 
person is absolute. If a carrier deliver goods to a person not 
entitled to receive them it is liable to the person who is entitled 
to them for conversion, rendering it immediately liable, irre- 
spective of its good faith in making the delivery. No question 
of care arises, for in such case the carrier acts at its peril and 
is liable regardless of negligence. See Kommel vs. Transporta- 
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tion Co., 105 Atl. 253, in which it was held that delivery at 
proper address does not excuse delivery to the wrong person. 


Undercharges—Collection of, by Carrier 


Minnesota.—Question: What length of time has to elapse 
before it will be impossible for a carrier to collect an alleged 
claim for undercharge? 

Answer: While section 16, paragraph 3, of the interstate 
commerce act provides that all actions at law by carriers sub- 
ject to this act for recovery of their charges, or any part thereof, 
shall be begun within three years from the time the cause of 
action accrues, and not thereafter, there is nothing in the act 
which raises the presumption that Congress intended to make 
this period of limitation retroactive. We are, therefore, of the 
opinion that, under the construction which has been given similar 
statutes, an action for undercharges may be filed by a carrier 
within the periods of limitation prescribed by the state statutes, 
but not later than three years after the incorporation of the 
above referred to limitation in the interstate commerce act, 
namely, March 1, 1920. 


Reconsignment—Liability of Carrier for Accepting Instructions 
from Other than Owner of Goods or His Authorized Agent 

New York.—Question: We forwarded a carload of material 
consigned and destined to a point in Kansas and, upon arrival, 
order was canceled by the customer and a request made upon 
us to divert car to another destination. 

Previous to time we were requested to make disposition 
and our ability to do so, three days later, the agent at destina- 
tion accepted a verbal order from the consignee, who claimed 
the order came from our field representative, to reship car to 
our Buffalo factory, and our diversion orders did not catch up 
with the car until it was part way back, at which time it was 
reconsigned and forwarded to a point beyond its first destination. 

However, the carriers refuse to apply the through rate from 
original point of shipment to final destination, plus reconsigning 
charge, due to the verbal order which they accepted from con- 
signee, who refused car. 

The position we take is that they had no legal right to ac- 
cept this order until they heard from us as to disposition and, 
therefore, through rate should be applicable. 

Answer: The Uniform Reconsigning Rules provide that on 
“straight” consignments, the original bill of lading should be 
surrendered or other proof of ownership established and that, on 
shipments consigned “To Order” the_original bill of lading should 
be surrendered, or, in its absence, satisfactory bond of indemnity 
executed in lieu thereof. It is further provided that requests 
for consignment must be made or confirmed in writing. If the 
carrier elects to waive the foregoing requirements, he does so 
at his own risk. 

As the goods in question had been refused by the consignee, 
the carrier’s agent acted at his peril in accepting, without con- 
firmation by the shipper, instructions from the consignee to 
return the shipment, notwithstanding the consignee’s statement 
that the shipper’s field representative had authorized the return 
of the shipment. We are therefore of the opinion that the car- 
rier must protect the rate from point of shipment to final des- 
tination, properly applicable via the reconsigning point, plus 
the reconsigning charge. 


Weights—Actual Must Govern 


Indiana.—Question: Some time ago we made a less-than- 
carload shipment at a weight of 6,000 pounds which was not 
inserted on bill of lading and according to estimated weights 
should not weigh over 4,600 pounds. This shipment was not 
weighed over railroad platform, but was loaded into a car and 
net weight of shipment was determined by using the gross, tare 
and net weights of the car. 

This resulted in a weight of 6,000 pounds, or approximately 
1,400 pounds over what shipment should actually weigh. 

It is our contention that on presentation of ample proof 
that shipment should not have weighed the amount resulting 
from weighing of car, weight shouldbe corrected and excess 
freight charges collected accordingly.. Please advise your opin- 
ion. 

Answer: In the case of Peters vs. Oregon Short Line, 20 
I. C. C. 598, the Interstate Commerce Commission said: “The 
actual weight of shipments constitutes the true basis upon which 
to assess transportation charges.” In Potter Manufacturing Co. 
vs. C. & G. T. Ry., 5 I. C. C. 14, it was held that the question 
is one of fact, to be determined in‘a manner just to both parties, 
and as to which, the ex parte action of either party cannot con- 
clude the other. The carrier’s weight should not be considered 
final in determining the actual weight, particularly in view of 
the Commission’s findings in the case In re Weighing of Freight, 
28 I. C. C. 7, wherein the opinion was expressed that the tare 
weight of cars would vary as much as 1,000 pounds, according 
as the weather might be dry or wet. It was shown that between 
April and August 15, 1912, 10,967 cars were lightweighed. Of 
these, 6,254 weighed more than the stenciled weight. The varia- 
tion was all the way from a few hundred to 9,000 pounds, the 
average being 461 pounds to the car; 4,207 weighed less than 
the stenciled weight, the variation being as high as 6,000 pounds, 
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and the average 548 pounds; 506 cars out of the total number 
were correctly stenciled. 

Therefore, if you can produce evidence that the weight 
should not exceed. 4,600 pounds, you can recover in an action 
before the Interstate Commerce Commission or the courts the 
charges in excess of what they should have been if the shipmen; 
had been properly scaled. 


State Vs. Interstate Shipment 

West Virginia.—Question: A shipment of cakes was made 
from a point in Pennsylvania to a point in West Virginia. Aj 
point in West Virginia there is a switching tariff in effect pe. 
tween two railroads; said switching tariff covers the Switching of 
intrastate traffic. If consignee lifts freight bill covering inboung 
movement of car from Pennsylvania to West Virginia and issues 
switching order or new bill of lading, does it then become an 
intrastate shipment, destination being in West Virginia? 

Answer: It has been held that where the through inter. 
state rate in effect between two points is higher than the aggre. 
gate of the intermediate rates, any plan of first billing to an 
intermediate point a shipment that is really intended to reach 
a destination beyond is simply a device for defeating the lawful 
through rate and is unlawful. Kanotex Refining Co. vs. A. 7 
& S&S, ¥., 34 F.C: C.F: 

If, in the instant case, there was a bona fide acceptance of 
the car at the first destination and there are no circumstances 
from which it might be concluded that a through movement to 
the ultimate destination was intended at the time car left origi- 
nal point of shipment, the intrastate switching rate would be 
applicable See our answer to “Texas,” page 482, Traffic World, 
September 3, 1921. 

Reconsignment Vs. Reshipment 


New Jersey.—Question: Several cars of garbanzos originat- 
ing in Mexico were consigned to Nogales, where shipments were 
inspected and destination changed to New York. New bills of 
lading were issued at Nogales, some carrying notation that bills 
were issued in lieu of bills of lading issued at point of origin, 
others failing to carry this notation. 

Would the issuance of the new bills of lading make the 
shipment a new one and allow the application of combination 
rates, or would the reconsigning rules and through rates apply 
because of failure to unload and reload the contents of the cars? 
In the event of combination rates, could the carrier hold the 
consignee responsible for the freight charges into Nogales if 
order bill of lading issued: at Nogales carried no reference to 
point of origin and no advance charges? These goods were 
bought f. o. b. Nogales and consignee does not know who the 
original shipper is. 

Answer: The taking out of a new bill of lading at the first 
billed destination and the payment of the freight charges thereto 
does not, in and of itself, determine whether a shipment has 
been reshipped or reconsigned. Its status depends upon the 
circumstances of the case and the intention of the parties. Hovw- 
ever, to make a reshipment the shipper must first take posses 
sion, either aciual or constructive, of the shipment, at the first 
destination. Wood Butter Co. vs. C. C. Cc. & St. L., 1616.6 
374; Memphis Freight Bureat vs Ill. Cent. R. R., 27 1. C. C1; 
Godwin vs. Y. & M. V. R. R., 31 I. C. C. 25; Krauss Bros. Lumber 
Co. vs. N. C. & St. L., 36 I. C. C. 285; American Refining Co. 
vs. St. L. & S. F. Ry., 50 1. C. C. 270. After possession has been 
taken the shipper must forward his goods as a new shipmelt 
and under a new contract entirely separate from the contract 
covering the inbound movement. Detroit Traffic Assn. vs. F. 8. 
& M.S., 21 I. C. C. 257; Zelnicker Supply Co. vs. M. K. &T; 
37 I. C. C. 615, and Reconsignment Case, 47, I C. C. 590. 

Both the Supreme Court and the Commission have held, it 
a number of cases, that the reforwarding of shipments by the 
consignee, in the same cars (without unloading) in which they 
were received, to other points of destination, does not neces 
sarily establish a continuity of movement, or prevent the re 
shipment from having an independent character. C. M. & St. 
P. Ry. vs. Iowa, 233 U. S. 384; G. C. & S. F. Ry. vs. Texas, 20 
U. S. 403; Detroit Traffic Association vs. L. S. & M. S. Ry. 2 
I. C. C. 257: Merchants Exchange of St. Louis vs. B. & 0. R.B 
34 I. C. C. 341, and Reconsignment Case, 53 I. C. C. 455. | 

If, however, the circumstances are such as not to constitute 
a reshipment, then the transaction is to be regarded as a recol 
signment and subject to the rules applicable thereto. The de 
termining point is whether or not the carrier has in fact pe 
formed a reconsignment service for which a charge can be made. 

A consignee is held liable for freight charges on the -_ 
that, in accepting and receiving the goods, he makes himse 
a party to the contract between the consignor and the carriel: 
It is said that such action on his part amounts to an , 
contract between himself and the carrier to pay the frelé™ 
Penna. R. R. vs. Titus, 216 N. Y. 17, 109 N. EB. 857. ie 

Upon the determination of the question as to whether : 
movement from Nogales constituted a reconsignment or @ aa 
shipment necessarily depends the liability of the consignee 

the freight charges to that point. 


Delivery to Carrier—What Constitutes 


‘eae i a ‘ < > rule 
INlinois.—Question: Please advise me if there is any r 
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Regular 
Sailings 
Frequent 


Sailings ‘ 


Prompt 
Sailings 


OU, MR. TRAFFIC MANAGER, 

know the value of regular, frequent 
and prompt sailings, and you take these 
points into consideration when choosing 
a steamship line for your overseas ship- 
ments. 


HE UNITED AMERICAN LINES 

offer you all these shipping advan- 
tages, and it will be worth your while to 
bear our services in mind. 


Schedules of sailing dates for our various 
Services appear on this page to-day, and 
will appear in this position regularly here- 
after. 


We issue sailing cards monthly for your 
convenience; if you are not already on 
our mailing list, write us at one of the 
following addresses: 


THE TRAFFIC WORLD 


Watch this space every week for 
our list of sailings 


Joint Services with 
Hamburg-American Line 


NEW YORK TO HAMBURG 


S.S. bares ope J 0e'e Olas FO 000510 OSHS LODO eipe wes ccee Sept. 17 
SSS. FEA WILAIN 55.00 -0.0:6 oeigh sc cescy cccteuccsscervooes Sept. 24 
S.S. *MOUNT CaiitOLi eee ee erececoseecceecosess Sept. 29 
Ces, I aslo o es 0saic's onset ewe tee aseeeteeebes Oct. 1 
Sess OEMS conic. c.aigins sieve ¥0'% siSiole'sicbis'tlei biel «srr! eid oles Oct. 6 
Sees, TURNED (CEADCIIIIN  si6::0-¢ dnodidi0i09009.096i0es0oeees Oct. 13 
Soils MMM. “se ssisis aaromane pg slaemlew +0 6-s:s-00:9'065660'0.08 Oct. 15 
sly SERMON: «sins odie sintwainte viet SA elles 4.04990 868% 04's Oct. 22 


*Carries third-class passengers 
LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO HAMBURG 
BS.. TFC wren. bets i ac dcscwenweeeonedsevn Sept. 28 
*Via Baltimore 


BOSTON TO HAMBURG AND BREMEN 


BS. FER seis cciecanmawabaud caus ciwses Nov. 1 
*Via Baltimore and Norfolk 


BALTIMORE TO HAMBURG AND BREMEN 
GB... HINT UN o.oo he econ ewesecie veces Sept. 26 
*Via Norfolk 


BALTIMORE TO HAMBURG 


SO Tee Te Oct. 8 
NORFOLK TO HAMBURG AND BREMEN 
S.S. CLARKSBURG ..... Ml riKr<Hsbabaseeneenianed Sept. 17 
BE, Ce ND nerascoctsasehesvenbecctonss Sept. 30 
NEW ORLEANS TO HAMBURG 
i I ac asnensviesscvées onecan First Half of Oct. 
S.S. SACHSENWALD ..............20065 Second Half of Oct. 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 
NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenhant, Singapore, Batavia, 


Samarang, Soerabaya 
ees Sore NE oo ss 1515.6 win di aveie in aieeis saw arose onward 10 


LOADING PIER 21, POUCH TERMINAL, CLIFTON, “ST 
NEW YORK TO NORTH AFRICA, MALTA, 
EGYPT, LEVANT, RED SEA PORTS 


and Intermediate Ports 
100 Al Steel Steamers Under American Flag 
SB. SEA ae o-5 sie desi ode daanaas es saoeie true dense Oct. 10 


LOADING PIER 21, POUCH TERMINAL, CLIFTON, S. I. 
PACIFIC COAST TO EUROPE 


U. 8. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent 
Direct Fortnightly Sailings 


INTERCOASTAL SERVICE 
with Steamers of the 
American Hawaiian S. S. Co. 
Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma. 


Sailings every Wednesday from New York; fort- 
nightly from Boston and Philadelphia; fortnightly 
from Pacific Coast Ports. 


General Offices: 39 Broadway, New York 















* himself 
the carries Telephone: Whitehall 1020 Cable Address:°‘‘Unamline, New York’’ 
an orig! 

. the freight. Branch Office Western Freight Office Western Passenger Office Branch Office 
57. 40 Central Stre et, 327 So. La Salle St. 156 No. La Salle St., Bourse Building 
whether the Boston, Mass. Chicago, III. Chicago, Ill. Philadelphia 

o a re " 
ene General Pacific Coast Agents, WILLIAMS, DIMOND & CO., 310 Sansome Street, San Francisco 


» is any rule 
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governing the carrier’s liability during the forty-eight-hour period 
allowed for loading of carload freight on carrier’s team tracks. 

If you know of any case where a loss or damage has oc- 
curred during the loading period and prior to the signing of the 
bill of lading by the carrier, I should be pleased to have you 
quote the same. 

Answer: If the shipment has been accepted by the carrier, 
even though the shipper has not received a bill of lading from 
the carrier, the carrier is liable for loss or damage to the ship- 
ment. What constitutes acceptance on the part of the carrier 
depends upon the circumstances of each case. If the shipment 
has been put into the possession of the carrier or its agent and 
shipping directions have been given the carrier, a complete de- 
livery has been made to the carrier, even though a bill of lading 
has not been issued. G. C. & S. F. vs. Anderson, Clayton & Co., 
212 S. W. 814; G. H. & S. A. Ry. Co. vs. Compania Hulera De 
MonClova, 204 S. W. 236; Dionsse vs. American Express Co., 
101-A 209. On the other hand, it is held that, notwithstanding 
the goods are in the actual custody of the carrier, its liability 
as such does not attach before shipping directions have been 
given, and that its liability is that of a warehouseman only. 
Basnight vs. Atlantic, etc., R. Co., 16 S. E. 323; American Lead 
Pencil Co. vs. Nashville, etc., R. Co., 1384 S. W. 618. 


Demurrage—Reconsignment to Embargoed Point 


Pennsylvania—Question: During the early part of 1917 we 
shipped some cars of lumber to Cape Charles, Va., to be recon- 
signed on arrival to various destinations north of that gateway. 

At the time of these shipments reconsigning tariffs of the 
carrier contained no regulations governing application of de- 
murrage charges on cars shipped to Cape Charles, Va., for re- 
consignment to other destinations, which proved to be embar- 
goed points at the time the cars arrived at Cape Charles, and 
which necessitated holding same at that point, pending authority 
to forward to final destination. 

The Pennsylvania Railroad treasury department has pre- 
sented us with several bills for demurrage, which we have de- 
clined to pay, as, under the ruling of the Interstate Commerce 
Commission, an opinion was expressed that these charges should 
be waived in view of the fact that no provisions were made in 
the tariff to take care of such a situation. 

Can you favor us with a specific reference to the ruling 
as handed down by the Interstate Commerce Commission which 
covers the case in question? 

Answer: See the cases of A. J. Higgins Lumber & Export 
Co. vs. N. O. G. N. R. R., 51 1. C. C. 214, and Henry G. Bradston 
vs. C. of Ga. Ry. Co. et al., 51 I. C. C. 459, which hold that de- 
murrage charges cannot be collected under circumstances such 
as referred to by you. 


Abandonment of Shipment Account of Damage 


New York.—Question: In connection with shipments arriv- 
ing in damaged condition, it is our understanding that it is in- 
cumbent upon the consignee to accept same and dispose of the 
damaged goods to the best advantage and then enter claim with 
the carrier for the loss involved. 

Please be good enough and advise whether we are correct 
in this respect, or if the consignee has the privilege of rejecting 
the damaged shipment and entering corresponding claim. 

Answer: The decided weight of authority is to the effect 
that where goods are injured during transportation, or part of 
them are lost, the consignee cannot abandon the consignment 
and sue for the full value, but must accept the goods as tendered, 
or the portion tendered, and sue for damages. 


PETITIONS FOR REHEARING 


Complainant in No. 11459, A. M. Todd Co. vs. .Director-Gen- 
eral, Ann Arbor et al., has asked the Commission to grant a 
rehearing and reargument in that case. 

The Excelsior Stove & Manufacturing Co., intervener in 
No. 4800, Sloss-Sheffield Steel & Iron Co. et al. vs. Louisville & 
Nashville et al., has asked the Commission to grant a rehearing 
therein for the purpose of offering additional proof as to cer- 
tain shipments. 

Interveners in No. 9922, Lake Charles Rice Milling Co. of 
Louisiana vs. Abilene & Southern, Director-General et al., have 
asked the Commission to grant a rehearing therein in so far 
as the opinion and order deals with transit on rough rice from 
California milled at Lake Charles. 

The Director-General has asked the Commission to recon- 
sider its decision in No. 11464, Beaumont Chamber of Commerce 
vs. Director-General et al. 





CENTRAL NEW ENGLAND ABANDONMENT 


The Commission has authorized the Central New England 
Railway Company to abandon approximately 1.87 miles of rail- 
road, extending from the station of Feeding Hills in the town 
of Agawam to a point where said line connects with the Boston 
& Albany, both in Hampden county, Massachusetts. For the 
year 1920 the revenue derived from the line to be abandoned 
was $2,686.04 and the operating expenses were $41,518.62, re- 
sulting in an operating loss of $38,832.58. 


THE TRAFFIC WORLD 
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PENALTY CHARGE ON LUMBER 


The Trafic World Washington Bureay 


That the Commission should hold that the imposition of the 
$10 penalty charge on cars of lumber held for reconsigment was 
and is unjust, unreasonable and wholly arbitrary, is the recom. 
mendation made in a brief filed by Edward A. Haid and other 
counsel for complainant, in No. 11818, American Wholesale’ Lum. 
ber Association vs. Director-General, as agent, Aberdeen & Rock. 
fish, et al. Counsel suggest that the Commission make 33 find. 


_ings as follows: 


1. Defendants have not sustained the burden, cast upon them by 
law, of justifying the reasonableness of the penalty charge. ‘ 

2. The penalty charge was and is unjust, unreasonable and wholly 
arbitrary. 

3. The Director General and the carriers were and are without 
power to assess penalties for the detention of cars beyond free time. 

2 he effect of the assessment of the penalty was and is to 
punish shippers and consignees for availing themselves of a service 
which defendants offered them. 

5. The assessment of the penalty in addition to demurrage, re- 
sulted and results in the imposition of a double charge for a single 
service, 

6. As construed and applied by defendants, the assessment of the 
penalty was and is unlawful because it penalized and penalizes the 
shipper or consignee for the disability, inefficiency and neglect of 
duty of defendants. 

7. That the assessment of the penalty on cars which were held 
on account of embargoes was and is unlawful. : 

8. That embargoes were and are unlawful unless published and 
filed with the Commission. 

9. That the laying of embargoes without publication and filing with 
the Commission has resulted in undue prejudice and unjust discrim- 
ination. 

10. That it is the duty of common carriers to accept or reject 
reconsigning instructions when offered; to hold the reconsigning in- 
structions until the car arrives at the reconsigning point and then 
refuse to reconsign in accordance therewith and assess the penalty 
— further instructions is unjust, unreasonable and un- 
awful. 

11. That a shipment for which a bill of lading has been issued 
is not subject to embargoes subsequently laid; and therefore to refuse 
to reconsign to a point or via a route which was not embargoed when 
the shipment started, and assess the penalty while holding the car 
is and was unjust, unreasonable and unlawful. 

12. That during the period of federal control it was the duty of 
defendants, in the event. one route was closed, to route freight via 
any route over which it might have reached destination; and to fail 
to do so and hold the shipment and assess the penalty, was unjust, 
unreasonable and unlawful. 

13. That subsequent to federal control it was and is the duty of 
common carriers, in the event one route was closed, to route freight 
via any route over which it might reach destination at the joint 
through rate; and to fail to do so, hold the shipment and assess the 
penalty, was and is unjust, unreasonable and unlawful. 

That when shipments have accumulated at a given terminal 
on account of embargoes, strikes, or congestion and conditions are 
from time to time, or permanently relieved, all cars affected thereby 
must be moved from such terminal in the order in which they, or the 
reconsigning instructions therefor, were received; to hold some, while 
moving those which were, or the reconsigning instructions for which 
were, received later and assess the penalty thereon, was and is unjust, 
unreasonable and unlawful. 

15. That where carriers fail to transport freight in a reasonable 
or the usual time, and as a result thereof it becomes necessary to 
change the destination thereof, it is unjust, unreasonable and unlawful 
for the carrier to assess a penalty while awaiting disposition. 

16. That a strike is a disability of the carrier and if a carrier 
cannot reconsign on account of. a strike it is unjust, unreasonable 
and unlawful to assess a penalty against the shipper or consignee 
while the car is held on account thereof. 

17. It is unlawful for common carriers to refuse to permit their 
equipment to move off their system rails; and where cars are held 
because of such refusal, it is unjust, unreasonable and unlawful to 
assess a penalty against the shipper or consignee. 

18. Where the tariffs provide for only one reconsignment and a 
car has been reconsigned once, it is unjust, unreasonable and unlawful 
to assess a penalty while the car is held at the second destination. 

19. The penalty charge was not and is not applicable to shipments 
which move from the original destination under a new bill of lading. 

20. The penalty charge was not and is not properly assessable or 
collectible for cars held on Sundays and holidays. 

21. Where through rates are published, to which the delivering or 
terminal line is a party, it is unlawful for the line carrier to refuse to 
deliver a shipment to the terminal carrier or the terminal to refuse 
to receive the shipment from the line carrier until all or any part of 
the freight charges are paid; and where cars have been held because 
of such refusal the assessment of a penalty against the shipper or 
consignee was and is unjust, unreasonable and unlawful. 

22. That neither at the time the penalty of $10 per car per day on 
cars loaded with lumber held for reconsignment, nor at any time since 
has any emergency existed justifying the imposition thereof. 

23. That the imposition of the penalty has resulted and does 
result in the restriction of the right to reconsign lumber and that such 
restriction is unduly preferential and subjects the reconsignors of 
lumber to undue prejudice and disadvantage. 

24, That the imposition of the penalty gives to the reconsignors of 
commodities other than lumber an undue and unreasonable preference 
and advantage, to the undue and unreasonable prejudice and disad- 
vantage of those shippers of lumber whose shipments are held in cars 
awaiting reconsignment. = : 

25. That the imposition of the penalty is unjustly discriminatory 
in favor of the reconsignors of other commodities. . 

26. That the imposition of the penalty gives to those shippers of 
lumber and other commodities whose cars are held for .‘‘shippers 
order,” an undue and unreasonable preference and advantage, to the 
undue and unreasonable prejudice and disadvantage of those shippers 
of lumber whose shipments are held in cars awaiting reconsignment. 

27. That the imposition of the penalty was and is unjustly dis- 
criminatory in favor of shippers and consignees of lumber and other 
commodities.moving under shipper’s order notify bills of lading whose 
shipments were held in cars awaiting disposition orders. : f 

28. That the imposition of the penalty gives to those shippers 0 
lumber and other commodities whose cars are held for reshipment, 
an undue and unreasonable preference and advantage, to the undue 
and unreasonable prejudice and disadvantage of those shippers 0 
lumber whose shipments are held in cars awaiting reconsignment. |__ 

29. That the imposition of the penalty was and is unjustly dis- 
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EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 






























The Traffic 


The Information Regularly Carried in This 
Publication Includes the Following: 


1—Released Rate Orders 

2—Fourth Section Orders 

3—Sixth Section Orders 

4—Investigation and Suspension Orders 
5—Suspension Orders Vacated 

6—New Tariffs and Supplements Filed with the I. C. C. 
7—Tariffs Rejected by the I. C. C. 

8—Express Tariffs Filed with the I. C. C. 
9—Shipping Board Tariffs 

10—Adoption Notices 

11—Central Freight Association Docket 
12—Central Freight Association Hearings 

13—C. F. A. Coal, Coke and Iron Ore Docket 
14—C. F. A. Coal, Coke and Iron Ore Hearings 
15—Illinois Freight Association Docket 
16—National Perishable Freight Committee Docket 
17—New England Freight Association Docket 
18—New England Freight Association Hearings 
19—Southern Rate Committee Docket 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 

23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 

25—Trunk Line Association Hearings 
26—Trunk Line Coal and Coke Docket 
27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions. 
31—Transcontinental Freight Bureau Docket. 
32—Southern Ports Foreign Freight Docket. 
33—Consolidated Classification Docket 
34—Embargo Notices, Modifications and Cancellations 
35 Steamship Sailings 

36—Express Classification Docket 
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Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 








































PASSENGER 


STEAMERS NEW ORLEANS—EUROPE 


Corunna, Santander, Cherbourg, 
Southampton, and Amsterdam, via 
Vera Cruz and Havana 








Sailing from New Orleans 


S. S. Hollandia...... October 28th 
S. S. Zeelandia.... November 11th 
= oe December 2nd 














First, second and third class 
















Sailings every three weeks there- 
after. Sailings subject to change 
without notice. 

For further particulars apply te 
THE STEELE STEAMSHIP 
LINE, INC., Agents, 

630 Common Street, New Orleans, La. 
























cause the loss of many hard 
BAD ORDER CARS earned dollars to railroad com- 
pues and shippers of grain, seed, food stuffs and package 
goods. 


MU OF THI LO can be saved by the use of 
CH Ss ss Kennedy Car Liners. These 
car liners practically condition a bad order car and enable ship 
pers to load cars that otherwise would be rejected. 


K NN DY SYSTEM of car liners prevent leakage 
E E in transit and afford sani- 
tary protection to bulk shipments and food stuffs. 
WE M AKE Kennedy Car Liners for all cases of bad 
order cars, consisting of full Standard 
Liners, End Liners, Door Liners, Sanitary and Sand Liners. 
WILL YOU NOT give us an opportunity to submit 
‘ full details of our system and the 
low cost of same? We are confident this would demonstrate to 
you the efficiency and money saving merits of our proposition. 


THE KENNEDY CAR LINER & BAG CO. 


SHELBYVILLE, INDIANA 
Canadian Factory at Woodstock, Ont. 

















































































ROUTE YOUR CARGO VIA 


Mobile Gulfport Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 





Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 


We Solicit General Cargo 






LIVERPOOL AND MANCHESTER 
“KASTERN SUN” ........0- Due Mobile about September 18th 
“AFOUNDRIA” or Sub....... Due Mobile about October 21st 
ABERDEEN AND LEITH 
or Bab. .c.ccccee Due Mobile early September 


ABERDEEN AND HULL 
“PASSAIC BRIDGE” or Sub.Due Mobile about September 20th 


BRISTOL AND CARDIFF 
SNE edt ties ccennesersan Due Mobile late August 


LONDON 


“WILDWOOD” or Sub........ Due Mobile early September 
“MAIDEN CREEK” or Sub....Due Mobile about October 18th 


HAMBURG AND BREMEN 
edt) ee In port loading—Sailing about Sept. 3rd 


“CLAVARBACE .wiideciscseet Due Mobile about September 8th 
“COAHOMA COUNTY” or Sub. Due Mobile about October 3rd 




























“SEEKONK” 

















































Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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criminatory in favor of 
awaiting reshipment. 

30. That the imposition of the penalty gives to those shippers of 
lumber and other commodities whose shipments are held in cars 
awaiting payment of freight charges, an undue and unreasonable pref- 
erence and advantage, to the undue and unreasonable prejudice and 


disadvantage of those whose shipments are held in cars awaiting 
reconsignment. 


31. That the imposition of the penalty was and is unjustly dis- 
criminatory in favor of-those whose shipments were held in cars 
awaiting payment of freight charges. 

32. That the imposition of the penalty ives to those shippers and 
consignees who hold cars for loading, unlodding, and other purposes 
an undue and unreasonable preference and advantage, to the undue 
and unreasonable prejudice and disadvantage of those shippers of 
lumber whose shipments are held in cars awaiting reconsignment. 

33. That the imposition of the penalty was and is unjustly dis- 
criminatory in favor of those shippers and consignees who hold cars 
for loading, unloading, and other purposes. 

Dismissal of the complaint is asked by Brown & Boyle, 
of counsel for the National Retail Lumber Dealers’ Association 
and other interveners, in a brief filed with the Commission. 
It is contended in behalf of these interveners that the record 
shows clearly that the establishment and maintenance of the 
$10 a day penalty charge on cars loaded with lumber held for 
reconsignment after 48 hours is the exercise by the defendants 
of a lawful right. It is further contended that imposition of 
the penalty has led and will lead to a wider distribution of cars 
to those entitled to them and that it is a proper, reasonable and 
just regulation in the interest of the shipping public. 


“The penalty, if made permanent,” counsel say, ‘will doubt- 
less lead complainant’s members to change their lumber selling 
methods. If it be withdrawn, they will claim they have ample 
authority to hold cars as long as they please for the purpose of 
conducting their business. It is a fundamental principle of 
transportation that cars of carriers are to be used to move 
freight and not as warehouses or lumber yards from which the 
freight is to be sold. This principle certainly holds good 
whether cars are plenty or few. Then, again, as a practical mat- 
ter, the penalty cannot be canceled out of tariffs and restored to 
them as business falls or rises. Cars are transportation agen- 
cies, and may not be used as storehouses from which to sell 
the contents. This fundamental fact holds true whether there 
is a surplus or a shortage of cars.” 


Counsel for the defendants in the case ask that the com- 
plaint be dismissed. 


“About two-thirds of the record in this case is taken up 
with an econgmic difference among shippers as to the merits 
from a commercial standpoint of the transit car of lumber,” 
counsel said. “It appears that this is an acute question in the 
lumber trade and has long been the subject of discussion in 
that trade by correspondence, at committee meetings, in lum- 
ber conventions and also in the trade papers. It will be appar- 
ent to the Commission that this commercial difficulty among 
shippers is not a transportation matter: We assume it is not 
a matter over which the Commission has jurisdiction. The 
carriers are not concerned with the controversy. Members of 
both factions are shippers of lumber and as such are entitled 
to equal treatment at the hands of the carriers. There is no 
attempt whatever in this case by the carriers either to withdraw 
the reconsignment privilege or to lessen its proper use. The 
railroads do object, however, to the attempt on the part of com- 
plainant and its interveners to cloud the real issues in the pro- 
ceeding by the injection into the case of matters not germane 
to the real issues, if any, in the case, which properly ought to 
come before the Commission. The fact of the matter, however, 
is that the real substance of the complaint in this case is not 
a transportation matter at all, and was so expressly conceded 
by counsel for the complainant in the following words: ‘Mr. 
Davies—so far as fairness is concerned, I am sick of this camou- 
flage, that this is not a competitive fight, that it is a transporta- 
tion fight. That is rot.’” 

Counsel said further that the evidence was beyond denial 
that the penalty has had the effect of lessening car detention of 
lumber and forest products held under reconsignment. 

“To what then does the complainant’s case come?” they 
asked. “Solely this—that a charge.is made of discrimination 
in favor of cars held for loading and unloading and against 
‘cars held for sale under reconsignment; and also in favor of 
other cars loaded with other commodities as against cars loaded 
with lumber and forest products.” 


those whose shipments were held in cars 


RATES TO ST. PAUL 


The Trafic World Washington Bureau 

The Commission, September 15, declined to suspend Curlett’s 

I. C. C. 62, effective September 27, proposing changes in differen- 
tials in rail-lake-and-rail class rates. under all-rail rates from 


Trunk Line Territory to St. Paul, Minn. - Existing differentials 
under all rail rates are as follows: First class, 14 cents; second, 
11 cents; third, 814 cents; fourth and fifth, 514 cents; sixth, 4 
cents. The proposed differentials follow: First class, 13 cents; 
second, 11 cents; third, 9 cents; fourth, fifth, and sixth, 5 cents. 
The St. Paul Association of Public and Business Affairs protested 
against the changes. 
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RAILROAD REVENUES 


The Trafic World Washington Bureay 


A statement on revenue traffic statistics of class 1 roads 
issued by the Commission shows that in the six months ended 
with June, freight revenue aggregated $1,863,836,308 as compared 
with $1,860,948,323 in the first six months of 1920. In the month 
of June, freight revenue totaled $320,847,236 as against $339. 
959,553 in June, 1920. Passenger revenue in the six months 
ended with June totaled $573,234,211 as against $564,586,242 iy 
the first six months of 1920 and in June, $99,422,503 as against 
$107,088,605 in June, 1920. 

Revenue tons of freight carried in the first six months of 
1921 arhounted to 779,360,000 as against 1,020,118,000 in the same 
period of 1920. In Juné*alone, revenue tons totaled 137,996,000 
as against 191,555,000 in’June, 1920. 

The number of revenue passengers dropped from 595,771,000 
in the first six months of 1920 to 522,195,000 in the first six 


months of 1921, and from 102,055,000 in June, 1920, to 84,168,000 
in June, 1921. 


THE CURE FOR HIGH PRICES 


The Trafic World Washington Burcay 


Transportation costs, as well as all other costs that go to 
make up retail prices, are to be reduced if prices are to be 
lowered, and jailing of the profiteer will not solve the problen, 
according to Representative Sydney Anderson, chairman of the 
joint commission of agricultural inquiry, by which a study of 
transportation costs is being made. 

“There is a popular impression that the way to reach prices 
and reduce them is to find the ‘profiteer’ and hang him,” said 
he. “The profiteers constitute a relatively small part of the vast 
number of people who contribute materials and services that 
go to make the price that the consumer pays. Putting profiteers 
in jail will not solve the problem of the high cost of living. 

“The consumer’s price is not just a price; it is a composite 
of thousands of prices. For instance, the price which the consumer 
pays at the fruit stand for an apple is a composite of hundreds 
and thousands of other prices. It includes the cost of growing 
the trees, of pruning, of spraying, of packing the apples, and 
grading; the cost of the box, the services of the people who pro- 
duced it, the cost of the services of transportation, including 
the wages of the engineer, fireman, brakeman and conductor, 
the cost of the steel rails and ties, engines and freight cars, 
the cost of maintenance of the railway, repair shops, the cost 
of the truck from the depot to the wholesaler and the wages 
of the man who drives it, the costs, of wholesaling, including 
waste, losses and delivery to the retailer, the hire of clerks, 
rent, insurance, storage and thousands of other items. 

“Prices would not be much reduced by taking 10 or 20 or 
even 50 per cent off the profits of the retailer, the wholesaler 
or producer, if he is fortunate enough to make anything. Some 
thing must come off of each of the thousands of costs of materials 
and services that go to make the price the consumer pays. This 
cannot come from waving the magic wand or uttering a few 
eabalistic sentences about putting profiteers in jail. It must 
come through the slower development of cutting costs every- 
where, by better and more economical methods of production, 
grading and handling, by more efficient and cheaper transpor- 
tation, by improving distribution, by more effective relating of 
production to markets, by more frequent turnovers, by better 
business methods, by great economy and discrimination on the 
part part of the buying, public, by everybody taking his share 
of the loss and being willing to take somewhat lower profits. 

“This will diminish the spread between the producer and 
consumer, and bring down the general level of consumers’ prices. 
So also, this will tend to establish a more staple level of prices, 
and a more just distribution of the final price among those 
who render the services or produce the materials that go to 
make it. 

“The essential of such a program is a better understanding 
on the part of everybody concerned of the problem itself, and 
a keener appreciation of his relation to that problem. This is 
essentially a matter of education, rather than of legislation. 


NEW YORK CENTRAL BONDS 


The New York Central has applied to the Commission for 
authority to issue not exceeding $19,500,000 of its 6 per cent 
refunding and improvement mortgage bonds, which it proposes 
to pledge with the Director-General of Railroads, as security for 
a promissory note given by the company in payment of the 
company’s indebtedness to the government for additions and 
betterments costing $19,500,000 during the period of federal col 
trol. The note, for $19,500,000, bears 6 per cent interest and 
is payable on demand, according to the application. Officials 
of the Railroad Administration said the demand note taken by 
the Director-General was not to be regarded as permanent fund- 
ing of the New York Central’s indebtedness for additions an 
betterments. The company and the Director-General are a 
ducting negotiations looking to a final settlement for the perle 
of federal control. 
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A Shipping Question 


10,000 low grade tags cost $20.00 ; 
10,000 best quality tags cost $37.50 ; 


If the Strong Shipping Tags 


prevent the loss of just five (5) 
shipments out of the 10,000—; 


Are they not the Better Buy?| 
Write for Samples and Prices 
Dennisonchlanufachning Sor 
Dept. TW Framingham, Mass. 
Sales Offices in 24 Large Cities 









HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


417 SOUTHERN BUILDING 
















Phone Main 2210 





ESTABLISHED 1908 


in ala BATS 







e, New Hampshire 
York, New Jersey, Dela 
Ohio, Michigan 


















Price, $24.00 Per Yé« 


W. J. HARTMAN, Publisher Cc. J. BELL, Compiler 
732 Federal Street, CHICAGO, U.S.A 


2,000 PAGES 10x12 INCHES 
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North China Line 


(Columbia Pacific Shipping Company) 
PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama and Kobe 


Sailings Every Twenty-one Days From 
PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 













































SS “WEST KADER” September 19 
SS “WEST KEATS” October 10 
SS “WEST NIVARIA” October 31 


SS “VINITA” November 21 


Transhipment at Shanghai to American River steamers for 
Nanking, Pukow, Hankow and other open 
Yangtse River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 
44 Whitehall St., New York City 


or UNITED AMERICAN: LINES, Agents 
327 South La Salle St., Chicago 













Columbia Pacific Siteshes Company 


General Offices 
Board of Trade Building, Portland, Oregon 








Be a Certified 


Traffic Manager 


Learn By This 
New Quick Method . 


/, \ 
Salary $2,500 to $10,000 


A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffie man receives $24,000. 
Of course man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
gee of san are needed now. Why don’t you qualify for one of these 

pay 


Learn in Spare Time 


You can quickly master the secrets of traffic mana ent through 
our simple method of spare time study. The American serene Asso 
ciation staff of experts can qualify you for a good traffic job in an 
amazingly short time. You don’t need to take a moment’s time from 
your present work—and after you have qualified we assist you to secure 
a well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
— gmp — what they iy of brad oF A. -% how we can 

elp you a lasting success and a position of prestige and importance. 
Don’t delay! Send us a postal today! Mem 


AMERICAN COMMERCE ASSOCIATION 


Dept. 29-C 4043 Drexel Blvd., Chicago, Ii. 










































WESTERN LIVE STOCK RATES 


The Trafic World Washington Bureaw 


The Commission, September 13, in authorizing the western 
carriers to make effective, September 20, rates on live stock 
to conform with the decision in the western live stock case, 
issued a statement through Secretary McGinty that it was the 
hope of the Commission that the reduced rates would prove of 
material benefit to the western live stock raisers. The state- 
ment follows: 


The Interstate Commerce Commission today granted the western 
carriers authority to waive the usual tariff rules requiring publication 
of specific rates in order to permit reduced rates on livestock in the 
west to become effective September 20. In its opinion in the Western 
Livestock Investigation, the Commission recommended that western 
carriers reduce all rates on cattle, hogs and sheep, in carloads, in the 
territory on and west of the Mississippi River and Chicago now higher 
than 50 cents per 100 pounds by 20 per cent, except that no rates need 
be reduced below 50 cents. 

Under the new tariffs, to become effective September 20, prac- 
tically all rates from points west of the Missouri River to Chicago 
and from all points west of the Rocky Mountains to the Missouri 
River will be reduced in amounts ranging from 1 to 25 cents per 100 
pounds. Similar reductions in all other rates now higher than 50 cents 
per 100 pounds are to be made. In many cases the entire increase 
made in August, 1920, will be eliminated by the new tariffs. The 
amount of reduction in the carriers’ annual revenue which will result 
is not definitely known, but has been estimated to be upwards of 
$10,000,000. It is the hope of the Commission that the reduced rates 
will prove of material benefit to the western live stock raisers, who 
have been heavily affected by the rapid decline in livestock prices 
since July, 1920. 


The carriers have informed the Commission that they would 
publish the rates to expire December 31. In its order author- 
izing the carriers to waive the usual tariff rules the Commission 
made no mention of an expiration date, but the carriers may 
fix an expiration date. 


COST OF HANDLING GRAIN 


The Trafic World Washington Bureau 


Investigations as to the comparative cost of unloading bulk 
and sacked grain from railroad cars at a modern terminal ele- 
vator located at Portland, Ore., conducted by the grain division 
of the Bureau of Markets and Crop Estimates, United States 
Department of Agriculture, show that it costs over four times 
as much to unload a car of sacked grain as to does to unload 
a car of bulk grain. The costs are figured on the basis of labor 
charges at 80 cents per hour and power charges at 1% cents 
per horsepower per hour. Power was used in spotting the cars 
at the elevator and in working the power shovels when unload: 
ing bulk grain. 

The distribution of the average time required to unload the 
cars and the average costs is shown in the following table: 


BULK—AVERAGE TONNAGE PER CAR, 40.8. 








Minutes. Cost. 

MED «5 oe Reelscwendidp a evaiens « live vdawiall ee ee 3.4 $0.153 

oF 6 sla aie-.9) 0: de ocdistaie «ieee S ROMs act tala eae a 11.0 .245 

RS FE ee ee <> ee eS ae 21.0 .602 

i ES Ae oe Sees ee a ee eee 10.2 452 

I slits “alge thtalec Ae: rere ev se eo ae eevee 45.6 $1.45 
SACK—AVERAGE TONNAGE PER CAR, 40.1. 

Minutes. Cost. 

NE NOI 5 aie. a sac eraierd.d ele eiivig on eleeare Kegan ¥-ale wees 1.5 $0.078 

 MMGME >. ora: Sse: cto shea 6 et wie oto aac Werte & claw Gree & 2.5 10 

ROME 1h din ors 0s «bs bid dale cle o's eh weed cued bee 116.4 4.65 

UE, POPU ND So So Siriaeianotaress: BIA Clans 9107 eecerets 26.0 1.04 

PEPIN «hc ics 2 Son aces Gripe G hice at AcacMhactmacetpie waa diemeea er Beleres 1 16.4 $5.87 


These figures include the time required and the cost of un- 
loading the cars only and do not include the time or cost re: 
quired for elevating or weighing the grain in the elevator. 


REDUCTION ON SAND, GRAVEL, ETC. 
The Trafic World Washington Bureau 


Substitution of a 15 per cent increase in the rates on sand, 
gravel and crushed stone moving wholly between points in east- 
ern trunk line territory, for the 40 per cent increase which has 
been in effect under Ex Parte 74, was authorized by the Com- 
mission, September 10. In other words, the rates will be 15 per 
cent higher than those in effect prior to August 26, 1920, when 
the increased rates under Ex Parte 74 became effective. The 
reduced rates will be effective October 1. 

The application to make the reductions on five days” notice 
was made by Collier for the carriers in trunk line territory. 
The application was granied by the’ Commission almost imme- 
diately on its receipt. The step was taken by the carriers, it 
was said, with a view to increasing the movement of sand, 
gravel and crushed stone. It was not believed at the Commis- 
sion that the application presaged the making of similar appli- 
cations for other territory. 

The reductions, it was explained, will apply only between 
points in Eastern Trunk Line territory, including the states of 
Pennsylvania, New Jersey, Delaware, Maryland and parts of 
West Virginia and Virginia, and not on shipments moving into 
or out of that territory. 
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The following statement for the press was issued by Secyp 
tary G. B. McGinty: 


The Interstate Commerce Commission today approved applica. 
tions of carriers in eastern trunk line territory for authority to mak 
heavy reductions on five days’ notice in rates on sand, gravel and 
crushed stone, applicable upon interstate traffic between practically 
all points in trunk line territory, including Pennsylvania, New Jersey 
Delaware, Maryland and portions of West Virginia and Virginia, 

The new rates are to be published to become effective October } 
and constitute material reductions under the rates now in effect, The 
basis to be employed in constructing the new rates is 15 per cen 
higher than the rates in effect prior to the general increase gf 
August, 1920, thus substituting a 15 per cent increase for a 40 pe 
cent increase. 

large volume of movement of these commodities for roads 
buildings and other construction work, will be affected, and it j 
expected that the annual reduction in transportation charges will jp 
much in excess of a million dollars. 


COSTS OF TRAIN SERVICE 
The Trafic World Washington Bureay 


A statement on freight and passenger train service ynit 
costs, based on selected expense accounts, for class 1 roads, issued 
by the bureau of statistics of the Commission, shows that the 
cost per freight-train mile in the six months ended with June 
was $1.95 as compared with $1.856 in the same period of 1920, 
and that cost of coal per net ton averaged $4.43 in the first six 
months of 1921 as against $3.72 in the corresponding period of 
1920. In the month of June the cost per freight-train mile 
dropped to $1.753, as compared with $1.89 in June, 1920, and the 
average cost of coal per net ton was $4.07 as against $4.03 in 
June, 1920. 

The average cost per passenger-train mile for the six months 
was $1.070 as against $1.010 in the first six months of 1920. In 
June the cost per passenger train-mile was 98.4 cents as against 
$1.033 in June, 1920. 


THE FORD BID FOR COAL TONNAGE 


A recent press dispatch from Crawfordsville, Ind., stated 
that Henry Ford had underbid the Monon 69 cents a ton om 
hauling coal for the U. S. Steel Corporation from Lynch, Ky, 
to Gary, Ind., and that the Ford bid averaged about $5,000 a 
day below that of the Monon. It was stated that when the 
contract became effective, about 150 cars of coal would be routed 
daily through Ohio. This is pointed to as another illustration 
of tne false ideas that are in circulation with respect to Henry 
Ford and his operation of the D. T. and I., the probability being 
that the newspaper man who learned at Crawfordsville that 
the Monon was losing this coal, jumped to the conclusion that 
the D. T. and I. was getting it because of its much advertised 
reduction in rates which is not the case. The matter is ex 
plained as follows: 

Railroads do not underbid each other in the matter of 
freight rates, but Henry Ford is an exception and has reduced 
his local freight rates 20 per cent and is trying to induce his 
connections to join in a corresponding reduction, which woull 
mean an enormous saving in freight charges on Ford shipments. 
In other words, he is using his railroad to bring about lower 
costs to the Ford company. The Monon was handling consit- 
erable coal from Lynch, Ky., via the L. & N. and Louisville to 
the Gary plant of the United States Steel Corporation. This 
has been diverted to the route through Cincinnati, B. & 0. t 
Toledo, thence via vessel to Gary, because of a reduction in the 
rate on coal to Lake Erie ports applicable on lake transshi) 
ments, with which, however, the D. T. & I. had nothing to 40, 
but which came about in this way: 

In the Spring, the usual propaganda that occurs evely 
season to move coal up the lakes to Lake Superior and northem 
Lake Michigan ports for transshipment into the Northwest, arose 
and gained momentum, it being urged that, by reason of the 
dearth of traffic, it would be a splendid idea to utilize the idle 
coal equipment of the eastern railroads for the carrying of 
coal to Lake Erie ports for transshipment to the Northwest, but 
that, in order to inducé immediate movement, it would be neces 
sary to lessen the rate somewhat. The rate, on recommenda 
tion of the Commission, was reduced 28 cents a ton. Larée 
quantities of coal were moved to the upper lake ports, much of 
which, it is stated, is still at the docks awaiting transshipment 
by rail westward into the interior. ; 

The reduction of 28 cents on coal moving via Lake Ere 
ports to the Northwest was recently followed by a lessening of 
the rate via lake to the Chicago district, on the theory that 
the lines leading to Lake Erie ports could not justify a lowe 
rate on coal for the Northwest via lake than when moving vis 
lake for the Chicago district. This made the differential in 
favor of the lake route from the coal producing sections 10 bem 
Virginia, Pennsylvania, Kentucky, etc., sufficient to induce the 
movement of coal for the United States Steel Corporation V¥ 
rail to Toledo, thence via vessel to Gary. But the Baltimor 
Ohio is getting it—not the D. T. & I., which could not han 7 
it. It does not reach Cincinnati, and only reaches Toledo “e 
the north. Furthermore, the D. T. & I. has no facilities a 
Toledo for the transfer of coal from cars to boats. 
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HOUSTON, TEXAS 


Binyon-O’ Keefe Fireproof Stg. Co. 


The House of Real Service 

































PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 











POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


THOROUGHNESS 


In the tracing, booking and forwarding 
of your commodities, thoroughness in 
the first operation eliminates entirely 
such possibilities as delays, rejections 
and expenses incident thereto. 























Camphuis & Company, Inc. 
Forwarding Agents | 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


We do not operate special trains, 
enabling us to reforward your 
shipments on first available serv- 
ice, and insuring quickest possible 
delivery at destination. 


























Thoroughness is a big word and in 
executing a service such as the word 
implies, broad experience and an ample 
force are necessary. 


















Regardless of the commodity which 
you are exporting, or contemplate ex- 
porting, through Gulf ports, suppose 
you consult us as to Richeson Service. 


THE W. L. RICHESON CO., INc. 


FREIGHT BROKERS AND FORWARDERS 
Export Shipping for Account of Principals Throughout the World 
613 to 621 Whitney-Central Bldg. 
NEW ORLEANS 


New York Office: Galveston Office: 
401 Produce Exchange 810-12 American Nat’l Ins. Bldg. 


Direct Private Wire Service Between All Offices 





































Traffic in Mexico Improving Daily 









Write us for full particulars and request 
a copy of our shipping instructions. 


















OFFICES: 


Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps., Mexico Juarez, Chih., Mexico 
Piedras Negras, Coah., Mexico Mexico City 

















Samah Bonded Warehouse & Transfer Go,| ROCHESTER, NEW YORK 





312-314-316 WILLIAMSON STREET P. 0. Box 985 General Storage Carload Distribution 
Prompt and matlont ya og See ional Pesiicaen ee Members American Warehousemen’s Association and American Chain of Warehouses 


Kore Track Connections with all Rallroads and Steamship 


Members dan Warencussmare Asccaten ee "| «BL R, & P. WAREHOUSE, Inc. 


Phone No. 4883 SAVANNAH, GA. 


CHICAGO EL PASO, TEXAS 
Jos. Stockton Transter Co. GENERAL STORAGE DISTRIBUTION 


BONDED SPACE FOR GOODS SHIPPED IN BOND 













1620 South Canal Street, near Taylor Street INTERNATIONAL WAREHOUSE Co., Inc. 
Teaming of Every Description—city Delivery Service and Carload 200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,000 Capital 
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TRACKAGE ARRANGEMENT INQUIRY 


The Trafic World Washington Burcau 


The Commission has instituted an investigation in No. 13078, 
in re trackage arrangements between the Bingham & Garfield 
Railway Company and the Utah Copper Company, with a view to 
determining the effect of trackage agreements and arrangements 
under which the Bingham & Garfield Railway permits the copper 
company to use the main line tracks of the railway company for 
the transportation of ore, from the copper company’s mine near 
Bingham, Utah, and also permits the copper company to use 
certain tracks of the railway company in and about the mine of 
the copper company in and about the mine of the West Moun- 
tain mining district in Salt Lake county, Utah, for the trans- 
poration of freight in cars and equipment and with motive power 
of the copper company. The arrangements and agreements have 
been brought to the attention of the Commission and the inquiry 
was ordered to determine “the effect of said agreements and 
arrangements upon the net railway operating income of the 
railway company and upon the funds of the railway company 
available, or which may become available, for recovery by this 
Commission under section 15a (6) of the interstate commerce 
act, and with a view to determining further, whether said track- 
age agreements and arrangements do, or may, result in any 
undue or unreasonable preference or advantage to any particular 
person, company, firm, corporation or locality or any particular 
description of traffic in any respect whatever, or subject any 
particular person, company, firm, corporation or locality or any 
particular description of traffic to any undue prejudice or disad- 
vantage, in any respect whatever in violation of section 3 of 
the interstate commerce act, or result in any undue or unrea- 
sonable advantage, preference or prejudice as between persons 
or localities in intrastate commerce on the one hand and inter- 
state or foreign commerce on the other, or any undue, unrea- 
sonable or unjust discrimination against interstate or foreign 
commerce in violation of section 13 of the interstate commerce 
act, or are otherwise in violation of the interstate commerce 
act.” 














































































COAL PRODUCTION REPORT 
The Trafic World Washington Bureau 


Reduction in the amount of bituminous coal moving up the 
Great Lakes and the labor disturbances in southern West Vir- 
ginia were among the factors contributing to a decline in output 
in the week ended September 3 when the production of soft 
coal was 7,571,000 net tons, a decrease of nearly 200,000 tons 
when compared with the preceding week, the Geological Sur- 
vey said in its weekly statement under date of September 10. 
There will be a sharp drop in the total for the week ended 
September 10, it was pointed out, on account of the Labor Day 
holiday. 

The total production of soft coal for the year will be less 
than 400,000,000 tons, the Survey said, if the remaining four 
months of 1921 yield no greater output than the first eight 
months of the year. Compared with the average of the eight 
years preceding, 1921 is 62 million tons in arrears and is stead- 
ily falling still further behind, the report stated. 

Rail shipments to New England, exports, lake shipments, 
and tidewater statistics were commented upon as follows by the 
Survey: 

“No change marked the all-rail movement to New England 
in the first week of September. Reports show that 2,479 cars 
of anthracite and 2,580 cars of bituminous coal were forwarded 
over the Hudson against 2,475 and 2,670 cars, respectively, in 
the preceding week. In the corresponding week of 1920, the 
movement was heavy, consisting of 3,531 oars of anthracite and 
5;450 cars of bituminous coal. 

“Owing to the continued weakening of foreign demand, the 
movement of soft coal to tide fell off sharply during August. 
Final reports show that total dumpings were 2,902,000 net tons, 
a decrease when compared with the July figure of 699,000 tons 
or 19.4 per cent. Of the total dumped, 438,000 tons were for 
export and 675,000 tons for foreign bunkers. The total tonnage 
for foreign account was’ 1,131,000 less than in July. New Eng- 
land shipments increased from 673,000 tons in July to 898,000 in 
August. Cumulative dumpings during the first eight months of 
1921 stand at 27,099,000 net tons against 33,507,000 tons in 1920. 

“The export movement of soft coal from Hampton Roads 
changed but little in the week ended September 3. Total dump- 
ings for foreign account were 85,649 net tons, against 83,628 
tons in the last week in August. 

“The improvement in Lake movement of bituminous coal 
in the last week in July was but temporary, and dumpings at 
Lake Erie ports again declined in the week ended September 4. 
As reported by the Ore and Coal Exchange, the total for the 
week was 588,124 net tons, of which 566,574 tons was cargo 
coal and 21,550 vessel fuel. When compared with the preced- 
ing week, this was a decrease of 123,940 tons. 

“The cumulative Lake movement from the opening of the 
season now stands at 16,739,353 net tons. Owing to the heavy 
dumpings early in the season, the record for 1921 is well ahead 
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of 1920, and exceeds 1919 by nearly 400,000 tons, but because 
of the decline of recent weeks, it is now a million and a quar. 
ter tons behind 1918. 

“August receipts at Duluth-Superior harbor were markeg 
by a decline in bituminous coal but an increase in anthracite. 
Reports from the United States Engineer Officer show that 1, 
068,555 tons of soft coal were unloaded, a decrease when com. 
pared with July of 582,074 tons, or 29 per cent. Anthracite re. 
ceipts, however, increased from 339,383 net tons in July to 418. 
238 tons in August. Total receipts—1,486,793- tons—were legs 
by 503, 219 tons than those of the preceding month. 

“Cumulative receipts of all coal for 1921 to date stand at 
7,720,428 net tons, a figure substantially in excess of any recent 
year. The year 1921 is even 1,810,000 tons ahead of 1919, when, 
as now, the Lake movement was particularly heavy early in the 
season.” 


ABSORPTION OF SWITCHING CHARGES 


No new evidence as to the facts in the case was introduced 
at the further hearing on docket No. 11105, The United Chemical 
and Organic Products Company vs. Indiana Harbor Belt et al, 
before Examiner Wilson, in Chicago, September 12. The case 
was reopened at the request of the defendants for the expressed 
purpose of refuting statements made by complainant’s witness at 
the original hearing with regard to certain verbal agreements 
alleged to have been entered into by G. H. Ingalls, vice-presi- 
dent of the New York Central system, of which the belt line is 
a part. 

The case involves allowances for spotting and switching 
at the plants of the complaining company and the Central Chem- 
ical Company, located adjacent to each other at West Hammond, 
Ind. On the showing made by the complainants at the original 
hearing in March, 1920, the principal point of which was the 
unrefuted allegation that Mr. Ingalls had agreed to absorb the 
cost of switching and had furnished to the complainant blanks 
on which to keep cost figures so as to know what would be a 
reasonable allowance, the Commission entered a finding of un- 
reasonableness (60 I. C. C., 523-6) and agreed to enter an order 
of reparation on the presentation of certain information. Subse. 
quently, the defendants asked for a reopening. 

When the case was called, however, L. P. Day, railroad 
attorney, requested a postponement. He said Mr. Ingalls was in 
New York and would not be free to come to Chicago to testify 
for a month or more. Opposing attorneys objected to further 
delay, pointing to the fact that a four day recess had been 
granted at the original hearing for the purpose of producing 
Mr. Ingalls, which had also been fruitless. On the prayer of 
Elias Mayer, attorney for the chemical company, the examiner 
allowed the complainants to proceed with the proof suggested by 
the Commission as necessary in order to obtain an order of 
reparation. 

The compilations introduced showed mainly that the total 
reparation claimed was nearly $27,000. Aside from that fact, 
the portion of switching expense borne by the Central Chemical 
Company was set forth as bearing on what portion of this 
reparation would eventually go to that company. Tarifis ad- 
justing the matter have been issued by the Indiana Harbor and 
the B. & O. Chicago Terminal, both effective October 1, 1921. 


LOCOMOTIVE AND FREIGHT-CAR EQUIPMENT 


While there has been a substantial net increase in the num- 
ber of locomotives on class 1 railroads in the last three years, the 
net addition to freight-car equipment in the same period is only 
6,000 cars. In 1920 the number added was less than the number 
retired. 

In five years, 1912-1916, the average annual purchase of 
freight cars was 117,144. Additions made in 1918-1920 are at the 
rate of only 58,370 a year, as shown by the following table com- 
piled from returns to the Interstate Commerce Commission: 


Locomotives. Freight Service Cars. 

Year ended— Added. Retired. Added. Retired. 
June SO, 1919... ..05c0000. 2,861 1,858 97,972 69,876 
POMS SO, 19S. . 6. cass co's 4,381 2,338 162,670 96,825 
SUBS. BO, TIES. fos. .cnese 3,245 1,862 150,813 96,985 
June -80, 2916... 05.00.05. 1,114 1,507 , 86,012 90,347 
Jump 90, 1906............ 1,475 2,576 88,254 109,96 
December 31, 1917....... 2,148 1,423 117,210 62,258 
December 31, 1918....... 2,803 977 65,249 56,024 
December 31, 1919....... 1,428 967 44,306 39,501 
December 31, 1920....... 2,051 1,220 65,582 73,620 





PANAMA CANAL TRAFFIC 


The Panama Canal completed seven years of operation at 
the close of business August 14, 1921, having been: opened 10 
commerce August 15, 1914. In the seven years of operation 
the total number of commercial vessels which made the transl 
through the canal was 13,416. The aggregate net tonnage of 
these vessels, according to the rules of measurement of the 
Panama Canal, was 45,869,942. The cargo they carried totaled 
51,578,920 tons of 2,240 pounds. The foregoing traffic was made 
up of 6,388 vessels, of 21,933,325 net tons, carrying 22,2154" 
tons of cargo, from the Atlantic to the Pacific, and 7,028 ves 
sels, of 23,936,617 net tons, carrying 29,363,518 tons of cars 
from the Pacific to the Atlantic. : 
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REGULAR SERVICES 
FREIGHT and PASSENGER 











Between 

Ww YORK MONTREAL PHILADELPHIA 

MT LTIMORE BOSTON PORTLAND, ME. 
and 

EENSTOWN ANTWERP BRISTOL 
gUYMOUTH HAMBURG } GLASGOW 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL _ ROTTERDAM 
CHERBOURG aaa DANZIG 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 


NOSA LINE 


Monthly Sailings to Principal Ports 
West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 


Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 
For particulars apply 
604-12 Queen & Crescent Bldg., New Orleans, L 


a. 
New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship”’ 




















New Orleans & 



































South American S.S. Co. 
INCORPORATED 








100% American 


St. Paul 8476 BALTIMORE 


Philadelphia 


New York 
139 South Third St. 


Savannah, Ga. 
Savannah Bank and Trust Bldg. 
Pittsburgh Los Angeles, Cal. 
1537 Oliver Building 427 Van Nuys Bldg. 8S. W. Cor. St. Francis 


a Buffalo, N. Y., Room 495, Ellicott Sq. Bldg. 








10 Hanover Square, N. Y. 





Pacific Mail Steamship Co. 
Under American Flag-PASSENGERS AND FREIGHT-Established 1848 


TRANS-PACIFIC SERVICE 


**The Sunshine Belt to the Orient’’ 


Hongkong 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 


Passenger and freight sailings by new and luxurious U. S. Ship- 
ping Board 21,100-ton displacement, 1744-knot, steamers S. S. 
Empire State (Octoberlst); S. S. Hoosier State (October 
12th); S. S. Golden State (November 5th). 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 

Passenger and freight sailings monthly by new and commodious 

U. S. Shipping Board 20,000-ton displacement steamers S. S. 

Wolverine State (October 15th); S. S. Granite State (No- 

vember 15th); S. S. Creole State (December 17th). 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 


Passengers and freight sailings every 10 days 


SAN FRANCISCO-BALTIMORE SERVICE 


“PANAMA CANAL CRUISE” 


FOR RATES AND PARTICULARS APPLY TO 


ATLANTIC-GULF & PACIFIC STEAMSHIP CORP. 


From San Francisco, Los Angeles to Baltimore, calling at ports in 
Mexico, Guatemala, Salvador, Nicaragua, Jamaica and Cuba 


S. S. Colombia sails from San Francisco October 5th 
S. S. Ecuador sails from Baltimore October 19th 


Also four Class Al steel steamers (freight only) with additional calls at 
San Juan (Porto Rico), Jacksonville, Sa 


vannah, Norfolk 


Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 
General Passenger and Ticket office: 621 Market St., San Francisco 


General Offices: 508 California Street, San Francisco 


400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 


Premier Fleet 


MARINE DESPATCH LINE 


America’s Coast-to-Coast Direct Fast Freight 


NEW YORK ILIN 
PHILADELPHIA —_ 
BALTIMORE A-1 FAST STEEL 
SAVANNAH STEAMERS 
and MOBILE 
DIRECT TO epee 
LOS ANGELES (San Pedro District) RELIABLE 
SAN FRANCISCO ta = 
eee Oe and SERVICE 


406 Water Street 


SAN FRANCISCO 60 California Street 


42 Broadway ' 
Mobile, Ala. 


& Water Sts. 


Oakland, Cal. 
Parr Terminal 


nd, Ore. 


Portla 
704 Title & Trust Bldg. 


Seattle, Wash, ~° 
1103 L. C. Smith Bldg. 























































































































































































































VALUATION OF C., R. 1. & P. 


The Trafic World Washington Bureau 


The Commission has served a tentative valuation report on 
the property of the Chicago, Rock Island & Pacific Railway and 
its subsidiary and affiliated companies, in which the Commission 
finds a final value, as of June 30, 1915, of $322,277,596 for the 
property devoted to common carrier purposes used by the com- 
pany, and a final value of $252,062,920 for the property owned. 
The property wholly owned and used is valued at $251,809,983. 
These figures cover a main-track mileage of 7,218 miles. The 
total capitalization outstanding on the valuation date was $377,- 
395,738, of which $69,758,315 was held by or for the carrier and 
$307,637,422 was held by the public. 


The valuation date was during the period while the road was 
in receivers’ hands and before its reorganization. The figures re- 
late to the operating company proper and do not include the 
capitalization of the two holding companies, which were wiped 
out in the reorganization. 


The original cost to date cannot be ascertained, the Commis- 
sion said, but it said the recorded outlay appeared to have been 
approximately $207,445,244 in money, plus an outlay in securities 
of a par value of $26,486,003. 


The cost of reproduction new of the common carrier prop- 
erty other than land is given as $250,697,172 for the property 
wholly owned and used; $330,436,710 for the property used, and 
$254,200,169 for the property owned. The cost of reproduction 
less depreciation is given as $197,090,275 for the property wholly 
owned and used; $260,255,674 for the property used, and $199,- 
992,235 for the property owned. 


The present value of carrier lands, owned and used, is given 
as $36,926,431; owned, $37,160,068, and used, $43,656,245. The 
excess cost of acquisition of lands owned and used is given as 
$29,824,428; of lands used, $35,068,446, and of owned, $29,927,514. 
The value of materials and supplies is given as $5,605,310. 


The gross earnings of the carrier, from June 2, 1880, to date 
of valuation, amounted to $1,101,539,461.36; operating expenses, 
$756,775,263.35, and net earnings, $344,764,198.01. 

The Commission said if the carrier’s income account were 
revised in accordance with the Commission’s present accounting 
rules, the gross income would be increased to $345,195,224.65 and 
the amount available for the payment of interest and dividends 
and for other corporate purposes, to $284,455,376.99. From 1881 to 
1914, the report stated, the carrier paid dividends annually at 
rates varying from 2 to 13 per cent, to the aggregate of $105,571,- 
722.20, of which $4,615,600 represented a stock dividend of 10 
per cent and the remainder was paid in cash: During the year 


1915 the carrier suffered a net loss of $765,244.63 and paid no 
dividends. 


CAR SUBSTITUTION RULE 


Although a large number of protests were received by the 
Commission asking suspension of item 3627 of Agent Kelly’s 
tariff, I. C. C. 1102, not a single protestant appeared at the hear- 
ing in I. & S. 1377 in Chicago, September 13, before Examiner 
Wilson, in which the suspended item was in issue. The specific 
cause for protest was the last paragraph of that item which 
prescribed the method for substituting single-deck stock cars, 
when double-deck cars were ordered in excess of 20 in number, 


in cases where the carrier could not supply the double-deck 
cars. It reads: 


If more than 20 double-deck live stock cars are ordered, a suffi- 
cient number of single-deck stock cars will be furnished to take care 
of the stock that could have been loaded in the number of double- 
deck stock cars ordered, provided the stock could have been loaded in 
standard double-deck stock cars of 36 feet 7 inches in length of the 
number ordered. 


The rule, as explained by L. E. Oliphant, member of the 
standing committee of the Central Freight Association, applies 
only to hogs, it having developed at the committee hearing on 
the question that shippers of other small stock desired a con- 
tinuance of the so-called “two-for-one” rule then in effect. The 
new hog rules provided for the furnishing of single-deck instead 
of double-deck cars in accordance with a scale which would pro- 
vide sufficient single-deck cars to carry the stock which could 
be loaded into the number of double-deck cars ordered. This 
scale, however, was worked out only up to 20 cars and the above 
rule was provided to be used on orders in excess of that number. 

Mr. Oliphant suggested that the rule as quoted might be 
ambiguous, inasmuch as its language was not very clear. He 
said that he had heard that some of the small shippers took 
the stand that it meant that the two-for-one rule would remain 
in effect when orders were for more than 20 cars, which would, 
of course, result in discrimination in favor of the larger ship- 
pers. He proposed, therefore, to substitute for the paragraph 
as contained in the tariff, a new rule which extended the scale 
from 20 to 40 cars, and which contained a provision for hand- 
ling orders fer more than 40 cars as though the excess were 
a separate order. 


Representatives of various live stock interests in Chicago 
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and members of live stock producers’ organizations voiced ap- 
proval of the rule proposed by Mr. Oliphant. 


SAND, MICHIGAN CITY TO BELOIT, WIS, 


The contention that it was the intent of the Director-Genera} 
in promulgating General Order 28 to have the increases specj- 


. fied therein apply only to one factor of a combination rate, again 


made its appearance at the hearing on No. 12727, Fairbanks, 
Morse & Co. vs. Director-General, before Examiner H. C. Wilson, 
in Chicago, September 15. According to A. J. Nevelle, assistant 
traffic manager for the complaining company, the rate on mould. 
ing sand from Michigan City, Ind., to the plant of the Fairbanks, 
Morse Company, at Beloit, Wis., was increased from 87 cents to 
$1.27, on June 25, 1918. He said that increase was brought about 
by increasing each of the two factors of the rate—which was a 
combination via the Michigan Central to Kensington, thence to 
connections with the C. & N. W. via one of several switching 
lines, and via the North Western to destination—20 cents a ton, 
the increase prescribed by General Order 28. The switching 
charge of $3.50 a car, or as the witness figured, 7 cents a ton, 
was not changed, and the new rate, after final corrections and 
disposal of fractions became, as stated, $1.27. 

Attempts to have the rate revised so as to include only one 
20-cent increase were immediately made, according to the wit- 
ness, “but the corrected rate of $1.10 was, as published in a 
supplement to Morris’ I. C. C. 703, not made effective until] 
December 12, 1918, after the sand shipping season was over.” 

Reparation to the amount of $1,183 on numerous shipments 
which moved between June 25 and December 12, 1918, was asked. 
Rate comparisons were also introduced by the complainants to 
show that the rate as assessed was unreasonable. 

R. M. Gilliland, testifying for the Director-General, intro- 
duced, as an exhibit, copies of Freight Rate Authority No. 10, 
which contained provisions relative to the application of General 
Order 28 increases on through rates, and also copies of the order 
cancelling this authority, which move was necessary, due, he 
said, to the abuse of its provisions. He also introduced numer- 
ous rate comparisons in which he endeavored to show that for 
the character of movement the rate attacked was not only rea- 
sonable, but abnormally low. He said that it had been originally 
made to allow Michigan City sand to meet the competition of 
sand produced nearer to Beloit. 


SOO LINE NOTES AND BONDS 


The Minneapolis, St. Paul & Sault Ste. Marie Railway Com- 
pany has made application to the Commission for authority to 
issue not more than $10,000,000 of ten-year 6% per cent gold 
notes. It also seeks authority to issue not exceeding $15,000,000 
of 6 per cent first refunding mortgage bonds, of which $12,500, 
000 will be pledged as security for the ten-year gold notes. It 
is proposed to sell the entire $10,000,000 of notes to Dillon, Read 
& Co. of New York at 97% per cent of the face value. The 
money so obtained will be used in discharging indebtedness of 
$11,771,060.49 and for additional working capital. The indebted- 
ness of $11,771,060.49, according to the applicant, arises out of 
delayed payments of current liabilities and represents, prin- 
cipally, payments due for fuel, work and material required in 
the operation of the road. 


LOAN TO WYOMING RAILWAY 


Application for a loan of $209,579.24 for 15 years has been 
filed with the Commission by the Wyoming Railway Company. 
Unless the loan is made, the company said in its application, it 
will have to cease operations for want of funds properly to 
equip and maintain the road for the benefit of the public. The 
railroad is approximately 28 miles long, connecting with the 
Burlington at Clearmont, Wyo., and extending to Buffalo, Wyo. 


COLORADO RATE COMPLAINT 


e The Transportation Committee of Colorado, which was ap- 
pointed last spring by Governor Shoup to take steps to obtain 
reductions in freight rates, has sent a complaint to the Com- 
mission, asking for the elimination of the increases under Ex 
Parte 74. The Commission has not made the complaint public. 


NEW ROAD IN OKLAHOMA 


The Commission has granted authority to the Oklahoma & 
Arkansas Railway Company to build a railroad 20 miles long 
in Mayes and Delaware counties, Oklahoma, and to retain the 
excess earnings thereon for ten years. The road will be con- 
structed from a point of intersection with the Kansas, Oklahoma 
& Gulf near Salina, Okla., and will reach a large tract of timber. 


FRUIT AND VEGETABLE SHIPMENTS 


A total of 13,923 carloads of leading fruits and vegetables 
were shipped in the week ending September 3 as against 13,635 
carloads in the corresponding week of 1920. The total move- 
ment for the season up to September 3 was 224,849 carloads, as 
against 195,963 carloads in the corresponding period of 1920. 
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DIRECT FREIGHT AND PASSENGER SERVICE TO 


HAWAIIAN ISLANDS 


FROM 


PORT OF ASTORIA 


ASTORIA, OREGON 
BY 


Alaska Steamship Company—sS. S. “CORDOVA” 


Sailing October 3rd, and Every Thirty Days Thereafter 
CALLING AT 


HONOLULU AND HILO 


Transcontinental Rail Connections and Freight Rates 








For Routing Instructions or Passenger Reservations apply to the following, or any agent of the lines mentioned: 


R. K. PRETTY, E. H. MOOT, G.A., R. B. ROBERTSON J. H. BRINKERHOFF, 
Asst. Gen. Freight Agent Passenger Department Asst. Freight Traffic Mgr. General Agent 
Great Northern Railway Great Northern Railway Union Pacific System Northern Pacific Railway 
226 West Adams Street 226 West Adams Street 1421 Garland Building 226 West Adams Street 
Chicago, Illinois Chicago, IIlinois Chicago, Illinois Chicago, Illinois 


R. D. PINNEO, General Traffic Manager, PORT OF ASTORIA, ASTORIA, OREGON 
J. H. BUNCH, G. F. & P. A., Alaska Steamship Co., Pier No. 2, SEATTLE, WASH. 






PORT OF 
TACOMA 


Nat’! Bank of Tacoma 
Building 
Tacoma, Washington 


HAMMERHEAD CRANE 


Built by : 
Colby Steel & Eng’ring Co. 
of Tacoma 


-ton Capacity 
at 90-ft. Radius 


Reaching Beyond the 
Edge of Pier 36 Feet 
for Lighterage Service 


The excessive cost heretofore attached to the handling of lumber 
from car to dock and dock to ship has been greatly reduced 
by the crane illustrated above. This fact, coupled with our low 
storage rates and generous free time privileges, makes PIER ONE 
the ideal lumber shipping point of the Pacific Coast. 
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RULES FOR DANGEROUS FREIGHT 


The Trafic World Washington Burcau 


The Commission, by an order in No. 3666, in the matter of 
regulations for the transportation of dangerous articles by 
freight, has amended paragraph 1714 of the regulations, effective 
October 15, by adding subdivision (b) thereto. The paragraph, 
as amended, follows: 


1714 (a). Carriers must forward shipments of dangerous articles 
other than explosives promptly and within 48 hours after acceptance 
at originating point or receipt at transfer station or at interchange 
point and consignee must remove such shipments from the carrier’s 
property within 48 hours after notice of arrival at destination, Sun- 
days and holidays not included. 

(b). When removal of carload or less-carload shipments of 
dangerous articles other than explosives requiring ‘‘Inflammable”’ or 
“Acid’”’ placards, or red, yellow, green or white I. C. C. labels, from 
earrier’s premises has not been made within 48 hours after notice of 
arrival has been sent or given consignee (Sundays and holidays not 
included), shipments must be disposed of as follows: 

1. Carload shipments (a) by storage on carrier’s property or (b) 
by storage on other than carrier’s property if safe storage on carrier’s 
premises is not available; or (c) by sale at expiration of 30 calendar 
days after notice of arrival has been sent or given consignee, pro- 
vided consignor has been notified of non-delivery at expiration of 
48-hour period and orders for disposition have not been received. 

2. Less-carload shipments (a) by return to shipper if notice of 
non-delivery was requested and given consignor as prescribed by 
earrier’s tariff, and orders for return to shipper have been received, 
or (b) by storage.on carrier’s property, or (c) by storage on other 
than carrier’s property, if safe storage on carrier’s property is not 
available, or (d) by sale at expiration of 30 calendar days after notice 
of arrival has been sent or given to consignee, provided consignor has 
been notified of non-delivery at expiration of 48-hour period and 
orders for disposition have not been received. 


MANY COMMISSION CASES 


The Traffic World Washington Bureau 


Largely as the result of cases growing out of federal con- 
trol of the railroads’and out of Ex Parte 74, the Commission 
this fall and winter will have to dispose of an unusually large 
number of formal complaints. Officials who have supervision 
of setting complaints for hearing have outlined a schedule that 
calls for hearings on an average of one hundred and fifty cases 
a month. It is not expected, however, that that many cases 
will be heard in any one month, because of cancellations, etc. 

Complaints are still being served by the Commission in 
eases which involve issues which originated in the period of 
federal control. These complaints were filed on or before March 
1, 1921, as provided by the transportation act, but there were 
so many of them that the routine work necessary in connection 
with getting them properly docketed and served on the parties 
has made it impossible to have them all served to date. Many 
such complaints were disposed of on the informal docket. 

For the hearings outside the District of Columbia—and the 
majority of the hearings will be held outside Washington in 
various parts of the United States—the Commission has entered 
into a contract with the State Law Reporting Company for 
stenographic reports of the testimony. The Commission re- 
quires three copies of each transcript of testimony and in “Com- 
plaint and Answer” and “I. and S.” cases two.copies out of the 
three are given to parties designated by the examiner. Addi- 
tional copies, of course, may be purchased from the official re- 
porters. 

The central office of the State Law Reporting Company is 
in New York City, and while the work of reporting the hearings 
throughout the country is supervised from that point, the organ- 
ization is made up of stenographers experienced in taking testi- 
mony and who are situated in various parts of the country. 
Each stenographer, or “field reporter,” as he is called, reports 
hearings within a certain radius of the city in which he may 
be located, and the necessity for making long jumps over the 
country is thus eliminated. It is estimated that the official re- 
porters turn out about 15,000 pages of testimony each month. 


PERIODICALS TO MOVE BY MAIL 
The Trafic World Washington Bureau 


Postmaster-General Hays announced September 11 that on 
October 1, 1921, the Post Office Department will re-establish the 
practice of shipping all monthly, semi-monthly and bi-weekly 
periodicals by mail instead of by freight, to speed up the delivery 
of these periodicals to subscribers. 

By handling these periodicals in the regular space with the 
regular force and equipment, approximately $268,000 a year can 
be saved in force, rent and drayage. It will also relieve some 
valuable space in post Offices. 

At the time .the freight shipment plan was adopted in 1911, 
mails were handled entirely on the weight basis, and the differ- 
ence in cost of transportation by freight and by passenger trains 
was material. It was estimated at that time that there was a 
substantial saving a year to the department by the freight 
method. 

Since the inauguration of the freight handling plan, the basis 
of railway pay has been changed from the weight to the space 
method, and transportation charges by freight have steadily 
increased. 
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“Since conditions are now the reverse of what they were jp 
1911, with little difference in the cost of transportation betwee, 
freight and mail train, and an added expense for handling these 
periodicals outside the regular equipment, together with the fact 
that the freight shipment plan offers inferior service, we can no 
longer defend this method of handling periodicals,” says Pogj, 
master-General Hays. 

The number of publications affected by this change will total 
almost 1,000. . ’ : 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron Traffic Association. S. J. Witt, Pres.; H. L. Sova 
cool, Secy. 

Atlanta—Traffic Club of Atlanta. G. E. Boulineau, Pres: 
S. W. Wilson, Secy.-Treas. 7 

-Baltimore—Traffic Club of Baltimore. W. W. Tingle, Pres: 
C. C. Kailer, Secy. ; 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Preg,; 
Eugene Wallace, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
— of Boston. J. E. McGrath, Pres.; W. M. Macomber, Secy, 

reas. 

Brooklyn—Traffic Managers’ Club of Brooklyn. Hugh Mil 
ler, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier, 
W. D. Sanderson, Pres.; E, J. Sheridan, Secy. 

Buffalo Transportation Club. K. B. Hassard, Pres.; R, J, 
Walsh, Secy. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Bums, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. R. B. Robertson, Pres.; E. S. Buck 
master, Secy. 

Chicago—Midwest Traffic Club. C. W. Hester, Pres.; R 
Crysler, Secy. 

Cincinnati—tTraffic Club of the Chamber of Commerce, 
H. B. Rubey, Chairman; D. P. Eggenberger, Secy. 
m Cleveland Traffic Club. C. T. Stripp, Pres.; F. A. Gideon, 
ecy. 

Columbus, Ohio.—Traffic Club of the Columbus Chamber of 
Commerce. W. E. Page, Pres.; C. L. Kelly, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; H. F. Johnson, Secy. 
. Dallas Traffic Club. A. L. Reed, Pres.; H. C. Eargle, Secy- 
reas. 

Dayton, O.—Miami Valley Traffic Club. W. E. Boyer, Pres; 
M. T. Otto, Secy. 

Decatur (Ill.) Transportation Club. R. L. Rees, Pres.; T. 
C. Burwell, Secy. 

Denver Traffic Club: J. F. Vallery, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. J. P. Gibson, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. W. J. Dibble, Pres.; T. BR. 
Cochrane, Secy. 

Elmira (N. Y.) Traffic Club. J. J. Delaney, Pres.; J. ©. 
Field, Secy. 

El Paso Traffic Club. N. L. Rankin, Pres.; Geo. Deck, Secy.- 
Treas. 
. Erie Traffic Club. P. D. Belknap, Pres.; M. W. EHismann, 

ecy. 


Flint, Mich.—Transportation Club of Chamber of Commerce. 
F. A. McHale, Pres.; F. G. Pick, Secy. 

Fort Wayne, Ind. Traffic, Transportation, and Waterways 
Bureau of the Chamber of Commerce. H. E. Fairweather, 
Chairman; E. C. Miller, Vice-Chairman. 

Fort Worth Traffic Club. I. S. McConnell, Pres.; C. F. Laue, 
Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. ’ 

Grand Rapids ‘Traffic Club. E. L. Ewing, Pres.; J. C. Quit 
lan, Secy. ; 

Green Bay (Wis.) Traffic Club of the Green Bay Association 
of Commerce. F. Hurlbut, Pres.; W. J. LaLuzerne, Secy.-Treas. 

Houston Traffic Club. J. F. Hennessy, Jr., Pres.; E. L. Wil- 
liams, Secy. 

Indianapolis.—The Traffic Club of Indianapolis. F. A. Butler, 
Pres.; G. N. Baker, Secy. 

Jackson (Mich.) Traffic Club of the Jackson Chamber of 
Commerce. W. P. Hobart, Pres.; H. A. Plummer, Secy. 

Jacksonville Traffic Club. James F. Mead, Pres.; F. C. 5a 
yer, Secy.-Treas. 


Jamestown, N. Y.—Traffic Club of the Jamestown Board of 
Commerce. R. C. Kohn, Pres.; H. W. Chapman, Secy. 
Jersey City Traffic Club. Isaac Kemp, Pres.; Robert Wal- 
lace, Secy. 
‘ Kalamazoo Traffic Club. W.C. Thoms, Pres.; C. J. Bolendet, 
ecy. : 
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Facts About Port Efficiency 


The port of Galveston during the month of August handled 15,414,642 bushels 
es; 5° Hf of wheat for export. 
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aie The handling of this enormous tonnage required that the elevators at the port 
/-Risman '§ unload 12,464 cars, making an average of 402 cars per day. 

anne The remarkable feature of the month, however, is that the average detention at 
Waterways 


Waterthe, @ ue port was only four days per car. Ten days’ free time is allowed at Galveston on 


pia, 2in for export. - 


H. Jenner, J}  Lhis record is made possible by three things—the best port and terminal facili- 
5c. quir “eS, the best of rail service and close co-operation between the various interests that 
make up the port. 
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SL. Wik What we are doing for others we can certainly do for you. 

. A. Butler, Follow the line of least resistance and ship through Galveston. 
ai, For rates, data, or other information (address) 

F. C. Saw: 

— TRAFFIC DEPARTMENT 
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GALVESTON COMMERCIAL ASSOCIATION 


J. Bolender, Galveston, Texas 
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Kansas City Traffic Club. Frank M. Cole, Pres.; Fred B. 
Biair, Secy.-Treas. 

Lansing (Mich.) Traffic Club. K. P. Hodges, Pres.; J. T. 
Ross, Secy.-Treas. 

Los Angeles Traffic Club. J. M. Ford, Pres. 

Los Angeles Transportation Association. C. G. Krueger, 
Pres.; C. V. Means, Secy. 

Louisville Transportation Club. C. R. Long, Pres.; W. T. 
Vandenburg, Secy. 

Macon, Ga.—lIndustrial Traffic Managers’ Association. Ben 
Gilman, Pres.; T. J. Abrams, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. H. E. Stiffler, Pres.; W. R. 
Awkland, Secy. 

Memphis Traffic Club. J. M. Walsh, Pres.; L. E. McKnight, 
Secy. . 
Milwaukee Traffic Club. F. M. Elkinton, Pres.; R. S. Dahl, 
Secy. and Treas. 

Minneapolis Traffic Club. F. B. Townsend, Pres.; W. W. Gib- 
son, Secy. 

Newark Traffic Club. John Enstice, Pres.; A. Rennie, Secy. 

New England Traffic Club, Boston. C. A. Anderson, Pres.; 
P, L. Stuart, Secy. 

New York Traffic Club. R. J. Menzies, Pres.; C. A. Swope, 
Secy. 

New York, N. Y.—Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

Oklahoma City Traffic Club. H. C. Conley, Pres.; K. C. 
Baker, Secy. i 

Omaha-—Traffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; E. A. Stringer, Secy. 

Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; R. J. 
Hodson, Secy.-Treas. 

Peoria Transportation Club. H. D. Page, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. J. A. Tait, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. H. Rolf, Pres.; T. Noel, Butler, Secy. 

Pittsburgh Traffic Club. George A. Buse, Pres.; E. A. 
Hynes, Secy. 

Pittsburgh Traffic and Transportation Association. S, R. 
Hosmer, Pres.; R. F. Heil, Recording Secy. 

Portland (Ore.) Industrial Traffic Club. C. T. Spooner, Pres.; 
F. P. Kensinger, Secy. 

Portland Transportation Club. E. M. Burns, Pres.; W. O. 
Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. G. E. Allen, Chairman; E. C. Southwick, Secy. 

Ridgeway, Pa.—Traffic Club of Elk County. W. H. Grant, 
Pres.; C. L. Bishop, Secy. 

Roanoke (Va.) Traffic Club of the Association of Commerce. 
S. H. Coleman, Pres.; J. T. Preston, Secy, 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. A. T, Cobb, Chairman; F. W. Burton, Secy. 

St. Louis Traffic Club. A. F. Versen, Pres.; J. R. Beil, Secy. 

San Francisco Transportation Club. W. B.Hinchman, Pres.; 
E. A. Senneff, Secy. 

San Francisco Traffic Club. W. T. Bozeman, Pres.; L. N. 
Bradshaw, Secy. . 

Seattle Transportation Club. F. W. Graham, Pres.; EB. W. 
Mosher, Secy.-Treas. 

Sioux City, Ia—Traffic Managers’ Club of Sioux City. R. A. 
Zwemer, Pres.; R. R. Wigton, Secy. 

South Bend Traffic Club. F. S. Montgomery, Pres.; G. S. 
Hess, Secy.-Treas. 

Spokane Transportation Club. W.H. Ude, Pres.; G. A. King, 
Secy.-Treas. 

Stark County (Ohio) Traffic Club. A. J. Burns, Pres.; M. L. 
Underwood, Secy. 

Syracuse Traffic Club. W. J. O’Neil, Pres.; F. M. Varah, 
Secy. 

Toledo Transportation Club. W. O. Holst, Pres.; J. J. Lynch, 
Secy. 

Trenton (N. J.) Traffic Club. M. D. Warren, Pres.; F. J. 
Quick, Secy. ' 

Troy, N. ¥.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; H. A. Zeff, Secy. 

Utica (N. Y.) Traffic Club. R. E. Fitch, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Tulsa, Okla.—Transportation Club of Tulsa. A. C. Holmes, 
Pres.; R. C. Hughes, Secy. 

Waco Traffic Club. C. H. Carringer, Pres.; Lloyd Bailey, 
Secy. 

Washington Traffic Club. C. E. Phelps, Pres.; J. T. M. Du- 
vall, Acting Secy. 

Wheeling (W. Va.) Traffic Club. H. H. Marsh, Pres.; P. M. 
Neigh, Secy. 

Wichita Traffic Club. G. P. Nissen, Pres.; H. G. Watts, 
Becy. 
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Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres; 7, 


Worcester (Mass.) Traffic Association. H. A. Rousseay 
Pres.; J. H. Lane, Secy. ’ 
York (Pa.) Traffic Club. W. L. Rupp, Pres.; J. F. Bairg 
Secy.-Treas. ’ 
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Digest of New Complaints 
* 
No. 12921 (Sub. No. 3). Chestnut Lumber Co., Nashville, Tenn., 3 
L. & N. et al. 


Unjust and unreasonable charges on various shipments of lum- 
ber and shingles from points in U. S. to Nashville and reshipped 
from there to various points by reason of defendants’ demand for 
additional charges for demurrage and detention between the dates 
of delivery on complainant’s siding and dates of reshipment. 

eed, 2 Refining Co. et al., Tulsa, Okla., vs. A. T, & 

. F. et al. 

Unjust, unreasonable, unjustly discriminatory and preferential 
rate of $1.22 per 100 lbs. on sulphuric acid from Grasselli, Ind, 
to Bigheart, Okla., because in excess of rate of 594c from Grassellj 
and other points in Chicago territory to points in same district 
in Oklahoma in which Bigheart is situated. Asks cease and desist 
order, just and reasonable rates and reparation. 

No. ee Hyman-Michaels Co. et al., Chicago, Ill., vs. Payne, ag 
agent. 

Unjust, unreasonable, unjustly discriminatory and_unduly preju- 
dicial rates on steel rails and bars from Scott City, Kan., to 
points in Illinois, Indiana, Missouri, New York and New Jersey, 
Asks reparation. 

No. Bg McGrew Coal Co., Lexington, Mo., vs. Payne, as agent, 

o. Pac. 

Unjust, unreasonable, unjustly discriminatory and prejudicial 
rates on coal moving interstate between points in Missouri. Asks 
reparation. 

No. 13056. California Cotton Mills Co., Oakland, Cal., vs. Southern 
Railway et al. 

Unjust and unreasonable rates on cotton twine and cotton face- 
tory sweepings from Uniontown, Ala., to Pacsteel, Cal. Asks 
cease and desist order, just and reasonable carload minimum 
weights, rules and regulations and reparation. 

No. 13057. Growers’ Rice Milling Co., South San Francisco, Cal., vs, 
Payne, as agent. 

Unduly preferential and discriminatory rates on various com- 
modities between South San Francisco and San Francisco, and 
South San Francisco and San Francisco docks. Asks reparation. 

No. 13058. Crucible Steel Co. of America, Harrison, N. J., vs. Direc- 
tor General Davis and Pennsylvania, Lines East. 

Unjust and unreasonable rates on scrap steel from Auburn, Pa, 
to Harrison, N. J. Asks reparation. 

No. 13059. American Radiator Co., Chicago, Ill., vs. Payne. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on sand from Sandusky to Spring- 
field, O., and from Springfield to St. Bernard and Lockland, 0. 
Asks for reparation. 

No. 13060. Ignatious L. Lutz, doing business as Lutz Bros., Mankato, 
Ran. ve. Cc. &.. b.& P. 

Unjust, unreasonable and illegal charges on pears from Cobden, 

Ill., to Mankato, Kan. Asks for reparation. 

No. i. > Universal Portland Cement Co., Chicago, IIl., vs. A. T. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on portland cement between points 
in Illinois. Asks for just and reasonable rates. 

No. 13062. Clear Cedar Shingle Co., Rochester, Wash., vs. Payne et al. 

Unjust, unreasonable and unjustly discriminatory rate on saw- 
logs from Vader, Wash., to Helsing Junction, Wash. Asks for 
reparation down to basis of subsequently established rate. 

No. 13063. Traffic Bureau, Chamber of Commerce, Phoenix, Ariz., and 
John F. Barker Produce Co., Tucson, Ariz., vs. Davis et al. 

Unjust and unreasonable rates on mixed carloads of fresh 
fruits and vegetables from Los Angeles and points taking same 
— to Tucson, Ariz. Asks for just, reasonable rates and repara- 
ion. 

No. 13064. H. M. Spence, Parkersburg, W. Va., vs. Payne et al. 

Unjust, unreasonable and unjustly discriminatory rates on gas 
engine outfits shipped from Parkersburg, W. Va., to various points 
in U. S. by reason of alleged improper classification. Asks for 
just and reasonable rates and classification and reparation. 

No. 13065. Pittsburgh Steel Co., Pittsburgh, Pa., vs. Payne et al. 

Unjust, unreasonable and unduly discriminatory rates on billets 
from Allenport, Pa., to McKees Rocks, Pa., during period from 
January 15, 1919, to July 30, 1919. Asks for reparation down to 
basis of subsequently established rate. 

No. bey Galveston (Tex.) Commercial Assn. vs. Abilene & Southern 
et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on cotton and cotton linters from points in Texas, 
Oklahoma, Arkansas and Louisiana to shipside, Galveston, Tex. 
when destined to the Far EaSt, including Japan and China, 48 
compared with the rates to Pacific coast ports. Asks for just and 
reasonable rates. : 

No. 13074. The Northwestern Traffic and Service Bureau, Minneapolis, 
Minn., vs. Director General, as agent. 

Unjust, unreasonable and illegal rates on hard and soft coal 
and coke from various mines in the U. S. to destinations in north- 
western states by reason of the application of the increase under 
G. O. No. 28 to each factor of the combination rate. Asks 
reparation. 

No. 13075. Indiahoma Refining Co., St. Louis, Mo., vs. Director Gen- 
eral, as agent, St. L.-S. F. et al. ; : 

Unjust, unreasonable, unjustly discriminatory and preferential 
rates on second hand steel plate tank material from Bristow, Okla. 
to Ranger, Tex. Asks reparation down to basis of subsequently 
established rate. 

No. 13076. Lummus Cotton Gin Co., Columbus, Ga., vs. Director Gen- 
eral, as agent. 

Unjust and unreasonable rates on cotton trampers or packers 
from San Antonio, Tex., to Columbus, Ga. Asks reparation down 
to basis of subsequently established rate. 

No. bee Morrill-Higgins Co., Omaha, Neb., vs. Director General, 48 
agent. 

Unjust and unreasonable rates on house heating furnaces ae 
Belleville, Ill., to Omaha, Neb. Asks reparation down to basis 0 

subsequently established rates. 
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WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 





EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Bordeaux and other French Atlantic ports. 


PACIFIC COAST 


Agents for Atlantic, Gulf & Pacific Steamship 
Corporation—A-1 Steamers 


Mobile to Los Angeles Harbor, San Francisco, 
Portland and Seattle. 


ST. LOUIS OFFICE: 1217 Pierce Building 


IRVING H. HELLER, Manager 





Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 


WEST AFRICA 


Agents for Bull West African Service— 
A-1 Steamers 


Mobile / West African ports, via Azores, Canary 
and Madeira Islands. 





BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 


GEO. C. McLAUGHLIN, Manager 
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No. 13079. we J. Keith Co. et al., Boston, Mass., vs. Director General, 
as agent. 
Unjust, unreasonable, unjustly discriminatory, unduly preju- 


dicial rates on shelled eggs, frozen in cans, from Pacific coast ports 
to various interstate destinations. Asks Commission to cancel 
Lgl undercharges and require reparation down to $1.50 per 

00 Ibs. 

13080. Ballman-Cummings Furniture Co. et al., Fort Smith, Ark., 
vs. A. T. & S. F. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential, prejudicial rates on furniture, bakery goods, hydrogen and 
oxygen, coffee and mirrors and plate glass from Fort Smith, Ark., 
a in Missouri and Kansas. Asks for just and reasonable 
rates. 
- 13081. Swift & Co., Chicago, vs. C. M. & St. P. et al. 

Unjust, unreasonable and unduly prejudicial rates on hogs from 
points on the lines of the C. M. & St. P. in South Dakota to North 
Portland, Ore. Asks for reparation of $7,000. 

13082. Eastman Kodak Co., Rochester, N. Y., vs. St. Louis-San 
Francisco et al. 

Unjust and unreasonable rates on cement plaster from South- 
ard, Okla., to Barnard, N. Y. Asks for reparation. 

a Consolidation Coal Co., Baltimore, Md., Cc. & & 
et al. 

Unjust, unreasonable and unduly prejudicial combination rates 
on bituminous coal from points on Millers Creek R. R. in Ken- 
tucky to various interstate destinations and Canadian points. 
Asks for reparation on shipments made prior to October 22, 1917, 
not included in a previous complaint because the statute eliminat- 
ing period of federal control from the law had not been enacted. 


No. 


No. 


No. Vs. 


No. 13084. Standard Oil Co. (New Jersey) vs. Director General, as 
agent. 
Unjust, unreasonable, unduly prejudicial and discriminatory 


rates on petroleum products from Wilmington, N. C., to Greens- 
boro, Madison, Mt. Airy, Rural Hall and Siler City, N. C. Asks 
reparation. 


No, 13085. omaha Lumber Co., Portland, Ore., vs. Director General, 
as agent. 

Unjust and unreasonable rates on lumber from Seaside, Ore., to 
Laurel, Mont., and diverted to Minnesota Transfer, Minn., on 
account of storage charges. Asks reparation. 

No. 13086. The Standard Oil Co. (Ohio) vs. Director General, as 
agent, A. C. & Y. 

Unjust and unreasonable rates on gasoline from Greybull, Wyo., 
to Akron, O. Asks reparation. 

No. 13087. C. A. Libbey Co., Oshkosh, Wis., vs. Director General, as 
agent, Hocking Valley et al. 

Unjust. and unreasonable rates on steel bars from Marion, O., 
to Oshkosh, Wis. Asks reparation. 

No. 13088. White Star Refining Co., Detroit, Mich., vs. Director Gen- 
eral, as agent. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on empty tank cars from Tulsa, Okla., to Springfield, 
Mo., and from Springfield, Mo., to Tulsa, Okla. Asks cease and 
desist order and reparation. 

No. 13089. International Steel Corporation, New York, N. Y., vs. 


Director General, as agent. 
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Unjust and unreasonable rates on steel from Pittsburgh, pg 
destined to Denmark, via New York. Asks reparation. " 


Cc. & O. LEASE 


The Chesapeake & Ohio has applied to the Commission fo, 
authority to acquire through lease the property of the Chega. 
peake & Ohio Railway Company of Indiana. The properties 
involved have been and are operated as parts of a single sys. 
tem under a common management and always have been, ip 
substance, commonly owned, the applicant states. The applica. 
tion is along the lines of one previously filed by the Chesapeake 
& Ohio, the purpose being to relieve it of restrictions imposed 
by section 10 of the Clayton anti-trust act in the operation of its 
system. 


ST. L.-S. F. BONDS 


The St. Louis-San Francisco Railway Company has applied 
to the Commission for authority to issue $4,578,000 of its prior 
lien mortgage 6 per cent gold bonds and to pledge and re. 
pledge from time to time all or any part of said bonds as col 
lateral security for short-term notes. 


LOAN TO CENTRAL VERMONT 
The Central Vermont Railway Company has applied to the 
Commission for a loan of $128,000, to be applied on the purchase 
of that amount of outstanding 4 per cent gold bonds, the hold. 
ers of which have declined to exchange for refunding mortgage 
5 per cent- bonds. 


ASHERTON & GULF RAILWAY BONDS 


The Asherton & Gulf Railway Company, in an application 
filed with the Commission, has asked authority to issue $436,000 
of first mortgage thirty-year bonds for the purpose of settling, 
adjusting and liquidating indebtedness and for additions and 
betterments. 


CHANGE IN DOCKET 
Hearing in 6490, Anson, Gilkey & Hurd Co. et al. vs. South- 
ern Pacific et al., and 8819, West Coast Lumbermen’s Associa- 
tion et al. vs. Boston & Albany et al., assigned for September 13 
at Portland, Ore., was cancelled. 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 19—New York, N. Y.—Examiner Gerry: 
12831—Butterworth-Johnson Corp. vs. C. R. R. of N. J. 
September 19—Norfolk, Va.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 


September 19—Nashville, Tenn.—Railroad and Public Utilities Com- 
mission of Tennessee: : . 

Finance Docket 1463—In re application of L. & N. 
September 19—Detroit, Mich.—Examiner Cassidy: 

12676—The Dow Chemical Co. vs. Pere Marquette et al. 
September 19—Chicago, Ill.—Examiner Wilson: 

12223—Armour & Co. vs. Nor. Pac., Director General et al. 

11012—Swift & Co. vs. Director General, Sou. Pac. et al. 
September 19—Phoenix, Ariz.—Examiner Keene: 

12539—Arizona Packing Co. vs. Director General, Arizona Eastern. 
September 19—York, Pa.—Examiner McGrath: 

12900—Red Lion Board of Trade vs. Md. & Pa. et al. 
September 19—Monroe, La.—Examiner Gault: 

12880—Dean Mill Co. vs. Mo. Pac. et al. 


September 19—Kansas City, Mo.—Examiner Kephart: 
10771—United Iron Works Co. vs. Director General, A. T. & S. F. 


et al. 

Portions of Fourth Section Application 701, F. A. Leland and others, 
filed by various western carriers. 

12639—The B. F. Clay Grain Coa. et al. vs. A. T. & S. F. et al. 


Sept. 19—Ft. Worth, Tex.—Examiner Mackley: 
= ademas Freight Bureau vs. Beaumont, Sour Lake & West- 
ern et al. 
September 19—Montgomery, Ala.—Examiner Carter: 
12751—The Sweet Dreams Co. vs. L. & N. et al. 
wee ed 20—Cleveland, O.—Commissioner Campbell and Examiner 
arke: 
Finance Docket 1237—Cleveland terminal case. 
September 20—New York, N. Y.—Examiner Gerry: 
ae at eel in transit of copper articles at Laurel 
Ss eA 
12833—The Kalbfleisch Corp. vs. Sou. Ry. et al. 
12833 (Sub. No. 1)—The Kalbfleisch Corp. vs. C. of Ga. et al. 
September 20—Kansas City, Mo.—Examiner Kephart: 
1. and S. 1367—Interchange switching at Topeka, Kan. 
September 20—Phoenix, Ariz.—Examiner Keene: 
12907—Arizona Cattle Growers’ Assn. vs. A. T. & S. F. et al. 
September 20—Ft. Worth, Tex.—Examiner Mackley: 
1. and S. 1357—Application of rate and min. wt. on live stock in 
mixed carloads. 


Docket of the Commission 


12757—Texas Livestock Shippers’ Protective League et al. vs. Di- 
rector General, St. L. S. W. of T. 


September 21—Washington, D. C.—Examiner Davis: 
* Finance Docket 1576—Application T. & N. O. R. R. Co. for approval 
of a certain lease. 


September 21—Phoenix, Ariz.—Examiner Keene: : 
1. and S. 1383—Classification ratings on fresh fruit and vegetables. 


September 21—Chicago, Ill—Commissioner Hall: 
6490—Anson, Gilkey & Hurd Co. et al. vs. Sou. Pac. et al. 
a Coast Lumbermen’s Assn. et al. vs. Boston & Albany 
et al. 


September 21—Chicago, IIl.—Examiner Wilson: 
1. ard S. 1361—Switching between connecting lines and C. & EB. 1 
team tracks at Chicago, Ill. 
September 21—Indianapolis, Ind.—Examiner Cassidy: 
12792—American Hominy Co. vs. Director General. 
12776—North Manchester Foundry Co. vs. C. C. C. & St. L. 


September 21—Harrisburg, Pa.—Examiner McGrath: 
12789—Central Iron and Steel Co. vs. Campbell’s Creek Co. et al. 


September 21—Helena, Ark.—Examiner Gault: 
12732—Helena Traffic Bureau et al. vs. Director General and Mo. | 
= a No, 1)—Buckeye Veneer Co. vs. Director General an 
oO. Pac. 


September 21—Pensacola, Fla.—Examiner Carter: 
12864—John A. Merritt & Co. vs. Cent. of Ga. et al. 


September 21—Washington, D. C.—Examiner Paulson: 
12739—Daisy Mfg. Co. vs. A. & V. et al. ; 


September 22—Chicago, Ill.—Examiner Wilson: 
*12801—Mason City Brick and Tile Co. et al. vs. Director General. 


September 22—Washington, D. C.—Examiner Davis: a 
* Finance Docket 1466—Application of Pa. R. R. Co. for authority t 
lease the railroad and property of P. C. C. & St. L. R. Rh. Co. 
September 22—New York, N. Y.—Examiner Gerry: 0. 

12781—Wilckes, Martin, Wilckes Co. vs. Director General, B. & % 


et al. 
12761—Rosin and Turpentine Export Co., Inc.. vs. A. C. L. et al. 


September 22—Hastings, Neb.—Examiner Kephart: . 

12709—Chamber of Commerce of Grand Island, Neb., et al. vs. Aber 
deen & Rockfish et al. . 

September 22—Indianapolis, Ind.—Examiner Cassidy: k of 

ae Warehouse Co. vs. Director General, Grand Trun 
anada. 

12718 (Sub. No. 1)—Capital Warehouse Co. vs. Director General. al 
12719—Capital Warehouse Co. vs. Director General, C. & N. W. e i 
12720—Capital Warehouse Co. vs. Director General, C. B. & Q. et al 


September 22—Washington, D. C.—Examiner Paulson: 
12760—Clarendon Refining Co. et al. vs. Pa. R. R. et al. 

September 23—Beaver Dam, Wis.—Examiner Wilson: 

* 12787—Central Wisconsin Supply Co. vs. C. C. C. & St. L. et al. 
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DID YOU KNOW THAT—Interstate Commerce Commission hearings are being held this 
month in each of the points indicated in this map (176 in all)?—see Docket of the 
Commission printed elsewhere in this issue. 


DID YOU KNOW THAT—these hearings are stenographically reported by us under contract 
as THE OFFICIAL REPORTERS OF THE COMMISSION? 


DID YOU KNOW THAT—if you desire copies of the stenographic reports of these hearings 
at the nominal cost of 121% cents per page (as fixed by the Commission), you have 
simply to place your order with the reporters in attendance at the hearings or, 
better still, direct your requests to our New York office? 


DID YOU KNOW THAT—the Interstate Commerce Commission desires that those requiring 
transcripts of the stenographer’s minutes of its hearings obtain them from the Offi- 
cial Reporters only? Authentic and official copies can be had from no other source. 


See our announcement each month of cases of special interest, printed under ‘‘Docket of Com- 
mission’’ 


THE STATE LAW REPORTING COMPANY 


Official Reporters, Interstate Commerce Commission, 


General Offices: Suite 1036-42 Woolworth Building, New York City, N. Y. 


Publishers of Law Reports, 
Stenographic Reports of Conventions, Legal Proceedings, Investigations, Etc. . 
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September 23—New York, N. Y.—Examiner Gerry: 
. and S. 1389—Classification rating on paper shopping bags. 
12820—West Virginia Pulp and Paper Co., Inc., vs. Director General. 
September 23—Indianapolis, Ind.—Examiner Cassidy: 
i. and S. 1382—Brick and articles taking same rates from Danville, 
Ill., to Chicago rate points. 
September 23—Washington, D. C.—Examiner Paulson: 
12845—Harry A. Pitts vs. T. & P. et al. 
12838—Elk Tanning Co. vs. Erie et al. 
Sopsemmber a ee iene Carter: 
ts) 


2770—Henry BE. r et al., receivers of Key West Gas Co., vs. 
Director General, Interstate R. R. et al 


a * rig Tampa Gas Co. vs. Director General, Interstate R. R. 
et al. 
September 23—Williamsport, Pa.—Examiner McGrath: 
‘7. oa Pennsylvania Lumber Co. vs. Director General, Pa. 
. et al. 
Sept. 23—Dallas, Tex.—Examiner Mackley: 
12677—S. M. Bulley & Sons vs. Director General, G. H. & S. A. et al. 
a” 2 eee Petroleum Co. vs. Director General, St. L. S. W. 
et al. 
September 23—Louisville, Ky.—Examiner Gault. 
11497—Owensboro Chamber of Commerce et al. vs. L. H. & St. L. 
Ry. et al., portions of Fourth Section Application No. 1065 of 
L. H. & St. L. Ry. 
September 24—Tampa, Fla.—Examiner Carter: 
12793—Central Cypress Co. vs. Director General: 
12814—Tampa Coal Co. vs. Director General. 
September 24—Deming, N. M.—Examiner Keene: 


2961—Arizona, Copper Co., Ltd., vs. Director General, Arizona & 
New Mexico et al. 


12542—Arizona Copper Co., Ltd., vs. Arizona & New Mexico et al. 
September 24—Dayton, O.—Examiner Cassidy: 
12846—The Dayton Malleable Iron Co. vs. Kanawha & Mich. et al. 
12836—The Albert R. Hostetter Co. vs. D. T. & C. et al. 
a 26—Charleston, S. C.—Examiner Keeler: 


681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 


September 26—Louisville, Ky.—Examiner Gault: 
11063—Holly Ridge Lumber Co. vs. Director General, Mo. Pac. et al. 
September 26—Argument at Washington, D. C.: 

Finance Docket 383—Application of Chicago, New York & Boston 
Refrigerator Co. for certification of a partial payment under Sec- 
tion 209 of Transportation Act. 

September 26—Washington, D. C.—Examiner Fuller: 
11214—Application of the U. S. Steel Products Co. et al. under the 
provisions of section 5 of the interstate commerce act, in connec- 


tion with the ownership and operation of steamer lines through 
the Panama canal. 


September 26—El1 Paso, Tex.—Examiner Keene: 


1. and S. 1364—Class rates between El Paso, Tex., and points in New 
Mexico and Arizona. 


11764—In the matter of intrastate rates within the state of Texas. 
(Rates between El Paso and Ft. Bliss and Material Yard, Tex.) 
September 26—Lincoln, Neb.—Examiner Kephart: 
12790—Lincoln Chamber of Commerce vs. Director General, C. B. & 


Q. et al. 
12791—Lincoln Chamber of Commerce vs. D. & R. G., Director Gen- 


eral et al. 


September 26—Washington, D. C.—Examiner Paulson: 
12872—The Atlas Portland Cement Co. vs. Director General. 
12652—The Atlas Portland Cement Co. vs. C. R. R. of N. J. et al. 


Such fourth section departures as may exist will be considered in 
the disposal of this complaint. 


Sept. 26—Dallas, Tex.—Examiner Mackley: 
12783—Rio Grande Oil Co. vs. Arizona Eastern et al 
September 26—Hazleton, Pa.—Examiner McGrath: 
2840—G. B. Markle Co., now Jeddo-Highland Coal Co., vs. Director 
General. 
September 27—Greenwood, Miss.—Mississippi Railroad Commission: 
* Finance Docket 1500—Application of Delta Sou. Ry. Co. for permis- 
sion to abandon its railroad. 
Soptumeee 27—Washington, D. C.—Examiner Fuller: : 


- and S. 1365—Routimg on coal from Western Maryland Ry. mines 
to eastern destinations. 


September 27—Tampa, Fla.—Examiner Carter: 
1. and S. 1344—Estimated weights on berries in pony refrigerators. 
September 27—Argument at Washington, D. C.: 


Finance Docket 1185—Application of the Saratoga & Encampment 
R. R. for a certificate of public convenience and necessity. 


September 27—Attica, Ind.—Public Service Commission of Indiana: 
Finance Docket 1489—In re application Redmond D. Stephens, co- 
receiver, for permission to abandon the Indiana Coal Ry. division 
of C.@& BH. I. R. R. 
September 28—Washington, D. C.—Examiner Barclay: 
* 12066—Construction and repair of railway’ equipment (further hear- 
ing relative to C. M. & St. P. Ry.) 
September 28—Akron, Ohio—Examiner Cassidy: 
12795—Firestone Tire & Rubber Co. vs. Director General. 
12797—Firestone Tire & Rubber Co. vs. Director General. 


September 28—Savannah, Ga.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 
September 28—Washington, D. C.—Examiner Paulson: 
12497—United States of America vs. Director General, B. & O. et al. 
September 28—New York, N. Y.—Examiner Gerry: 
12680—American Fruit and Vegetables Shippers’ Assn. et al. vs. 
Am, Ry. Exp. Co. et al. 
September 28—Omaha, Neb.—Examiner Kephart: 
12738—Sunderland Bros. Co. vs. C. B. & Q. et al. 
September 28—Allentown, Pa.—Examiner McGrath: 
1 Harrison Ball et al., executors, trading as Ball, Seligman & 
Co., vs. N. Y. P. & N. et al. 
September eg Tex.—Examiner Mackley: 


'12879—The State Highway Department of Texas vs. Director Gen- 
eral, C. & N. W. et al 


12696—The State Highway Department of Texas vs. Director Gen- 
eral, B. & O. eta 


12685—Malcolm H. Reed vs. Director General, A. T. & S. F. et al. 
September 28—Washington, D. C.—Examiner Davis: 


* Finance Docket 1467—Application of Chaffee R: R. Co for certificate 
of public convenience and necessity. 
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September 29—Washington, D. C.—Examiner Flynn: 


. yee Hardwood Traffic Assn. et al. vs. Illinois Centra] 

et al. 

September 29—Washington, D. C.—Examiner Clarke: 

* Finance Docket 1523—Application of C. & O. Ry. and C. & OLN, Ry 
for authority to assume liability for principal and interest of first 
mortgage 5 per cent 30-year gold bonds of C. & O. N. Ry. out. 
standing; for approval of acquisition by C. & O. of C. & O. N, Ry, 
Co. by conveyance of title of latter to former. ‘ 

eptember 29—Argument at Washington, D. C.: 
‘ = = 1338—Class and commodity rates between north Pacific Coast 
points. 

September 29—Omaha, Neb.—Examiner Kephart: 

12686—Paxton & Gallagher Co. et al. vs. Director General, C. B. & q 


et al. 
12705—The Overland Tire and Rubber Co. et al. vs. Mo. Pac. et al, 
September 30—Pittsburgh, Pa.—Examiner Cassidy: 
* 12529—Wayne Coal Co., Inc., vs. Director General, P. & W. VY, 
* 12529 (Sub. No. 1)—Waayne Coal Co., Inc., vs. P. & W. V. 
September 30—Jacksonville, Fla.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other a. 
cessorial services at south Atlantic and gulf ports. 
September 30—Argument at Washington, D. C.: | 
12030—Federal Valley R. R. Co. vs. Toledo & Ohio Central et al, 
11659—Marion & Eastern R. R. Co. vs. C. & E. I. et al. 
11983—Moshassuck Valley R. R. Co. vs. N. Y. N. H. & H. et al. 
12004—The Wichita Northwestern Ry. Co. vs. C. R. I. & P. et al, 
September 30—New York, N. Y.—Examiner Gerry: 
12703—Theodore A. Leber vs. P. & R. et al. 
September 30—Philadelphia, Pa.—Examiner McGrath: : 
12778—Salem Glass Works et al. vs. Director General, Mich. Cent, 


et al. 
12763—E. I. Du Pont de Nemours & Co. vs. Director General anj 
Raritan River. 
September 30—Omaha, Neb.—Examiner Kephart: 
12717—Harding Cream Co. et al. vs. A. T. & S. F. et al. 
October 1—Philadelphia, Pa.—Examiner McGrath: | 
12736—The George B. Newton Coal Co. vs. Director General ani 
Pennsylvania. 
October 1—Brownsville, Tex.—Examiner Mackley: 
12782—Rio Grande Valley Chamber of Commerce et al. vs. St. Louis, 
Brownsville & Mexico et al. Such fourth section departures as 
may exist will be considered in the disposal of this complaint. 
October 1—St. Paul, Minn.—Examiner Wilson: 
i. and S. 1384—Potatoes from Minnesota, Wisconsin and Upper Mich- 
igan to Central and Western Trunk Line territories. 
October i—Austin, Tex.—Examiner Keene: 
12954—The State Highway Dept. of Texas vs. Director General et al. 
12972—The State Highway Dept. of Texas vs. Director General et al. 
October 1—Argument at Washington, D. C.: 
12023—Ellison-White Chautauqua System of Portland, Ore., vs. Di- 
rector General, Arizona Eastern et al. 
October 3—Houston, Tex.—Examiner Keene: 
12932—Humble Oil and Refining Co. et al. vs. Director General et al. 
October 3—Omaha, Neb.—Examiner Kephart: 
12743—Swift & Co. vs. A. T. & S. F. et al. 
12910—Fairmount Creamery Co. vs. C. B. & Q. et al. 
be ye a Cole Creamery Co. et al. vs. Director General, C. B. & 
. et al. 
October 3—Mobile, Ala.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac 
" cessorial services at south Atlantic and gulf ports. 
October 3—Rochester, N. Y.—Examiner Gerry: 
12765—Associated Fruit and Vegetable Industries of New York State 
et al. vs. Ann Arbor et al. 
October 3—Philadelphia, Pa.—Examiner McGrath: 
12808—The J. G. Brill Co. vs. P. B. & W. et al. 
12818—Keystone Elevator and Warehouse Co. vs. Director General 
and Pa. R. R. 
October 4—Galveston, Tex.—Examiner Mackley: 
11764—In the matter of intrastate rates within the state of Texas. 
(Reasonableness, relationship and propriety of differentials taken 
by Galveston over Houston on traffic to T’exas points.) 
October 4—New Orleans, La.—Examiner Keene: 
12886—Fleming Bros. et al vs. Garyville Northern et al. 
12009—Natchez Chamber of Commerce vs. Natchez & Southern et al. 
12478—Allowance of mileage for Mississippi River crossings. (Hear- 
ing confined to introduction of testimony bearing on crossings at 
Angola, La.) 
October 5—Bismarck, N. D.—Examiner Healy: 
12892—North Dakota express rates. 
October 5—Argument at Washington, D. C.: 
Valuation Docket 4—Kansas City Southern Ry. 
beg tar: Docket 26—In re San Pedro, Los Angeles & Salt Lake 
+: a OR 
October 5—New York, N. Y.—Examiner Gerry: . 
12848—Aluminum Co. of America et al. v. Massena Terminal et al. 
12848 (Sub. No. 1)—Ball Coal Co. vs. Massena Terminal et al. 
Cctober 5—Galveston, Tex.—Examiner Mackley: 
'12798—Galveston Commercial Assn. vs. G. H. & S. A. et al. t 
1. and S. 1387—Absorption of terminal charges on grain for expo’ 
at Texas ports. 
October 6—Topeka, Kan.—Examiner Disque: 
* 11916—Kansas rates, fares and charges. 


October 6—New Orleans, La.—Examiner Keeler: . 
12681—In re charges for wharfage, handling, storage and other a¢ 
cessorial services at south Atlantic and gulf ports. 
October 6—Argument at Washington, D. C. 
Valuation Docket 4—Kansas City Southern Ry. 
October 6—Mobile, Ala.—Examiner Keene: . 
1. and S. 1372 (and first supplemental order)—Meridian rate case. 
October 6—Sioux City, Ia.—Examiner Kephart: E 
12402—Hanford Produce Co. vs. Director General and Am. Ry. Ex? 
12708—Ballou Brick Co. et al. vs. A. T. & S. F. et al. 
October 7—Beaumont, Tex.—Examiner Mackley: 
12683—A. Kaplan vs. Director General, C. R. I. & P. et al. 
12897—Eastern Texas Electric Co. vs. Director General, T. 
October 7—Argument at Washington, D. C.: 
Valuation Docket 4—Kansas City Southern Ry. 
October 8—Argument at Washington, D. C.: ‘ 
1. and S. 1358—Box shooks from Georgia, North and South Carolina 
and Virginia to eastern points. 
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THE TRAFFIC WORLD 


SHIPPERS WHO FEEL THEIR RATES 
ARE PROHIBITIVE 


Should first approach the carrier with a carefully considered and comprehen- 
sively prepared, concrete proposition, showing how or why— 


1. The present rate works to his disadvantage; 

2. His rate is unreasonable or unjustly discriminatory; 

3. The competition he has to meet; 

4, How, perhaps, readjustment would inure to the carrier’s advantage, as 
well as the shipper’s. 


Note 1. | 1 


Where any or all of these features are involved, if the shipper sets forth the 
facts in a convincing manner he is usually far more successful, saves more time 
and money, than he who merely insists his rates are too high and demands read- 
justment, and, failing in that, proceeds before the Commission, or through his 
Congressmen, in an effort to secure relief. Dealing in generalities is a slow 
method of achieving results. Definite proposals, with substantiating evidence, 
compel consideration. 


Proceedings before the Commission at best are slow and expensive, and many 
are inclined to put up with unfair rates and shipping conditions, rather than 
tie themselves up in formal proceedings. Furthermore, this plan does not make 


for better co-operation between carriers and shippers, so necessary to commer- 
cial welfare. What will you do? The carriers haven’t sufficient forces to work 
up everybody’s rate troubles in order that they may apply a remedy. You couldn’t 
afford to pay rates sufficiently high to enable carriers to carry such large forces, 
but there is a solution. 


Note 2. The Solution: | | — 


The Traffic Service Corporation rate and traffic specialists will, on short no- 
tice, make a thorough analysis of your rate adjustments and recommend changes 
necessary if merited, setting forth all pertinent data and facts which will enable 
you to go to the carrier and show it what you are getting and what you are 
entitled to—quickly. If rate matters were thus handled, the Commission’s docket 
would be less congested, more people would be enjoying their inherent rights, 
business would constantly improve. Try it. Let us diagnose your case. If our 
analysis and exhibits are not convincing to the carriers, they can then be used 
in a formal proceeding before the Commission. Chances are, however, the car- 
rier will meet you half way. 


TRAFFIC SERVICE CORPORATION 


Special Service Department 


““At Your Service” 


505 Colorado Bldg. Washington, D. C. 
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October 8—Beaumont, Tex.—Examiner Mackley: 
a ae Application 628—F. A. Leland (in connection with 
Yo. 12740). 
Lan mn Chamber of Commerce vs. Alexandria & Western 
et al. 
12746—Beaumont Chamber of Commerce vs. Director General, Beau- 
mont, Sour Lake & Western et al. 
October 10—Washington, D. C.—Examiner Paulson: 
12707—Chapin Sacks Corp. vs. A. C. L. 
October 10—Chicago, Ill.—Examiner Hosmer: 
* 12071—Adriatic Mining Co. et al. vs. C. & N. W. et al. 
October 10—Beaumont, Tex.—Examiner Mackley: 
11764—In the matter of intrastate rates within the state of Texas. 
(Rates on crude and fuel oil and commodities taking same rates 
moving for distances less than covered by maximum rate on oil.) 
See Commission of Louisiana vs. Aransas Harbor Ter- 
minal, 
October 10—Galveston, Tex.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 
October 10—St. Louis, Mo.—Examiner Kephart: 
12716—Utah Gilsonite Co. vs. A. T. & S. F. et al. 


October 12—Argument at Washington, D. C.: 
1. and S. 1272—Switching and absorption at Minneapolis. 
8297—Acme Cement Plaster Co. vs. A. C. & Y. Ry. et al. 
8386—American Cement Plaster vs. Mich. Cent. R. R. et al. 


October 13—Argument at Washington, D. C.: . 
9702—Memphis Southwestern investigation. 
7304—The City of Memphis et al. vs. C. R. I. & P. et al. 
9927—Railroad Commission of Arkansas et al. vs. Ark. Cent. et al. 
—— of Commerce, Monroe, La., vs. Ark. & La. Midland 
et al. 
10084—Natchez Chamber of Commerce vs. Natchez & Southern et al. 
6390—Memphis Freight Bureau vs. St. L. I. M. & S. et al. 
10418—Arkansas Jobbers’ and Manufacturers’ Assn. vs. Director 
General et al. 
10419—Arkansas Jobbers’ and Manufacturers’ Assn. vs. Director 
General et al. 
7250—Shreveport Chamber of Commerce et al. vs. A. & V. et al. 
Portions of Fourth Sec. Apps. 458, N. C. & St. L.; 799, St. L.-S. F.; 
1548, Sou. Ry.; 1898, W. H. Hosmer; 1952, L. & N.; 2045, Ill. Cent.; 
2138, M. & O.; 4218, 4219 and 4220, St. L. I. M. & S.; 702, F. A. 
Leland and J. F. Tucker; 1867, W. H. Hosmer and others not 
enumerated. 
October 17—Tampa, Fla.—Examiners Butler and Roth: 
* 12893—Transportation of strawberries by express in C. L. lots in 
passenger trains from Florida to northern markets. 
* 12981—Railroad Commissioners of the State of Florida vs. American 
Ry. Express Co. 
October 17—Argument at Washington: 
6194—Holmes & Hallowell Co. vs. G. N., Director General et al. 
6357 (and Sub. Nos. 1 to 20)—Imperial Elevator Co. vs. G. N., Di- 
rector General et al. 
6552 (and Sub. Nos. 1 to 14)—The Lampert Lumber Co. et al. vs. 
G. N., Director General et al. 
6715 (and Sub. Nos. 1 to 23)—Interior Lumber Co. vs. N. P. Ry., 
Director General et al. 
6794 (and Sub. Nos. 1 to 6)—The Northwestern Elevator Co. et al. vs. 
G. N. Ry. and Diretcor General. 
6983 (and Sub. Nos. 1 and 2)—The Lampert Lumber Co. vs. C. M. & 
St. P. Ry., Director General et al. 
7281 (and Sub. Nos. 2 to 8)—Nortz Lumber Co. vs. N. P. Ry., Di- 
rector General et al. 
7498 (and Sub. Nos. 1 to 3)—Christenson Imes Lumber Co. vs. N. P. 
Ry. and Director General. 
— ——e Sub. No. 1)—John Miller Co. vs. N. P. Ry. and Director 
eneral. 
7895—Traffic Bureau of the Commercial Club of Aberdeen, S. D., vs. 
G. N. Ry., Director General et al. 
———. S. Alexander et al. vs. C. & N. W. Ry. and Director Gen- 
eral. 
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8119 (and Sub. Nos. 1 to 41)—Federal Elevator Co. et al. vs. G. N 
Ry. and Director General. 
October 18—Argument at Washington: 

8418—Railroad Commission of Louisiana vs, Aransas Harbor Ter- 
minal Ry. et al. 

3918—Railroad Commission of Louisiana vs. St. L. S. W. Ry. et al. 

=e Commission of Louisiana vs. St. L.-S. F. & T. 
et al, 

1. and S. 710—Eastern Texas class rates. 

1. and S. 729—Class rates to Shreveport, La. 

11764—In the matter of intrastate rates within the state of Texas. 

October 18—Washington, D, C.—Examiner Fuller: 

12786—Southern Fisheries Assn. vs. Amn. Ry. Exp. Co. et al. 

12784—Southeastern Express Co. vs. American Ry. Express Co. 

12747—Merchants’ and Manufacturers’ Assn. of Baltimore vs. Amerij- 
can Ry. Express Co. 
October 19—Chicago, Ill—Examiner Bartel: 

10745—National Wholesale Grocers’ Assn. of U. S. vs. Director Gen- 
eral, Alabama & Vicksburg et al. 

10745 (Sub. No. 1)—Southern Wholesale Grocers’ Assn. vs. Southern 
Ry. et al. (Question of elimination of lard compounds and lard 
substitutes from mixing rules covering fresh meats and packing 
house products.) 

October 19—Spokane, Wash.—Department of Public Works of the 
State of Washington: 

* Finance Docket 1521—In re application of G. N. Ry. Co. for certifi- 
cate of authority to abandon a branch of its railroad. 

October 19—Oral argument at Washington, D. C.: 

11966—Omaha Packing Co. et al. vs. A. T. & S. F. et al. 

12690—Public Service Commission of Nevada vs. Sou. Pac. Co. et al. 

a Provision Co. vs. A. T. & S. F., Director General 
et al. 


ty, 


* October 20—Savannah, Ga.—Examiner Butler: 


* 412628—Charleston Traffic Bureau vs. A. G. S. et al. 
* 12675—Charleston Traffic Bureau et al. vs. A. G. S. et alu 
{. and S. 1385—Class and commodity rates from Savannah, Bruns- 
wick and Port Wentworth, Ga., to Ga. destinations. 


October 21—Oral argument at Washington, D. C.: 
9148—Boston Chamber of Commerce et al. vs. Ocean S. S. Co. of 
Savannah et al. 
11025—Pritchard-Wheeler Lumber Co. et al. vs. Director General, 
Mo. Pac. et al. 
11025 (Sub. No. 1)—Desha Lumber Co. et al. vs. Director General, 
Mo. Pac. Co. et al. 
11085—Virginia Iron, Coal and Coke Co. vs. Director General, Nor- 
folk & Western Ry. Co. 
October 22—Argument at Washington, D. C.: 
11228 (and Sub. Nos. 1 to 3)—Kirby Bonner Lumber Co. vs. Director 
General et al. 
11109—Boston Wool Trade Assn. vs. Director General, B. & A. R. R. 
(N. Y. Cc. R. R. Co., lessee) et al. (Such fourth section applications 
as may exist.) 
11388—Public Service Commission of Indiana et al. vs. A. T. & S. F, 
R. R. et al. 
8525—LaCrosse Shippers’ Assn. vs. Ann Arbor R. R. et al. 
October 24—Argument at Washington, D. C.: 
11742—Brazil Clay Co. vs. Director General, Central Indiana et al. 
11742 (Sub. No. 1)—Clay Products Co. vs. Director General et al. 
11816—Southern Fire Brick and Clay Co. vs. Director General, as 
agent, C. & E. I. R. R. Co. 
11423—Bedford Cut Stone Co. et al. vs. Director General, C. I. & L. 
R. R. Co. et al. 
11335—Ingalls Stone Co. vs. Director General, C. I. & L. R. R. Co. 
et al. 
11716—Clinton Paving Brick Co. et al. vs. Director General, C. & E. 
¥.. WAR. 
11723—National Drain Tile Co. vs. Director General, C. & E. I. R. R. 
October 25—Oral ‘argument at Washington, D. C.: 
11571—Lautz Bros. & Co. vs. Director General, as agent. 
11560—Swift & Co. vs. Director General, as agent. 
12038—Morris & Co. vs. Director General, as agent. 
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Premier Fleet 


Marine 
Despatch Line 


America’s Coast-to-Coast 
Direct Fast Freight 


100% American 





NEW YORK 
PHILADELPHIA 
BALTIMORE 
SAVANNAH 
and MOBILE 


DIRECT TO 


LOS ANGELES (San Pedro District) 
SAN FRANCISCO 
' PORTLAND 
SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 
A-1 FAST STEEL STEAMERS 


OFFERING 













RELIABLE 
UNEXCELLED 
FACILITIES 
and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
139 South Third St. 42 Broadway 


Mobile, Ala. 
S. W. Cor. St. Francis & Water Ste. 


Oakland, Cal. 
Parr Terminal 






Pittsburgh 
1537 Oliver Building 
Savannah, Ga. 
Savannah Bank and Trust Bldg. 


Los Angeles, Cal. Portland, Ore. 
427 Van Nuys Bidg. 704 Title & Trust Bldg. 
1103 L. C. Smith Bldg., Seattle, Wash. 
Room 495, Ellicott Sq. Bldg., Buffalo, N. Y. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Hauling lots of Freight 
but doing it well 


KANSAS, OKLAHOMA 
& GULF RAILWAY 
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A busy Railroad in these times Originators of package car service to 


indicates it has somethihg Mexico City. 

unusual to offer. Fast, de- 

pendable, (and the most im- Operators of through package car 
portant) personal service is 


service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


keeping us busy. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 














Miami, Muskogee, Tulsa, Oklahoma 


City, H tta, Okmulgee, Durant, “ * e 1 
Guidi, ean, Texas Gulf Ports, American railways and the Mexican rail 
California, (via Denison and El ways. 


Paso, Tex.), Mexico (via Laredo, 


| ae aes ok tellin to Have banking arrangements making 
Ee Se eee Se. possible shipper’s order shipments to all 
points within the Republic of Mexico. 




















Assume all pilferage risk of packages 
in our package cars south of the border. 
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Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
E. J. OCONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 



















Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 






HAL L. BRENNAN S. E. LEONARD 
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10 years of service 
Pierce-Arrow has ten years’ experience 
with over 20,000 trucks in actual road 


service. The service organization has 
watched minutely these trucks perform. 


This knowledge was used in designing 
the present line of trucks so that 


They last and keep running at a minimum 
cost and upkeep expense. They do more 
work, make more trips and make each trip 
in minimum time. 


They carry maximum effective loads and are 
always ready for service. They can be easily 
run with the least wear and strain. 


1e1ce. ...°.. 


2 -ton $3200 

33-ton 4350 

T 5 -ton 4850 
OW All Prices F.O.B. Buffalo 


THE PIERCE-ARROW MOTOR CAR COMPANY, BUFFALO, N. Y. 
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LUCKENBACH LINES 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 


U. S. Mail Steamers Twin Screw American Steamers 


NEW YORK PHILADELPHIA SAN DIEGO LOS ANGELES | 
SAN FRANCISCO PORTLAND SEATTLE 


MOBILE NEW ORLEANS SAN DIEGO LOS ANGELES | 
SAN FRANCISCO PORTLAND SEATTLE | 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 





GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. Lafayette Bldg. Oliver Building Central Bldg. Merchants Exchange Railway Exchange 
Chicago Philadelphia Pittsburgh Los Angeles San Francisco Portland 
Pierce Building Mobile Liners, Inc., Agents A. Le Blanc, Agent Metropolitan Life Bldg. L. C. Smith Bldg. 
St. Louis Mobile, Ala. New Orleans, La. Minneapolis Seattle 






Do You Know 
that the CONSOLIDATED MACHINERY FORWARDING 
SERVICE of the above Company is effecting decided savings 


every day for shippers who pay the freight and who, because 
they use this speedy, satisfactory service, pay less freight? 


Philadelphia to Western points, and Chicago and Cincinnati East 
or West. Write the nearest office for facts that save your dollars. 


AREY TRANS-CONTINENTAL FREIGHT COMPANY 
vey eS 


Export and Domestic Freight Forwarders 
Consolidators of Household Goods, Machinery, Automobiles and 
Pianos and Everything for Export. 

General Offices: 203 Dearborn St., Chicago 
Eastern Office: Woolworth Bldg., New York 
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TPANS CONTINENTAL FREIGH 
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‘NS CONTINENTAL FREIGHT 
we 


Old South Building, Boston Hippodrome Building, Cleveland 
Ellicott Square, Buffalo Monadnock Building, San Francisco 
Drexel Building, Philadelphia Van Nuys Building, Los Angeles 
Union Trust Building, Cincinnati Alaska Building, Seattle 


13th and Kearney Sts., Portland, Oregon 


Write the Nearest Office 


